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CROOKS TERMINAL 


WAREHOUSES, INC. 
For 1938 decide on using a depository for your merchandise 
which is most responsible and efficient in the three key cities 
CHICAGO » KANSAS CITY - LOS ANGELES 


New York Office: 271 Madison Avenue 





OVERLAND TERMINAL WAREHOUSE, 1807 E. OLYMPIC 


BLVD., LOS ANGELES — OUR WESTERN ASSOCIATE. 
CALIFORNIA'S MOST MODERN WAREHOUSE. SERVED 


P BY THE UNION PACIFIC R. R. 























DOWNTOWN WAREHOUSE 

BURLINGTON TERMINAL BUILDING 

CANAL & HARRISON STS.ON THE C.B.&Q.R.R. ==> 
CAPACITY 400 CARLOADS 

2 BLOCKS FROM THE UNION STATION 

CHICAGO, ILL. 


SOUTH SIDE WAREHOUSES 
ON THE BELT RY. OF CHICAGO 
ADJACENT TO THE GREAT CLEARING 
INTERCHANGE FREIGHT YARD 
ae “= = 5801-5967 W. 65TH ST., CHICAGO 
iil : rm race = : CAPACITY 1500 CARLOADS 


SOUTH CHICAGO WATERFRONT WAREHOUSES 
103RD & CALUMET RIVER ¥ 
SPACIOUS DOCK - DEEP WATER 
FULLY EQUIPPED FOR ALL TYPE & SIZE CARGO 
ON THE BELT RY. OF CHICAGO 





1405 s7 UR pECURITY BI 


LOUIS AVE. 
CAPACITY 599 


VILDING 
CA THE M., 
KANSAS City. moos 


P.R.R, 
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THE THRIFT CARRIERS FOR THE NATION 


FOUR GREAT LINES 


of half-ton, 3%4-ton, 1-ton and 12-ton trucks... 5 wheelbase 
lengths... with a wide variety of models to suit your haul- 
age needs... all of them big, rugged, dependable truck 
units with Valve-in-Head Engines, Perfected Hydraulic 
Brakes and Extra Sturdy Frames . .. designed and built 


to give you more miles of service at lowest cost per mile. 


CHEVROLET MOTOR DIVISION, General Motors Sales Corporation, DETROIT, MICH. 


NOW ON DISPLAY—ASK FOR A DEMONSTRATION 
SEE YOUR CHEVROLET DEALER 
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MORE than a SLOGAN 
—AS MANY A TRAFFIC MAN KNOWS 


® Visualize a far-flung network interlinking 16 complete 
terminals; consider a vast, thoroughly organized fleet of 
the most modern motor transports equipped with every 
up-to-the-minute facility and device for speed and safety; 
picture a veritable army of traffic engineers, dispatchers, 
drivers, helpers, handlers . . . trained to military precision 
and schooled to expertness; dwell on this mental 
panorama and you see the soundness, the logic and the 
truth of the statement . . . “for shipments midwest, 


DECATUR is best.” 


® It's more than a slogan. It's an offer to you of a super- 
lative service—a shipping service that’s grown to leader- 
ship and recognition by dint of strict adherence to an 
ideal . . . an ambition to provide the outstanding freight 
transportation system in the central west. You'll like 
DECATUR just as hundreds of shippers do. Midwest 
it's best because we've concentrated to make it so. It's 
adequate, thorough, dependable because we know those 
are the features you want. In short, DECATUR is every- 
thing and has everything that justifies its slogan. Try us 
and see for yourself. 


Write for interesting map folder 


DECATUR CARTAGE 


ViCtory 6000 COMPANY 


20th St. and Wentworth Ave. CHICAGO, ILL. 


SIXTEEN 
COMPLETELY 
EQUIPPED 
TERMINALS 
CONVENIENTLY 
LOCATED TO 
SERVE YOU 
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SPEED AND CAPACITY are two of many outstanding fa- 
cilities that this great Philadelphia terminal has to 
offer steamship companies, shippers and distributors. 
Modern, heavy-duty equipment, manned by skilled 
freight handlers, reduces loading and unloading time 
and costs to the very minimum. More than one mil- 
lion one hundred thousand square feet of covered 
storage space provides ample accommodation for 


short- or long-time storage of merchandise of every THE LARGEST LUMBER TERMINAL 


kind, whether bulk or packaged freight. on the SEABOARD 
There are five large sections of reinforced concrete- 
and-steel piers with ship-side railroad tracks running Here are accommodations for the storage of 4,000,000 board feet 
the full length of each pier and connecting with all of kiln-dried and finished lumber, with unexcelled facilities for 
. . 4 . . . prompt and economical handling. Adjacent to the piers there is 
trunk-line railroads entering Philadelphia. Twenty- also a yard of twenty-five acres for the storage of rough lumber, 
nine steamship lines dock regularly at these piers. ores and pig iron. 


Detailed information and rates will be sent on request. 
Address E. W. Stringfield, General Traffic Manager 
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PHILADELPHIA PIERS, INC. 
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CROSS TOWN or GROSS COUNTRY 


AERO MAYFLOWER — Nation-Wide Operator= 
Capitalizes on INTERNATIONAL’S 
Magnificent Service 


@ Whether International Trucks 
roll up mileage on the nation’s 
highways or stick to city streets, 
they are always close to Interna- 
tional factory-standard service. 


Through the years, Interna- 
tional Harvester has set up the 
largest factory-owned truck service 
organization in the world — 237 
branches located at strategic 
points in the United States and 
Canada, fully equipped to give 
you the kind of service you have 
a right to expect. Factory-trained 


service men, working to pre- 
cision standards and using gen- 
uine International quality parts, 
turn out the work in the shortest 
possible time. 


Your truck dollars go farther 
with International because your 
investment is protected through- 
out the life of the truck by this 
matchless after-sale service. Visit 
our nearby branch and see Inter- 
national service “working.” Talk 
to International owners and you 
will know its value. 


INTERNATIONAL HARVESTER COMPANY 


180 North Michigan Avenue (nconponarEn) 
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Shown below is one of a 
big fleet of heavy-duty In- 
ternationals owned and 
operated by the Aero 
Mayflower Transit Co., 
Indianapolis, Ind., in its 
coast-to-coast operations. 
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THE GEORGE WASHINGTON 
THE SPORTSMAN - THE F.F.V. 


AMERICA'S DISTINGUISHED FLEET OF TRAINS 
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TO! ffl traveler on 
The Geor e Washington, The 
Sportsman, and The F: F. Vv. 


| PLEDGE : the smooth-ridin comfort 
of this celebrated Hleet of trains...a 
delightful trip through the most historically 
and scentically fascinating section of 
Mera... gractous service hy people 
who enjoy carrying on the traditions 
of olden-time hospitality ... cheerful 
Tavern Cars where meals and furnishin S 
recapture the charm of Colonial dinin 
rooms... neighborly Lounge Cars equipped 
with buffet, radio, and pertodicals re 
quiet sleeping cars, marvels of air- 
conditioned freshness and cleanlzuess, 


inviting you to Sleep Like a Kitten. : 





George Washinglons Railroad 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 


Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 


Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





WHERE IS THE COOPERATION? 


AILROAD labor this week resumed its effort to 

get through the House the bill it succeeded in 
having passed by the Senate limiting the length of 
freight trains. We have not observed any diminution 
in that effort, nor have we noticed any other evidence 
of the “cooperation” from labor that railroad manage- 
ment fatuously supposed it had earned by its recent 
yielding to unreasonable wage demands. We did not 
expect to. The effort is as strong as ever to have 
enacted this “make work” measure, which has no rea- 
sonable appeal from the point of view of safety. We 
are glad to note that the committee conducting the 





hearings shows some evidence of confining its consid- 
eration and the evidence to that point. 

Unless it can be shown conclusively—which it can- 
not—that considerations of safety require this proposed 
law, it would be utterly illogical for Congress to enact 
it, coming on the heels of the wage advances and other 
increased operating costs that have caused the railroads 
to make an emergency appeal for an advance in freight 
rates. Both the logic and the facts of the present situa- 
tion are opposed to this bill limiting the length of 
freight trains. We hope Congress, for once, can be sane, 
even if it believes that votes may be gained by yielding 
to labor pressure. A lot of votes can be lost by such a 
course also, and Congress and the Administration are 
already piling up reasons for a change in public support 
that may surprise them some time. 





RAIL RATE INCREASES 


HOUGH it is, perhaps, true that more patrons of 

the railroads are supporting them in the hearings 
now going og in the case of the petition for a 15 per 
cent increase in freight rates than ever before did so 
in a similar case, there is still a decided lack of that 
practical unanimity that was hoped for and more or 
less expected. The hearings present the same old spec- 
tacle of shipper after shipper and producer after pro- 
ducer going on the stand and testifying that he is in no 
position to pay an advance in freight charges—that to 
do so would, in fact, ruin him. 

There may be some legitimate cases of that sort 
and, if so, they should be considered by the Commission. 
But, generally speaking, it ought to decide whether the 
railroads need the money or not and, if they do, give 
it to them, for the same reason that everybody who 
sells anything is expected to charge a price that will 
net him a profit. If, in doing this, the railroads fail to 
take into proper consideration the effect of higher rates 
in driving traffic away, that is their affair—and they 
probably know better than anyone else what would 
happen in that respect. 


Suppose everybody who has anything to sell had 
to go before a commission to get permission to increase 
his price and everybody who objected to paying higher 
rent, higher hotel bills, higher prices for food, fuel and 
clothing could appear before that commission and tell 
how little able he was to pay. It would be a nice hodge 
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podge, wouldn’t it? Yet that is what happens with 
railroad rates. 





CONSOLIDATION THE SOLUTION 


HOUGH the Walter plan for pooling of the rev- 

enue derived from the proposed fifteen per cent 
increase in freight rates and its distribution among the 
railroads in proportion to their needs has, as yet, not 
been publicly discussed by representatives of the rail- 
roads, we have talked with enough rail executives to 
be convinced that at least the great majority of them 
are opposed to it; in fact, we have not met one who 
favors it. 

One looking at the proposal as a mere business 
proposition and not acquainted with the railroad point 
of view would suppose, we believe, that the lines that 
do not particularly need the increase—or do not need 
it nearly as much as many of the others—would, if 
not actually favor the proposal, at least assent to it 
lest they be accused of a dog in the manger attitude; 
and one would suppose that the weaker lines would 
jump at it as offering a means of helping them far 
more than a mere fifteen per cent increase in their own 
rates. But not so. They all oppose it. The reasons 
they give, when they give any, vary. Some say it 
would abolish initiative—without specifying just what 
initiative they have in mind; others say it is illegal— 
though, of course, it would not be if the railroads did it 
voluntarily—but without knowing or saying just why 
it would be illegal, that being merely a reason evolved 
from their innate opposition to the plan. And that 
opposition, we take it, is based more than on anything 
else on a constitutional objection to doing anything 
differently from the way it has been done in the past. 

We have heard only one objection to the plan that 
seems to us sound—and that from only one railroad 
executive. It is that the fifteen per cent increase is 
sought as a means of meeting increased expense of op- 
eration, which expense is as great for the prosperous 
road as for the poor one and, therefore, there should 
be no pooling of the proceeds. Probably the railroads 
will be called on in some way or other to meet the 
Walter proposal, and we venture to point out that this 
is the only way in which they can logically meet it. 

This same rail executive, who cannot—more’s the 
pity—be named, gave it as his opinion that the Com- 
mission ought to grant the fifteen per cent increase 
and then tell the railroads it never wanted to hear from 
them again in a request for a general increase in rates. 
We asked what would happen if expenses continued to 
rise and business to fall off. His unexpected reply was 
that the railroads must take care of themselves by the 
adoption of group economies. Pressed to say what 
those economies might be, he said “consolidations.” 
His idea was that the railroads could and would, within 
five years, say, if it was put up to them to do it, evolve 
a scheme of consolidation that would meet the situa- 
tion and solve their problems. 

We agree that the railroads could do the job and 
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that the way is through consolidations, but we have 
little hope that they will do so. Nothing they have 
done thus far shows that they are even thinking along 
such lines, much less that they are willing to put a 
consolidation plan into effect. As we have pointed out 
several times and as the Commission recently pointed 
out in its annual report to Congress, the Association 
of American Railroads, which was set up for just this 
sort of thing—if this sort of thing seemed to be the 
cure—has done just nothing looking toward consolida- 
tions or any other permanent solution of the rail prob- 
lem. But maybe it will now be impressed with the 
necessity for action. 

Even with forceful leadership demanding a con- 
solidation scheme, we have our doubts as to the suc- 
cess of a voluntary plan, for the reason, if for no other, 
that it must be acceded to by individual railroads, 
which means individual management and ownership, 
and those in control of railroad properties, unless they 
see some financial gain for themselves, are not likely 
to favor a consolidation scheme for the good of the 
industry as a whole. 

For the sake of illustration—and merely illustra- 
tion—conceive that, under a logical plan of consolida- 
tion, the situation called for a merger of the North 
Western, the St. Paul, the Great Western, and the Soo 
Line. Can anyone imagine that the executives of all 
these lines or any two of them would agree to such a 
plan? 

There is no legitimate defense for the railroads in 
the fact that the consolidation plan adopted by the 
Commission, with which any proposed consolidation 
must be in accord before it is permitted, is not satisfac- 
tory to them or seems unwieldy, unscientific, and un- 
workable. If the railroads have a better plan or can 
evolve one, it is up to them to present it and ask that 
it be substituted for the present one. They have done 
nothing of the sort. 

We think in consolidations lies the solution of the 
problem; there is too much transportation plant for 
the traffic involved and vast sums could be saved by 
operating it in a smaller number of units. The demand 
is for leadership that will bring about just that. And 
it must be understood that consolidation means con- 
solidation of competing lines; there is little sense in 
talk of consolidation that will preserve competition. 
Again, for the sake of mere illustration, who would 
be interested, except possibly themselves, and who 
would be benefitted, except possibly themselves, in a 
consolidation of the North Western and Union Pa- 
cific—an end to end consolidation? It might save a 
few dollars in salaries and rent, but the drop would be 
so small as to make not even a ripple on the face of 
the water in the bucket. 


Consolidation, as we are talking about it and as 
it must be adopted to reach the end in view, must not 
be just any old kind of consolidation, but unified opera- 
tion of competing lines. There will be much opposi- 

(Continued on page 112) 
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Current Topics in 
Washington 





“Name the son of a sea cook.” 
That’s the demand newspaper re- 
porters attending national political 
conventions some years ago hurled 
at makers: of driveling speeches 
nominating second-string candi- 
dates for the presidency or vice-presidency. 

Perhaps the demand was not polite, nor altogether couth, 
if, as sometimes happened, the demand had a Moslem tinge of 
contempt for the dog. It was, however, effective sometimes. 

It would not be wholly accurate to say that just that sort of 
demand has been thrown at President Roosevelt in his recent 
press conferences. But the demands recently have edged close 
to that pattern when he has talked about the evil things done 
by the minority in business or the press. The inclination in 
that direction has been marked. The result, however, has not 
been worth talking about. It might not be good taste to speak 
of artful dodging, but the fact is that the requests that he say 
what benefit newspapers could derive from fostering fear and 
a suggestion that he name a malefactor or two has not been 
productive. 

A few of the newspaper correspondents who remember 
the days before presidents and feists in public office began 
holding the kowtowing things called press conferences (for 
that is what many of them really are), have never liked the 
idea of such things, because, right from the start of the con- 
ferences at the White House, the idea was noised abroad that 
it would not be good form to ask pointed questions or insist 
on responsive answers. Obsequiousness and hearty laughter 
at wisecracks from the mighty, however, have brought smiles 
of approval from the chamberlains of the mighty ones. The 
result has been fumbling by presidents unwilling to admit that 
they did not know the answers, often trailing off into dema- 
gogic irrelevancies and the feeding of inanities to the reading 
public. 

Perhaps the day is not near when presidents and others 
will be commanded to name the soandso who has chiseled or 
rigged prices, but there are indications that some of the re- 
porters who think the public is entitled to specific information 
are itching to do just that. Some day some may break out 
with such demands. The penalty may be exclusion from such 
mockery of the word ‘conference’ as obtains now. 


Press Men Showing 
Some Spunk in 
Dealing With Roosevelt 





And now the President has started 
what was intended, undoubtedly, to be 
a smear of the newspapers on the as- 
sumption that, by reason of the second- 
class postage rates on which a part of 
their circulation moves, they are re- 
ceiving a subsidy. In time, it may seem politic for a President 
to smear the farmers or others because of the subsidies the 
government has been giving them. If and when a so-called 
subsidized class seems not to be voting “right,” that will come 
about. Failure to vote “right” is a great sin against an office- 
holder. 

Answering what seemed a question “planted” among the 
incense-pot swingers among those who gather around the Presi- 
dent at “press conferences,” he launched an attack on the sup- 
posedly low rate and, therefore, a subsidy, on which the smaller 
newspapers and other publications circulate a part of their 
copies to subscribers. Right at this point it has been asserted 
by those who think they know the facts that few of the 
larger publications depend upon the government’s mail except 
for minor service in the distribution of their wares. They are 
able to circulate their publications faster and at less cost than 
by gobernment service—which is usually the comparison that 
can be made between business operations conducted by private 
enterprise and the government. 

But if the small publication pot is black, is the government 
kettle free of soot? Representative Mason, of Illinois, says 
not. In a speech he made the point that, while the govern- 
ment’s subsidy to newspapers and periodicals the people were 
willing to pay for was supposed to be $30,000,000 a year, the 
New Deal propaganda machine each day sent out, under postal 
frank, 100,000 pieces of mail, and that in this administration 


Speaking of Citizen- 
Smearing from 
the White House 
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there had been spent about $217,453,043, or more than $40,- 
000,000 a year. He said the pay roll for the government press 
agents to prepare the wholesale advertising for the New Deal 
was $1,200,000 a year. He estimated that the postage on the 
stuff sent out in 1936, if the franking privilege had been with- 
drawn, would have amounted to $32,000,000 and that 90,000,000 
pounds of printed matter was so sent out—not to subscribers 
who had asked for and paid for that New Deal promotional 
stuff. Recipients had had it forced on them. 

The low postage rates, so-called, are accorded only to stuff 
that has been subscribed for. Excessive amounts of adver- 
tising in a publication subjects it to higher rates of postage. 
Mr. Mason wondered whether there was to be a slogan for 
the New Deal—“Millions for pnpegenes but not one cent for 
newspaper subsidies.” 





Much ado is being made—per- 
haps rightly—over the dispatch by 
Governor Merriam, of California, of 
an old Wells Fargo mail pouch con- 
taining a letter addressed to Senator 
McAdoo by plane and horse, the horse 
being used to bring the pouch to the senator’s office from the 
Washington airports. Senator McAdoo emulated the proud 
cock by making a little speech and inserting the letter in the 
Congressional Record. So far as indicated, the plane trip was 
not a fast one, not nearly so fast as that of a heavy army 
bomber that a short time later flew across the continent. 

It was interesting. It afforded an opportunity for the 
senator, who likes publicity, and the governor, to show off. 
Because air navigation is so new, it continues to make a great 
stir. Yet, it might be observed, without reflection on Mont- 
golfier, Langley, or the Wrights, that the man who invented 
the wheel was considerable of a chap. And it is not to be 
forgotten that the message Governor Merriam sent to Senator 
McAdoo could have been transmitted much faster than it was 
by the invention of the artist, Samuel F. B. Morse, not to 
mention that of the teacher, Alexander Graham Bell, or Jen- 
kins and the others who brought about transmission of pic- 
tures through the air. Their inventions would have had the 
letter in the senator’s hands before the airplane could have 
got out of California, had there been need. 

This would be a relatively slow world were the newspa- 
pers wholly dependent on the airplane for the transmission of 
intelligence. But for getting men and relatively light loads of 
commodities from one place to another, the plane, of course, is 
the greatest wonder since the application of steam to such 
tasks. However, it might be observed, the time seems not far 
distant when the plane will show limitations even for such 
traffic. The air seems now so full of machines at important 
airports that, when there is bad weather near one of them, 
planes have to be sent high into the atmosphere so as to afford 
lanes and landing room for planes that must be brought to 
earth quickly. The plane seems to require as much room for 
making port and landing as the largest ocean liner, if not more. 

If reports and fiction stories are to be believed, the time 
is not far away when certain ports will have to be embargoed, 
even as points on the railroads were embargoed before “Mike” 
Gormley, then of the American Railroad Association and now 
of the Association of American Railroads, devised ways for 
handling cars in the post war period so as to avoid the com- 
plete blocking of terminals, if some way is not devised for 
handling planes desiring to make important ports without de- 
lay when weather conditions are unfavorable. 


A Bit of Perspec- 
tive on the Air- 
plane Seems Needful 





An interesting proposition of 
law has been laid down by Moultrie 
Hitt, G. Bibby Munson, and Gregory 
Hankin, for consideration by the 
Supreme Court in No. 63, United 
States and Interstate Commerce 
Commission, appellants, vs. W. V. Griffin and H. W. Purvis, 
receivers for the Georgia and Florida railroad. Mr. Hitt and 
his associates are counsel for the receivers of that railroad, 
who, for a number of years, have been endeavoring to compel 
the Commission to make an increase of 87.4 per cent in its 
mail pay rates. The railroad has obtained two injunctions 
from three-judge federal courts and the matter has been argued 
twice in the Supreme Court of the United States, one of those 
arguments being on a procedural question. The proposition to 
which reference is being made goes to the merits of the con- 
troversy. 

In fixing mail pay rates, railroad counsel contend, the Com- 
mission is not acting in the legislative capacity of regulating 
the ordinary freight and passenger rate, but is acting in the 
capacity of an agent of the government, which is charged with 


Fixing Mail Pay Rates 
a Judicial, Not a 
Legislative, Function 
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the duty of ascertaining the reasonable value of a service 
requisitioned by the government for which there is a duty on 
the government to pay just compensation. This proceeding, 
being to ascertain and fix the compensation for a taking by 
the government, it is further contended, is in the nature of a 
condemnation proceeding and the rules of law limiting the 
scope of judicial review over ordinary administrative action 
are inapplicable. That is to say, the court is not bound by the 
determination of the Commission in the same way it is bound 
in a freight rate case. The railroad receivers, counsel argue, are 
entitled to a judicial determination of the value of the prop- 
erty taken, both on questions of law and on questions of fact. 

“The findings of the Commission as to facts,’’ say counsel, 
“cannot be regarded as conclusive, because that would not 
afford the owner of the property a full and adequate judicial 
determination of the value of the property taken. This is not 
a case where it is the Commission’s duty to make quasi-legis- 
lative findings, but more in the nature of quasi-judicial find- 
ings. Here we have a quasi-judicial proceeding where 
the findings are upon a judicial question made by an agent of 
one of the parties to the controversy. It stands to reason that, 
in such cases, it is competent for the courts to weigh the evi- 
dence in the record before adopting the Commission’s findings. 
Nor is the rule applicable here that a court may not fix rates 
and thus substitute its judgment for that of the Commission. 
— Here the determination of the rate is a determination 
of the value of property or service taken for public use.” 

In this case the railroad contends that the rates of pay 
fixed by the Commission for railroads more than 100 miles in 
length are inadequate to afford reasonable compensation, as- 
serting that an addition of 87.4 per cent is necessary to bring 
about reasonable compensation. That figure is arrived at as 
a result of cost studies. Counsel for the railroad contend that 
the Supreme Court itself can fix the rate or remand the ques- 
tion to the lower court to do so.—A. E. H. 


CONSOLIDATION THE SOLUTION 
(Continued from page 110) 
tion from the railroads involved in such proposals and 
from shippers on their lines but, as we and many others 
view it, real consolidation of the railroads of this country 
into a limited number of systems, efficiently operated, 
is the solution. 

We have always opposed compulsory consolida- 
tion, but our opposition has been largely on the ground 
that the railroads ought to have their chance to bring 
about voluntary consolidation in a natural way. Well, 
they have had that chance; they have profited nothing 
by it; perhaps the time has come to advocate compul- 
sory consolidation—if it can be legally accomplished. 
And when a thing like that is done by law it is always 
a worse job than if those who understood it had under- 
taken it. 

Let’s quit talking about coordinations, coopera- 
tion, and what not, and proceed to the real task— 
consolidation. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 8 totaled 
552,314 cars—an increase of 94,955, or 20.8 per cent, above 
the preceding week, which contained a holiday; a decrease of 
147,732, or 21.1 per cent, below the corresponding week last 
year; and a decrease of 223,441, or 28.8 per cent, below the same 
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week in 1930. Miscellaneous totaled 207,868; merchandise, 
142,136; coal, 110,487; grain and products, 39,672; live stock, 
14,641; forest products, 24,226; ore, 6,454; coke, 6,830. 

Railroads the week ended January 1 loaded 457,359 cars 
of revenue freight (see Traffic World, Jan. 8), according to 
the Association of American Railroads. 

All districts, reported decreases compared with the cor- 
responding weeks in 1937 and 1930. 

Revenue freight loading by districts the week ended Jan- 
uary 1 and for the corresponding period a year ago was re- 
ported as follows: 

Eastern district: Grain and grain products, 5,225 and 4,794; live 
stock, 1,124 and 1,222; coal, 21,110 and 26,250; coke, 1,656 and 2,296; 
forest products, 1,644 and 1,671; ore, 572 and 1,765; merchandise, L. C. 
L., 28,646 and 33,738; miscellaneous, 37,193 and 61,627; total, 1938, 
97,170; 1937, 133,363; 1936, 125,461. 

Allegheny district: Grain and grain products, 2,944 and 3,003; live 
stock, 711 and 752; coal, 23,591 and 32,577; coke, 1,671 and 5,133; forest 
products, 546 and 1,061; ore, 1,144 and 2,307; merchandise, L. C. L., 
19,163 and 23,408; miscellaneous, 32,485 and 58,842; total, 1938, 82,255; 
1937, 127,083; 1936, 107,504. 

Pocahontas district: Grain and grain products, 204 and 248; live 
stock, 81 and 74; coal, 22,681 and 32,218; coke, 302 and 524; forest prod- 
ucts, 425 and 441; ore, 110 and 76; merchandise, L. C. L., 3,917 and 
4,596; miscellaneous, 3,864 and 5,884; total, 1938, 31,584; 1937, 44,061; 
1936, 42,530. 

Southern district: Grain and grain products, 2,303 and 1,832; live 
stock, 806 and 909; coal, 13,164 and 17,405; coke, 331 and 605; forest 
products, 5,049 and 7,371; ore, 617 and 713; merchandise, L. C. L., 20,- 
400 and 23,433; miscellaneous, 27,537 and 33,728; total, 1938, 70,207; 
1937, 85,996; 1936, 79,281. 

Northwestern district: Grain and grain products, 6,734 and 5,298; 
live stock, 2,634 and 2,845; coal, 7,940 and 6,484; coke, 823 and 1,712; 
forest products, 4,723 and 6,784; ore, 218 and 330; merchandise, L. C. L., 
14,509 and 15,775; miscellaneous, 18,747 and 24,074; total, 1938, 56,328; 
1937, 63,302; 1936, 62,813. 

Central Western district: Grain and grain products, 7,855 and 7,132; 
live stock, 3,786 and 4,611; coal, 11,353 and 12,328; coke, 183 and 169; 
forest products, 2,324 and 4,294; ore, 2,292 and 3,387; merchandise, 
L. C. L., 19,803 and 21,408; miscellaneous, 30,987 and 32,190; total, 

. 4 , 85,519; 1936, 79,101. 
a district: Grain and grain products, 3,726 and 3,440; 
live stock, 949 and 1,231; coal, 4,041 and 3,876; coke, 96 and 105; for- 
est products, 2,058 and 3,448; ore, 391 and 391; merchandise, L. C. L., 
9,082 and 10,471; miscellaneous, 20,889 and 25,977; total, 1938, 41,232; 
1937, 48,939; 1936, 45,136. 


FREIGHT COMMODITIES STATISTICS 


The Commission has made public a compilation of freight 
and commodity statistics of Class I steam railways for the 
third quarter of 1937 and for the three quarters ended with 
the third quarter showing the number of tons of revenue freight 
originated, by groups of commodities for the country as a 
whole and by regions and districts, in comparison with the 
statistics for corresponding periods in 1936. The compilation 
was made by its Bureau of Statics. The figures for the country 


as a whole, follow: 
Third Quarter 


Revenue Freight Car Loading—Week Ended Saturday, Jan. 1 


Grain and Live 
grain prod. stock Coal 
{ 1938 28,991 10,091 103,880 
I | 4 1937 25,747 11,644 131,138 
| 1936 25,068 11,024 146,369 
Preceding week December 25 ....1937 27,933 9,555 101,437 
Per cent increase over .......... 1937 12.6 
Per cent decrease under ......... 1937 13.3 20.8 
Per cent increase over ............ 1936 15.6 
Per cent decrease under ......... 1936 8.5 29.0 


Per cent to 15 year average 66.8. 


Increase 
Number of tons 1937 over 
Commodity group 1937 1936 1936 
Products of agriculture .......... 26,428,565 25,008,517 1,420,048 
Animals and products .......... 3,719,212 4,223,362 504,150* 
Products Of MIMS .....cccccccece 160,677,459 147,168,676 13,508,783 
Products of forests ............. 16,437,431 14,168,382 2,269,049 
Manufactures and miscellaneous.. 69,847,161 65,824,990 4,022,171 
OT RS ti FR ree 4,483,942 4,366,026 117,916 
MEE. ccc hs Chokes eee ear ewe aae 281,593,770 260,759,953 20,833,817 
Three Quarters 
Increase 
Number of tons 1937 over 
Commodity group 1937 1936 1936 

Products of agriculture ......... 59,700,723 59,557,696 143,027 
Animals and products ........... 10,925,502 11,340,824 415,322* 
ProGects OF MAGE oo cceccecccns 438,064,577 387,649,234 50,415,343 
PROGUCS OF TOVEGES .vcsccccccccce 46,217,410 39,123,667 7,093,743 
Manufactures and miscellaneous. .211,013,866 179,128,011 31,885,855 
Uden UD. awse wan sewn 13,144,776 11,873,041 1,271,735 
EE he ake cincee ame cik as ea oe 779,066,854 688,672,473 90,394,381 

*Decrease. 

Forest Mdse. 
Coke products Ore L.C.L. Miscellaneous Total 
5,062 16,769 5,344 115,520 171,702 457,359 
10,544 25,070 8,969 132,829 242,322 588,263 
9,504 21,257 4,722 123,908 199,974 541,826 
4,912 20,601 6,960 119,516 169,453 460,367 
52.0 33.1 40.4 13.0 29.1 22.3 
13.2 

46.7 21.1 6.8 14.1 15.6 
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Decisions of Interstate Commerce Commission 





SWITCHING AT SHREVEPORT 


N I. and S. No. 4225, switching charges at Shreveport, La., 

the Commission, by division 2, has found justified pro- 
posed increased interstate switching charges of the Kansas 
City Southern at Shreveport. The proposal was to raise 
charges of $3.15 and $4.05 to its inner and outer switching 
districts to $6.30 and $7.20 a car. Protests of shipping in- 
terests, on which the suspension order was based, were either 
withdrawn or abandoned, said the report, with the under- 
standing that respondents would absorb the increased charges 
on all but a small portion of the traffic. The order of sus- 
pension, so far as it affected the Kansas City Southern, was 
vacated. 

Increased charges of carriers, other than the Kansas City 
Southern, were found not justified, were ordered to be canceled 
and the proceeding discontinued. Neighbor lines of the Kan- 
sas City Southern objected to the increases proposed by it. 
When the Kansas City Southern proposed the increases, on 
account of the costs incurred by it in switching in the indus- 
trial sections of Shreveport, they proposed like increases. 
They claimed, said the report, that the Kansas City Southern 
had not justified the increases, asking the Commission so to 
find, or in the alternative, to permit them correspondingly to 
increase their reciprocal switching charges against the Kan- 
sas City Southern, alone, without increase for similar services 
against each other. : 

Respondents other than the Kansas City Southern, the 
report said, made little attempt to justify their proposed 
increased charges. It was clear, said the report, that those 
proposals were in the nature of reprisal and that even if 
their reasonableness were sufficiently supported on this rec- 
ord, they could not be approved because their application to 
shipments interchanged with the Kansas City Southern and 
no other shipments given similar if not almost identical 
services for one another, would be discriminatory in violation 
of section 3(3) of the interstate commerce act. 


CONTINUITY OF OPERATION CASE 


The Commission, by division 5, has denied a certificate 
under the grandfather clause, in MC 44635, Albert L. Murray, 
common carrier application, saying that it could not regard 
operation from Buffalo, N. Y., to be the same as an opera- 
tion conducted on the grandfather date from Akron, O. Em- 
braced in the report is a disposition of I. and S. M-93, rates 
of A. L. Murray Transportation. Murray has been ordered to 
discontinue operation. In view of the conclusion that Murray 
was not entitled to a certificate under the grandfather clause, 
the Commission said it was unnecessary to consider the matters 
presented in the suspension proceeding. 

On June 1, 1935, and for some time prior thereto, said 
the report, the applicant’s headquarters were in Akron, from 
which point, he said, his operations as a carrier extended 
westerly to Minnesota and Iowa, southwesterly to Texas, and 
easterly to the Atlantic coast. In that period, the report said, 
he did not deai directly with the public but transported for 
other motor carriers under an arrangement whereby he re- 
ceived as compensation either a percentage of the transporta- 
tion charges or a flat rate by the 100 pounds. 

About July 15, 1935, the report said, Murray moved his 
headquarters to Buffalo because of the declining volume of 
business in Akron. About August 1, Murray commenced carry- 
ing freight, said the << from Buffalo to points in Penn- 
sylvania, New Jersey, Ohio, Massachusetts, Connecticut, and 
Rhode Island for William Young, a motor carrier, the ship- 
ments moving under Young’s bills of lading. Since November, 
1936, the applicant, the report said, had obtained traffic direct 
from shippers for transportation from Buffalo and other points 
in western New Yerk to New York, Boston, and other points 
along the Atlantic seaboard. 


The Commission said that a certificate issued under the 
grandfather provisions must be limited to the operations con- 
ducted by applicant on June 1, 1935, and continuously since 
then. Applicant contended, said the report, that there had 
been no maierial change in his operation; that he formerly 
operated through Buffalo to the eastern destinations and 
return; and that the shift of his headquarters to Buffalo should 
be construed only as an abandonment of that part of his for- 
mer operation west of Buffalo. 





The report said that on June 1, 1935, applicant transported 
truckloads of miscellaneous freight for one party. It was not 
necessary in this proceeding, it said, to determine the status 
of that party under the motor carrier act. This service was 
performed from Akron, and possibly one or two other points 
in Ohio, to Boston and other destinations in New England. 
This, said the report, was the only operation of which there 
was Satisfactory proof. Applicant, it added, now transported 
for the general public, handling general commodities between 
Buffalo, or points within approximately 50 miles thereof, and 
= in Pennsylvania, New Jersey, New York, and New Eng- 
and. 

“We cannot regard this as the same operation that was 
conducted on June 1, 1935,” says the report. “Applicant is not 
entitled to a certificate under the grandfather clause of the 
act and it does not annear that public convenience and neces- 
sity require continuance of his operation between any points.” 

Dissenting, Commissioner Lee said this man had been 
continuously engaged as a carrier since prior to June 1, 1935. 
Despite the fact that he changed his residence, prior to the 
passage of the motor carrier act, from Akron to Buffalo, he 
continued his operations in the same general territory and 
largely over the same highways, added Commissioner Lee. 
It was his view, that, under the law, Murray was entitled to 
authority to continue his operations. 


BONE INCREASES UNJUSTIFIED 


The Commission, in I. and S. No. 4335, bone from and to 
points in the United States, has found not justified proposed 
increased rates on bones, other than human or fresh meat 
bones, ground or unground, in carloads, between various points 
throughout the United States. It has ordered the suspended 
schedules to be canceled on or before March 19. 

A proposed rate of $3.96 on imported bone from Norfolk, 
Va., to Mt. Airy, N. C., was found justified and the order of 
suspension vacated. The proceedings have been discontinued. 

The schedules under suspension proposed to increase rates 
throughout the United States. The proposal was originally 
made in Ex Parte 115. It was withdrawn, however, from that 
proceeding and tariffs were filed with the result that they 
were suspended on the protests of the rate regulatory bodies 
of the Dakotas and: Utah and various manufacturers of fer- 
tilizer materials, which include bones. The railroads generally 
proposed to increase the rates in official territory to 25 per 
cent of first class. Increases ranging from 27 cents to 40 cents 
a ton were proposed on the import and export commodity 
rates on bones between Norfolk and Buchanan, Va. In New 
England and trunk line territories the report said there were 
many instances where the rates were lower than the general 
basis because of motor or water competition. Except in a 
few instances, the report said, no increases were proposed in 
the latter rates. 

Respondents, said the Commission, did not propose a 
horizontal increase in rates throughout the United States. Gen- 
erally speaking, increases were proposed only in certain sec- 
tions of the country, principally in official territory where the 
present rates were approximately 85 per cent of sixth class, 
which is the basis approved in the second report on further 
hearing in the Ohio Farm Bureau Federation vs. A. & W., 
146 I. C. C. 419, for application in central territory. Several 
witnesses for protestants testified, said the report, that there 
was now a considerable movement of bones by truck between 
various points, and that any increase in the rates would divert 
a substantial additional amount of the traffic now moving over 
the railroads to the trucks. 

Commissioner Mahaffie dissented, saying that in his judg- 
ment the proposed schedules had been justified. He reminded 
his colleagues that many times they had suggested that the 
carriers examine their rate schedules and bring forward pro- 
posals for modifications where they found changes would in- 
crease revenue. This, he said, was such a case. Chairman 
Miller concurred in that expression. 


INDUSTRIAL SAND CASES 


The Commission, by division 3, in No. 27596, Atlantic Foun- 
dry Co. vs. C. B. & Q. et al., and cases joined with it, deals with 
rates on so-called industrial sand in cases not theretofore dis- 
posed of and awards reparation in cases which have been heard, 
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the reparation basis being that laid down in Industrial Sand 
Cases, 1930, 188 I. C. C. 99, 204 I. C. C. 159, 219 I. C. C. 449, 
220 I. C. C. 696. The other complaints covered by this report 
are No. 27273, S. Cheney & Son vs. New York Central et al., 
on rehearing, and No. 27583, R. Hoe & Co., Inc., vs. New 
York Central et al.; No. 27606, Pratt & Letchworth Co., Inc., 
vs. Chicago, Burlington & Quincy et al.; No. 27626, Gillinder 
Brothers, Inc., vs. Pennsylvania et al.; No. 27637, Grinnell Co. 
et al. vs. Baltimore & Ohio et al.; No. 27650, Wilcox, Crittenden 
& Co., Inc., vs. New York, New Haven & Hartford et al., and 
No. 27732, Malleable Iron Fittings Co. vs. New York, New 
Haven & Hartford et al. 


Complainants alleged that the rates on carload shipments 
of silica sand from Maiden Rock, Wis., to Barberton, O.; from 
Ottawa, Ill, and Howard, O., to Black Rock, N. Y.; from 
Mapleton, Pa., to Port Jervis, N. Y., and from Hancock, W. Va., 
to Columbia, Pa., of naturally bonded molding sand from origins 
in the Albany, N. Y., district to Columbia, Pa. Cranston and 
Providence, R. I., and to Dunellen, N. J., and Middletown, Conn., 
and on both kinds of sand from origins in New Jersey to 
Columbia and Middletown and to Manlius, N. Y., and from 
Millville (Clayville and Manumuskin), N. J., to Branford, Conn., 
prior to July 1, 1935, were unreasonable. Reparation was asked. 
In No. 27273, the Commission found in the prior report, 219 
I. C. C. 115, that the rates assailed were not shown to have 
been unreasonable. That case was reopened for rehearing. 


The details of the shipments on which complainants asked 
reparation were set forth in an appendix to the report, includ- 
ing the docket number, earliest filing date of the formal or 
informal complaint, origin, destination, distance traversed, rate- 
making distance, rate charged, and what the rate would be 
under the reparation basis prescribed in the Industrial Sand 
Cases, 1930, supra. 

With Commissioner Mahaffie noting a dissent, the Com- 
mission found that a $2.90 a ton rate, assailed, via New York 
Harbor in No. 27583 and for the long hauls in No. 27637 and 
the $3.53 rate assailed on 30 of the shipments in No. 27606, 
had not been shown to have been unreasonable. It found that 
the other rates assailed were unreasonable to the extent that 
they exceeded those set forth in the appendix, hereinbefore re- 
ferred to but not reproduced. The prior findings in No. 27273, 
supra, were reversed on rehearing. Awards of reparation were 
made to the complainants. Complainant in No. 27583 was told 
to comply with rule V of the rules of practice pertaining to 
reparation statements. 


COMMISSION REPORTS 


Middlings 


I. and S. No. 4330, middlings, Chicago to central territory. 
By division 3. Proposed increased rates, middlings, more or less 
saturated with oil (refuse from tin plate mills), carloads, Chi- 
cago, Ill., and Indiana Harbor, Ind., to points in central freight 
association territory, justified. Order of suspension vacated 
and proceeding discontinued. The middlings, used in cleaning 
tin plate in the Chicago district, are reclaimed by a miller at 
Louisville, O., and made fit as animal feed. The proposal was 
to increase the rates on saturated middlings by changing the 
classification from the grain by-products basis to the grain 
products basis as part of a general adjustment in that terri- 
tory. Whereby all carriers canceled the rates on grain by- 
products and placed such articles in the grain products list. 


Bituminous Coal 


No. 27545, Milligan & Higgins Corporation vs. B. & O. et al. 
By division 3. Rates, bituminous coal, various points in Penn- 
sylvania and West Virginia to Johnstown, N. Y., not unreason- 
able in the past but unreasonable for the future to the extent 
they may exceed $3.46 from the Clearfield and Reynoldsville 
districts, $3.56 from the Greensburg district, and $3.71 from 
the Westmorland district. New rates to be established on or 
before April 14. Increases allowed in General Commodity Rate 
Increases, 1937, 223 I. C. C. 657, the Commission said, might be 
added to the rates prescribed for the future. Commissioner 
Miller dissented from the part of the order prescribing rates for 
the future. 

Roofing Material 


Fourth section application No. 17030, roofing materials to 
Columbia, S. C. By division 2. Atlantic Coast Line and 
others authorized, in fourth section order No. 13006, to estab- 
lish and maintain, on roofing and building materials from 
Port Wentworth, Ga., and intermediate points from which the 
rate from the named origin applied as maximum, to Columbia, 
rates the same as those contemporaneously in effect over the 
direct line or route, but not lower than the present rate over 
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such direct line or route; and to maintain higher rates to in- 
termediate points. 


Car and Locomotive Parts 


Fourth section application No. 16936, railway car and loco- 
motive parts to Texas ports. By division 2. Carriers parties 
to Peel’s I. C. C. No. 2719 authorized, in fourth section order 
No. 13004, to establish and maintain rates on railroad car and 
locomotive parts in straight or mixed carloads, minimum of 
36,000, Memphis, Tenn., to Galveston, Houston, Texas City, 
Beaumont, Orange and Port Arthur, Tex., for export and to 
insular possessions, the same as that contemporaneously in 
effect from Memphis to New Orleans, but not less than 20.5 
cents a 100 pounds, and to maintain higher rates from inter- 
mediate points, subject to a 50 per cent circuity limitation. 
Temporary relief was authorized by fourth section order No. 
12853. 

Soap 


Fourth section application No. 16927, soap from Boston, 
Mass., to Philadelphia, Pa. By division 2. Parties to Curlett 
and Van Ummersen tariffs authorized, in fourth section order 
No. 13003, to maintain a rate of not less than 25.5 cents, soap 
and related articles, Boston, Mass., to Philadelphia, Pa., with- 
out observing the long-and-short-haul part of section 4, the 
relief being subject to a 50 per cent circuity limitation. The 
relief was sought to enable applicants to meet a competitive 
rate maintained by the Merchants’ and Miners’ Transportation 
Co. on like traffic from Boston to Philadelphia, while contem- 
poraneously maintaining higher rates on the normal basis at 
intermediate points where the same competition did not obtain. 


Ohio Coal 


No. 25566, intrastate rates on bituminous coal within the 
state of Ohio. By the Commission. Report written by Com- 
missioner McManamy. On further consideration findings in 
prior report, 192 I. C. C. 413, relating to rates, bituminous 
coal, stations on the Wheeling & Lake Erie in the Ohio No. 8 
district to Girard, Niles, North Warren, Warren, and Youngs- 
town, O., modified so as to permit the Wheeling & Lake Erie 
to establish a rate of not less than $1.34 a net ton from sta- 
tions on its line to the points of destination mentioned via 
Kent, O., thence over the Erie, thereby giving it a rate the 
same as that in effect over three other routes. This modifi- 
cation is made in a third supplemental report. 


Cordage 


Fourth section application No. 16538, cordage from Hous- 
ton, Tex. By division 2. Authority denied, in fourth section 
order No. 13013, to establish and maintain rates, cordage, in 
straight or mixed carloads, Houston, Tex., and certain inter- 
mediate origins, to Chicago, Ill., St. Louis, Mo., and East 
St. Louis, Ill., and such rates in combination to other destina- 
tions, without observing the long-and-short-haul part of section 
4. Temporary relief was authorized by fourth section order 
No. 12569. In justification for the relief, applicants, the report 
said, referred to market competition, Houston versus New 
Orleans and Philadelphia, water-rail rates from Houston, and 
rates on import traffic from Houston. This record, however, 
said the Commission, did not show sufficient facts to enable 
it to determine the extent to which relief might be justified. 
Relief was denied effective April 4. 


COMMISSION MOTOR REPORTS 


In MC 50424, R. H. Maas, contract carrier application, the 
Commission, by division 5, has found the applicant’s operation 
to be that of a common carrier. It has granted a certificate 
on a finding that convenience and necessity require continuance 
of operation by applicant as a common carrier of live stock 
from Alma, Kan., and vicinity to Kansas City, Mo., and of live 
stock and certain commodities from Kansas City to Alma and 
vicinity, over a regular route. The application was for opera- 
tion over irregular routes. The certificate authorizes the appli- 
cant to transport live stock, mill feed, machinery, coal, lumber, 
asphalt shingles and tanks from Kansas City to Alma and 
points within 12 miles thereof. 

In MC 44613, Mo.-Ark. Coach Lines, Inc., common carrier 
application; embracing also MC 50498. Same, extension of 
operations, the Commission, by division 5, has found the appli- 
cant entitled to continue operation as a common carrier of 
passengers, baggage, express and newspapers, over specified 
routes, between Kansas City, Mo., and Jonesboro, Ark., be- 
tween Fort Scott, Kan., and Fair Play, Mo., between Jefferson 
City, Mo., and Cabool, Mo., and between Springfield, Mo., and 
Berryville, Ark., under the grandfather clause. It has also 
found the applicant, as successor to Vincent J. Te Matt, was 

(Continued on page 119) 
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Proposed Reports in I. C. C. Cases 





FREIGHT FORWARDERS’ STATUS 


Examiner L. B. Dunn in MC 45865, Freight Forwarders, 
Inc., common carrier application, has recommended denial of 
the application for a certificate as a common carrier of general 
commodities under the grandfather clause over 23 regular 
routes in Connecticut, Delaware, Maryland, Massachusetts, New 
Jersey, New York, Pennsylvania, Rhode Island, Virginia and 
West Virginia and the District of Columbia, and in irregular 
route operations from and to virtually all points within those 
states. The examiner found the operation to be that of a broker. 

The applicant is the one involved in I. and S. M-205,, rates 
over Freight Forwarders, Inc. (see Traffic World, Jan. 8, p. 
57). In that suspension proceeding and Ex Parte MC 14, motor 
carrier rates in middle Atlantic states, the Commission, ordered 
the respondents to bring their rates up to the level of those in 
Waring’s class and commodity tariff MF I. C. C. No. 96 and 
publications supplemental or relating thereto. 

“If by reason of possible changes in operating methods or 
conditions, not in issue under the pleadings herein and not 
proven in evidence,” said the report, “applicant may have ac- 
quired the status of a common carrier since October, 1935, such 
operations are now unlawful. Under terms of the act, they may 
not be conducted until applicant proves that they are required 
by the public convenience and necessity, nor unless and until a 
certificate has actually been issued by the Commission author- 
izing such operations.” 4 

Examiner Dunn also found that the applicant on June 1, and 
on October 15, 1935, was a broker as defined in the motor car- 
rier act. He said it did not appear advisable or possible to 
recommend at this time the issuance of a broker’s license, for 
the reason that the applicant expressly declined to amend its 
application by praying in the alternative, for a license; and also 
because the recipient of a license must prove that it was fit, 
willing, and able and that its operation as a broker would be 
consistent with the public interest and with the policy declared 
in section 202 (a) of the act. No proof, said the examiner, in 
support of such requirements, was adduced at the hearing. 

The application, the examiner said, showed that applicant 
had in revenue service on June 1, 1935, only one vehicle which 
it owned, and 43 trucks, 31 tractors and 31 semitrailers all 
leased to it. Treating a tractor and trailer as one unit, applicant, 
he added, had 74 transportation units allegedly leased to it and 
used in common carrier business begun May 5, 1934. 

It must be readily apparent, said the examiner, that the 
amount of tonnage which could have been hauled by one truck 
out of a total of 105 vehicles used by the applicant as lessee 
was practically negligible. Therefore, the examiner said, it was 
essential to determine what status, if any, applicant held on 
June 1, 1935, by virtue of its use of vehicles allegedly leased, 
before consideration of the 23 claimed regular route operations. 

“At this point,” said the examiner, “it should be distinctly 
understood, as a major premise, that one may have the status 
of a common carrier under the motor carrier act, 1935, in the 
use of leased vehicles.” 


In support of that he cited Acme Fast Freight, Inc., Com- 
mon Carrier Application, 2 M. C. C. 415. But, he said, the 
lease must be a real, genuine, a bona fide lease. Without 
questioning applicant’s honesty in asserting that it operated 
by means of leased equipment, said the examiner, it should be 
observed that whether or not a genuine lease existed was largly 
a question of law. 

It was submitted, said the examiner, that the rule for 
application in determining the status of this and similar ap- 
plicants was as follows: “Whether applicant in providing trans- 
portation by means of equipment allegedly leased to it is a 
carrier in its own right does not depend merely on the forms 
of billing, or upon the terms of a written form of lease, or 
upon assumption of liability, or upon any other single factor; but 
rather it depends upon all of the facts and circumstances sur- 
rounding the operations considered.” 

The examiner came to the conclusion that the arrangement 
between the company and those who operated the trucks were 
not leases within the meaning of that word. He pointed out 
that approximately 30 per cent of those named by the applicant 
as lessors of equipment on June 1, 1935, had filed applications 
with the Commission for certificates or permits in their own 
names. Of those named as lessors as of January, 1937, the 
percentage was over 50, he added. 

On the present record the examiner said he found that the 





alleged oral leases existing as of June 1, 1935, and until 
January, 1937, had not been proved; that the agreements exist- 
ing between applicant and owner-drivers prior to January, 1937, 
were mere operating agreements, indicating that the status of 
the latter was that of an independent contractor, and that the 
applicant was not on June 1, nor on October 15, 1935, or at any 
time prior thereto, a common carrier as defined in the motor 
carrier act and that its application for a certificate under 
the grandfather clause should be denied. 


FRESH MEAT PROPORTIONALS 


A scheme of fresh meat proportional from interior Iowa 
packing plants to Mississippi River crossings for application on 
traffic destined to points east of the Illinois-Indiana line has 
been proposed by Examiner Chester E. Stiles in I. and S. No. 
4367, fresh meats, Iowa and Minnesota to the east. The pur- 
pose is to establish a more satisfactory relationship of rates as 
between Missouri River packing plants and their competitors 
in interior Iowa, interior Iowa being a term to describe the 
plants that are geographically in that part of Iowa and a few 
at points in Minnesota as well. Provision is also made for 
according recognition to increases which the Commission per- 
mitted to become effective December 20. The increases then 
allowed were carried in tariffs which were withdrawn from 
Ex Parte 115. The Commission refused to suspend them. 

The tariffs suspended in this case, the examiner said, were 
the outcome of the Commission’s decision in Swift & Co. vs. 
New York Central et al., 220 I. C. C. 171, involving rates on 
both fresh meats and packing house products. The Commis- 
sion, in that case, indicated a basis for establishing a relation- 
ship between the two groups of packing plants. Interior Iowa 
packers objected to the rates the carriers filed and the Com- 
mission suspended them. 


The proportionais proposed by the examiner, shown, in 
ay appendix are: 8 cents from Cedar Rapids; 12 cents from 
Sieumra and Waterloo; 14 cents from Marshalltown; 17 cents 
Arom Mason City, Austin, Minn., and Des Moines; 18 cents 
‘from Albert Lea, Minn.; 20 cents from Perry, Faribault, Minn., 
‘and Fort Dodge; 25 cents from Estherville and 26 cents from 
Sterm Lake, the points mentioned, other than those mentioned 
as being in Minnesota, being in Iowa. 


The examiner recommended disposition of the matter on 
a finding that the proposed increased rates had not been justi- 
fied and two numbered findings. The first of those is that, 
subject to finding No. 2, the proportionals hereinbefore set 
forth, on a minimum of 21,000 pounds, will be reasonable pro- 
portionals and that they will remove undue prejudice against 
Missouri River points and St. Paul, Minn., and undue prefer- 
ence of interior Iowa points. 


The second finding, preceded by a discussion of the in- 
creases allowed to become effective December 20, follows: 


Our discussion up to this point has dealt with the rates as they 
were at the time of hearing. Since the hearing rate changes have taken 
place which have an important effect upon the adjustment herein con- 
sidered. In General Commodity Rate Increases, 1937, 223 I. C. C. 657, 
decided October 19, 1937, the Commission modified all outstanding 
orders in other proceedings to permit the filing of schedules carrying 
increases not in excess of those proposed in that proceeding, subject, 
however, to protest and possible suspension for investigation before the 
same become effective. Thereafter schedules were filed increasing com- 
modity rates on fresh meats within western and official territories 4 
cents; and from western territory to official terrftory 4 cents by the 
addition of 2 cents to each factor. These schedules were protested but 
the Commission declined to suspend and they became effective on De- 
cember 20, 1937. Whether those increased rates are in excess of maxi- 
mum reasonable rates is a question we do not herein, under these cir- 
cumstances, determine, as the parties have not had an opportunity to 
be heard upon that subject. The rates herein recommended are de- 
signed to remove the undue prejudice and preference which exists, are 
relatively reasonable, and except to the extent that they include the in- 
creases of December 20, 1937, the increases effected thereby have been 
fully justified. They should be made effective at the earliest possible 
date; and thereafter if any parties desire to assail their reasonable- 
ness to the extent of the increases effected December 20, they will be 
free to do so. 

Finding No. 2—It is recommended that the Commission find: To 
each of the rates prescribed in Finding No. 1 shall be added 2 cents. 
This is to line them up with all other rates involved in or affecting 
this rate adjustment, which were increased December 20, 1937, and to 
prevent and avoid the creation of new undue prejudices and prefer- 
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ences; and the rates as so increased are found to be relatively reason- 
able. 


By reference to Appendix B (not herein reproduced) it can be com- 
puted that under our recommended findings the rates prescribed will 
exceed the combination of intermediate rates which become effective 
December 20, 1937, from Estherville to Cincinnati and Indianapolis by 
2 cents, from Fort Dodge and from Farribault to Terre Haute, Ind., 
by 1 cent, and from Des Moines to Terre Haute by 0.5 cent. Possibly 
similar situations may exist at nearby destinations not included in the 
exhibits of record. Isolated instances of this character should not be 
permitted to preclude the establishment of a rate adjustment of this 
extent which is otherwise just and proper. Respondents should care- 
fully consider these situations to determine whether one or both of the 


combination factors can be increased sufficiently to avoid fourth-sec- 
tion departures. 


COAL TO SOUTHWEST 


Examiner A. S. Worthington, in I. & S. No. 4234, coal 
from Virginia, Kentucky and Tennessee to the southeast, 
which also embraces No. 27457, Harlan County Coal Opera- 
tors’ Association vs. Louisville & Nashville et al.; a subnum- 
ber thereunder, Virginia Coal Operators Association et al. 
vs. Same, and fourth section application No. 16411, coal from 
southwest Virginia to Georgia, has recommended dismissal 
of the complaints on a finding that the rate, bituminous coal, 
from mines in southeastern Kentucky, and southwestern Vir- 
ginia to various destinations principally in the Carolinas are 
not unreasonable or otherwise unlawful. 

As to the suspension proceedings, Examiner Worthington 
has recommended that the Commission find not justified pro- 
posed rates on coal from mines in southeastern Kentucky and 
eastern Tennessee to various destinations, principally in the 
Carolinas, and from mines in southwestern Virginia to Atlanta 
and other points in Georgia. He has recommended that the 
suspended schedules be ordered cancelled and the proceeding 
discontinued. 

By schedules dated to be effective August 27, 1936, the 
railroads proposed to reduce rates on bituminous coal from 
mines in the western part of southwestern Virginia to des- 
tinations in Georgia; also from mines in southeastern Ken- 


tucky and eastern Tennessee to the Carolinas, Georgia and 
Tennessee. 


On protests of operators of mines and other interested 
parties who urged, said the report, that the establishment of 
the proposed rates would result in the disruption of relations 
of long standing and undue prejudice and preference, the pro- 
posed schedules were suspended. 


The proposed rates from southwestern Virginia, the ex- 
aminer said, were generally 17 cents less than those in effect 
or the same as from the Harlan district in Kentucky. They 
were published, said he, following the Commission’s decision 
on reargument and reconsideration in Blackwood Coal & Coke 
Co. vs. Interstate Railroad Co. 215 I. C. C. 549, decided May 
11, 1936. It was found in that case that the present rates from 
the Wise-Lee group north and west of Norton, Va., to western 
Georgia were unduly prejudicial to the extent they exceeded 
the rates from the Harlan district. The Commission, on its 
own motion reopened the Blackwood case for reargument and 
reconsideration. Examiner Worthington said the Commis- 
sion subsequently decided that such reargument should be 
held in abeyance pending a proposed report in the instant pro- 
ceeding. 

The proposed rates from southeastern Kentucky and east- 
ern Tennessee, the examiner said, were from mines served by 
the Louisville & Nashville in the Harlan, Jellico, Middlesboro 
and La Follette districts to Carolina territory and interme- 
diate points in Tennessee. Those to Carolina territory from 
the Harlan district, the examiner said, generally represented 
a reduction of 17 cents, being the same as the rates now ap- 
plicable from the southwestern Virginia district. Those from 
the Jellico and Middlesboro districts represented reductions 
of 11 cents, he said, while those from the La Follette district 
represented a reduction of 6 cents. 


Examiner Worthington said the issues here involved 
were not new. They had been elaborately considered by the 
Commission, he added, in decisions mentioned by him, includ- 
ing the Blackwood case, the finding in which was the imme- 
diate cause of the present proceedings. The evidence in the 
latter proceeding, he said, disclosed no dissimilarity in trans- 
portation conditions as to the routes from the Harlan and 
Wise-Lee districts to western Georgia. The evidence here 
introduced showed, said he, that while the short non-tariff 
route from the Harlan district was practicable, workable and 
in fact had been found by the Commission proper for rate- 
making purposes, the short non-tariff route from the Wise- 
Lee district to western Georgia was not practicable or work- 
able. 

On consideration of all the facts and circumstances, par- 
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ticularly the difference in distances and transportation con- 
ditions, the location of the competing coal producing districts 
and the coal rate structure in general, the examiner said, it 
was recommended that the Commission find that the rates and 
differentials complained of were not unreasonable or other- 
wise unlawful, and that the differentials created by the pro- 
posed rates would result in undue prejudice and preference if 
permitted to become effective. 

In view of the proposed conclusion, said the examiner, no 
finding with respect to fourth section application No. 16411 
was necessary. 


TRADE BOARD TESTIMONY 


Joint Board No. 45, composed of A. F. Harvey of Oregon 
and Will M. Derig of Washington, in MC 86953, Merton C. 
McGrew, common carrier application, has recommended denial 
of a certificate on a finding that public convenience and neces- 
sity do not require operation by applicant as a common carrier 
of passengers, express, and newspapers, between Milton, Ore., 
and Walla Walla, Wash., via College Place, Wash. The pro- 
posed report may become notable on account of what the board 
had to say about testimony offered by civic officials, trade 
or commercial organizations. The operation covered by the 
application was an extension of about seven miles south of 
College Place to Milton and Freewater, Ore. 

As part of the testimony the board’s report said there 
was offered a statement containing letters prepared by officials 
of the Retail Trade Council of the Chamber of Commerce, 
the mayor, the superintendent of schools, and the president of 
a college, all of Walla Walla. The report said none of these 
gentlemen was present for direct or cross examination, that 
the testimony was wholly hearsay and afforded protestant, 
Union Pacific Stages, Inc., and the joint board no opportunity 
to examine the witnesses. The board said that that testimony 
was not considered in the disposition of that case. 

There was also introduced in evidence, over objection of 
protestant, a petition containing alleged signatures requesting 
the service, said the board. In the first place, the board said, 
there was no showing of the authenticity of the signatures. 
In the second place, it said, there was no showing of whether 
or not the signers would use the service; and that in many 
instances, it affirmatively appeared that they would not. In 
the third place, the board said, there was no showing of the 
circumstances under which the petition was signed, other than 
the fact that copies of the petitions were distributed to various 
stores, filling stations, and places of business along the route. 
And in the fourth place, the board said, protestant was deprived 
of any opportunity to cross examine. 

“Evidence of this nature,” says the report, “is wholly 
worthless in enabling the joint board to reach any informed 
conclusion concerning public convenience and necessity.” 

At the suggestion of the board, the report said, applicant 
produced as witnesses the officials of the Chamber of Com- 
merce and Retail Trade Council to testify as to the authenticity 
of the minutes of the respective meetings endorsing the applica- 
tion. These minutes were produced, said the board, but no one 
was produced for cross examination concerning the need for 
the service. 

“It is apparent,” says the report, “that resolutions endors- 
ing additional service into an area, are not difficult to pro- 
cure. It is essential, therefore, that the persons urging such 
service be present for direct and cross examination in order to 
enable the board to determine their qualifications, knowledge, 
study and information, and motives in taking such action.” 


TRANSCONTINENTAL BUS SERVICE 


Against the protests of the Transcontinental, Western and 
Southwestern Passenger Associations of the railroads, the 
National Bus Traffic Association; the Greyhound Corporation 
and many other bus lines, Examiner Kenneth J. McAuliffe, in 
MC 2890, All-American Bus Lines, Inc., common carrier appli- 
cation; MC 2890, All-American Bus Lines, Inc., application for 
new operations; and MC 2891, Ni Sun Lines, Ltd., common 
carrier application, has recommended a certificate authorizing 
continuance of operation by the applicants as a common car- 
rier of passengers, baggage and mail over specified routes, 
between New York, N. Y., and San Francisco, Calif., by way 
of Chicago, Ill., and St. Louis, Mo., with restrictions as to 
service at intermediate points in Ohio. The report was served 
January 10, and exceptions, if any, must be filed within 25 
days, according to the notice attached to the report. 

The examiner has found that neither applicant, as suc- 
cessor in interest to Ni Sun Lines, Ltd., nor Ni Sun Lines, 
Ltd., is entitled to continue operation under the grandfather 
clause of the motor carrier act. 

According to the report, the applicant specializes in long 
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haul transportation of passengers in relatively light busses that 
includes free pillows and free meals in the tickets sold to 
passengers. Its average haul, the report said, was 1,320 miles. 
The average haul of protestants was shown to be less than 
200 miles, that of the Greyhound being given as 125 miles. 
The applicant contended that the bulk of its traffic had been 
derived from a field which was served solely by so-called 
“share-expense” or “wildcat” automobile operators. McAuliffe 
said that type of operator generally carried on his business 
surreptitiously and in violation of the laws of various states. 
It was the applicant’s position, said the examiner, that the 
principal public need it served in its operation of what it called 
day coaches was the furnishing of low cost transportation by 
motor bus for long distances, and that this result was accom- 
plished in the manner most convenient to passengers because 
it provided single managerial responsibility, included the price 
of meals in the fare, provided through checking of baggage and 
reservation of seats, used single coupon tickets and furnished 
free pillows. Protesting railroads and bus lines, the examiner 
said, denied that applicant was furnishing a “low cost” service 
and contended that applicant had merely cut fares in its efforts 
to divert traffic from their lines without demonstrating its 
ability to operate at lower costs. In support of that position 
the protestants referred to the cost of 7.7 mills, incurred by the 
applicant in April, May and June, 1936, as compared with the 
cost of 6.55 mills a seat-mile, of the Greyhound Lines in 1935. 
However, said the examiner, these costs of applicant related 
to its first three months of regular daily operation and that at 
this stage the cost of operations would naturally be some- 
what higher than if it were a long-established line. Moreover, 
by reason of applicant’s ability to maintain a higher load factor 
in this period its cost by the passenger mile for the same 
period was 1.03 cents, as compared with a cost of 1.06 cents 
a passenger-mile incurred by the Greyhound Lines, in, 1935. 

The protestants contended among other things that the 
applicant was not now spending enough money in certain direc- 
tions to fulfill the duty of a common carrier to the public. The 
examiner said that that was inconsistent with the protestants’ 
position that applicant’s present operation was not a “low cost” 
operation. Among the deficiencies alleged by the protestants 
were the failure of the applicant to furnish better terminals 
for passenger use and to make financial provisions for sufficient 
advertising. However, said the examiner, in his opinion the 
patronage enjoyed by the applicant in the first three months 
of its daily transcontinental operations sufficiently indicated 
the satisfaction of the traveling public with applicant’s ter- 
minal facilities and the adequacy of its traffic promotion 
methods. 

It was the position of the applicant, said the examiner, 
that the railroad affiliations of all the protestants tended to 
lessen free competition and the accompanying initiative which 
led to the improvement of service to the public. There was 
no showing, said the examiner, that the railroad affiliations 
had tended to throttle competition or affect their competitive 
relations with applicant, except to the extent that railroad 
financial backing might give protestants an advantage in such 
competition. 

The examiner said he concluded that applicant’s opera- 
tions, to the extent proposed to be authorized, constituted an 
innovation in the furnishing of low cost transportation of pas- 
sengers for which there was an established public demand; 
that such operations would affect protestants only to the ex- 
tent of providing healthy competition, to the benefit of the 
public; that applicant was well qualified to conduct such opera- 
tion; and that there were good prospects for its success. 

No evidence, the examiner said, was presented with refer- 
ence to transportation of passengers to Mexicali or Tia Juana, 
Mexico, and the certificate would not include authority to 
serve those points over regular routes. Nor, said he, was 
there any evidence in support of the prayer for authority to 
transport express and newspapers and such authority there- 
fore should be denied. 

Restrictions proposed for the benefit of bus lines in Ohio, 
the examiner said, should apply to points on applicant’s routes 
between Pittsburgh, Pa., and Columbus, O.; between Columbus 
and Lima, O., and between Youngstown and Mansfield, O., 
inclusive of the cities named in each instance. The examiner 
said the restrictions on westbcund trips should be so the ap- 
plicant should not discharge passengers, other than those re- 
ceived from other carriers under interchange arrangement, at 
any of those points and that applicant should not accept any 
passengers from those points except for transportation by 
applicant beyond Chicago or St. Louis. 

On eastbound trips, the restriction proposed is that appli- 
cant shall not discharge passengers other than those received 
from interchanges with other carriers and that applicant shall 
not accept any passengers from the named points except pas- 
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sengers to be interchanged under arrangements with other 
lines, at points east of Pittsburgh for movement beyond. 

At the same time that Examiner McAuliffe’s report was 
made public, the Commission issued a notice saying that it 
was advised that a decree has been issued by the federal court 
for the southern district of New York permanently enjoining 
the All-American bus lines, O. F. Jacobsen, its eastern pas- 
senger agent, and Samuel Fox, a former employe of the carrier, 
from violating the motor carrier act by the issuance of so- 
called advertising “due bill” tickets and from, directly or in- 
directly, charging less or different compensation than the 
fares specified in its effective tariffs, and from remitting any 
portion of its fares, and from permitting any person to obtain 
transportation over its lines for less than the applicable fare 
and from giving preferences, concessions or discrimination in 
respect to the transportation of passengers in interstate com- 
merce over its lines or routes. 

Heretofore, nineteen codefendants in this proceeding, either 
through their default or as a result of written consent filed 
in the case, were placed under permanent injunction, said the 
notice. All American Bus Lines, Inc., and O. F. Jacobsen 
were the only defendants to contest the case. 

This marks the termination of the first enforcement pro- 
ceeding instituted by the Commission under the provisions of 
Section 222 (b) of the Motor Carrier Act, says the notice. 


PROPOSED REPORTS 


Sheboygan Switching 


No. 26730, City of Sheboygan, Wis., et al. vs. C. & N. W. 
et al., embracing also a sub-number, Sheboygan Association of 
Commerce vs. Same. By Examiner Horace W. Johnson. On 
further hearing and reconsideration, findings in the former re- 
port, 215 I. C. C. 65, that distance rates published as station- 
to-station rates were not applicable on traffic moving entirely 
within the switching limits of Sheboygan, Wis.; and that the 
distance rates assailed were not unjustly discriminatory or un- 
duly prejudicial or preferential, affirmed. Finding in former 
report that the evidence did not afford a basis for the prescrip- 
tion of a reasonable rate for such a movement, reversed, and 
rate prescribed. The examiner said the Commission should 
find that the charges of the C. & N. W. for the interchange 
and switching at Sheboygan were and for the future would be 
unreasonable to the extent they might exceed $8.10 a car but 
not otherwise unlawful. To that extent, he said, the former 
report should be modified. 


Culvert Pipe 


No. 27786, Penn Metal Corporation of Pennsylvania vs. 
D. & H. et al. By Examiner Harold M. Brown. Less-than- 
carload double first-class rate of $1.78, culvert pipe, Philadel- 
phia, Pa., to Glens Falls, N. Y., proposed to be found to have 
been inapplicable on a shipment made September 14, 1935. 
Applicable rate proposed to be found to have been 31 cents, 
minimum 24,000 pounds. The shipper claimed the benefit of 
Rule 15 of the Official Classification, which provided, in effect, 
that the charges on a less-than-carload shipment might not 
exceed the charge for a minimum carload of the same freight 
at the carload rate. Reparation of $24.48, with interest, pro- 
posed. 


BUS FARES INCREASED 


Examiner H. C. Lawton, in I. and S. M-161, fares between 
Bergen County, N. J., and New York, N. Y., has proposed that 
the Commission find not unreasonable or otherwise unlawful 
increased fares by motor carriers of passengers, between points 
in Bergen County, N. J., and New York, N. Y. He has recom- 
mended discontinuance of the proceeding. The report was 
served January 11. The service is via the George Washington 
Bridge over the Hudson River. The increased fares became 
effective last July on petition of the respondents that the order 
of suspension be vacated pending the investigation and deter- 
mination as to the lawfulness of the proposed fares. 

The examiner said that considering the high cost of the 
bridge toll which had to be met by the respondent it did not 
appear that the present one-way and round trip fares, estab- 
lished last July, were unjust, unreasonable or otherwise un- 
lawful. p 

Assistant Chief Joseph G. Cooper of the section of finance 
of the Commissioner’s Bureau of Motor Carriers, in MC F-309, 
Interstate Transit Lines (Nebraska), purchase, Earl E. Wright 
and Elizabeth Graham, has recommended denial of an applica- 
tion by the Interstate Transit Lines to purchase operating 
rights and property of Earl E. Wright and Elizabeth Graham, 
doing business as Ottumwa-Cedar Rapids Bus Line. The ap- 
plicant, the stock of which is owned by the Union Pacific and 
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Chicago & North Western, proposed to buy the Iowa bus line 
for $15,000. 


Denial of the application is proposed on the statement that - 


the record does not contain a scintilla of evidence on which 
the Commission could predicate a finding that the transaction 
proposed will, so far as interstate commerce is concerned, pro- 
mote the public intertst by enabling the Union Pacific and 
North Western to use service by motor vehicle to public ad- 
vantage in their operations, between Ottumwa and Cedar Rap- 
ids, and between Des Moines and Ottumwa. The applicant, 
the report said, operated over 5,819 miles of routes between 
Iowa on the east and Nevada on the west. With respect to 
consolidations, mergers, purchase, and acquisitions of control 
under section 213 of an applicant which is a railroad or a 
company controlled by or affiliated with a railroad, the ex- 
aminer points out, it is provided that the Commission shall 
not approve any unless it finds the transaction proposed will 
promote the public interest by enabling the railroad to use 
service by motor vehicle to public advantage in its operations 
and will not unduly restrain competition. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports (unless otherwise stated). be- 
come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission.) 


MC 1509, Sub No. 3, Northland Greyhound Lines, Inc., ex- 
tension of operations. By joint board No. 96. Served January 
ki & Passengers and their baggage, and express, mail and 
newspapers in the same vehicle with passengers, between Fred- 
eric and Superior, Wis. Certificate granted. 

_ MC 7792, Penn-Ohio Coach Lines Co., common carrier ap- 
plication. By joint board No. 27. Served January 11. Pas- 
sengers and baggage, express, mail and newspapers in the same 
vehicle with passengers between Ohio and Pennsylvania. Cer- 
tificate granted. Applicant authorized to conduct charter opera- 
tions from the territory served by its routes to any place within 
the United States. 

_ MC 7792, Penn-Ohio Coach Lines Co., extension of opera- 
tions. By joint board No. 61. Served January 11. Passengers 
and baggage, express, mail and newspapers in the same vehicle 
with passengers between East Liverpool, O., and Wheeling, 

Va., including certain intermediate points. Certificate 
granted. Applicant authorized to conduct charter operations 
from the territory served by its route to any place within the 
United States. 

MC 10629, George H. Zahrt, contract carrier application. 
By joint board No. 21. Served January 11. Agricultural prod- 
ucts, dressed meats, poultry, eggs and hides from Royal Center 
and Winamac, Inc., to Chicago, IIl., and live stock, feeds, twine, 
building materials, paints and oils, farm machinery and parts, 
hardware and merchandise from Chicago to Winamac. Per- 
mit granted. Application in all other respects denied. 


MC 10811, B. Panella, Frank Panella and Mary Panella, 
common carrier application. By Examiner W. T. Croft. Served 
January 11. Canned fruits and vegetables, tallow and meat 
scraps between certain points in California. Certificate granted. 
Exceptions, if any, must be filed within 25 days from date of 
service in this case. 

MC 11986, Malcom & Malcom, contract carrier application. 
By Examiner Richard Yardley. Served January 11. Fruits and 
vegetables from points in Florida and Georgia to northern 
destinations, and canned goods and dairy products from 
ee points to destinations in Florida and Georgia. Permit 

enied. 

MC 17739, Peters Trucking Service and Fast Freight Lines, 
common carrier application. By joint board No. 27. Served 
January 11. Applicants found to have failed to establish their 
right to a certificate as a common carrier or a permit as a 
contract carrier of general commodities between points in New 
York, Ohio and Pennsylvania, under the grandfather clauses 
of the motor carrier act. Application denied. 

MC 50099, L. Sumney, common carrier application. By 
Examiner Herbert P. Haley. Served January 11. Denied for 
want of prosecution. 

MC 77958, Portland Van & Storage Co., broker application. 
By joint board No. 172. Served January 11. Applicant found 
to have failed to establish the right to a broker’s license under 
the motor carrier act. Application denied. Exceptions, if any, 
must be filed within 25 days from date of service in this case. 

MC 78784, James Wiersema, common carrier application. 
By joint board No. 149. Served January 11. Denied for want 
of prosecution. 

MC 79135, Cossitt Bros., common carrier application. By 
Examiner T. B. Johnston. Served January 11. Agricultural 
commodities, eggs, veal and household goods from points within 
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a radius of 50 miles of Sherburne, N. Y., to New York, N. Y., 
over a specified route and groceries and household goods from 
New York, N. Y., to points within a radius of 50 miles of Sher- 
burne, over a specified route, serving intermediate points in 
New York north of Roscoe, N. Y., and Walton and Delhi, 
N. Y., off route points. Certificate granted. Application denied 
in all other respects. 

MC 86041, Sub No. 1, Herbert Coldwell, extension of op- 
erations. By joint board No. 80. Served January 11. General 
commodities between Long Beach and Stagpole Harbor, Wash. 
Certificate granted. Exceptions, if any, must be filed within 
25 days from date of service in this case. 

MC 86722, R. C. Barry, contract carrier application. By 
joint board No. 177. Served January 11. Fresh meats, packing 
house and dairy products, advertising matter, stationery, and 
soap products, from Spartanburg, S. C., to points situated in 
South Carolina and within a radius of 50 miles from the 
boundaries of Spartanburg County, S. C. Permit granted. 
Application denied in all other respects. 

MC 801, Tucumcari Truck Line, common carrier applica- 
tion; MC 68930, Tucumcari Truck Line, contract carrier appli- 
cation. By joint board No. 33. Served January 8. General 
commodities, with certain exceptions, between Amarillo, Tex., 
and Albuquerque, N. M., and between Dalhart, Tex., and Tu- 
cumcari, N. M., and intermediate points except Moriarty, N. 
M., and points between Albuquerque and Moriarty on east- 
bound traffic. Certificate granted and applications denied in 
all other respects. 

MC 801, Sub. No. 1, Tucumcari Truck Line, extension of 
operations. By joint board No. 87. Served January 8. Gen- 
eral commodities between Tucumcari and Clovis, N. M. Cer- 
tificate denied. 

MC 1504, Sub. No. 2, Atlantic Greyhound Corporation, ex- 
tension of operations; MC 1504, Sub. No. 4, Atlantic Greyhound 
Corporation, extension of operations. By joint board No. 177. 
Served January 8. Passengers, express, mail and newspapers, 
between Georgetown and Myrtle Beach, S. C., over specified 
route. Certificate granted. Passengers, light express, mail 
and newspapers between Hardeeville and North, S. C., and 
points intermediate thereto, over a specified route provided 
that no traffic in interstate or foreign commerce shall be trans- 
ported over said route unless it originates at or is destined 
to some point on said route. Certificate granted. 

MC 40469, Earl S. Bosworth, contract carrier application. 
By joint board No. 70. Served January 8. General commodi- 
ties between Farmington and Livermore Falls, Me., over Maine 
Highway 4. Permit granted. 

MC 50499, Roy Fausz, common carrier application. By 
Examiner Herbert P. Haley. Served January 8. Denied for 
want of prosecution. 

MC 50553, Otto V. Eblesisor, common carrier application. 
By Examiner Herbert P. Haley. Served January 8. Denied 
for want of prosecution. 

MC77058, Sub. No. 1, Page-Way Stage Lines, Inc., exten- 
sion of operations. By joint board 87. Served January 8. 
Passengers and their baggage and mail in the same vehicle 
with passengers, between Roswell and Las Vegas, N. M. Cer- 
tificate granted. Application denied in all other respects. 

MC 86754, Empire Fuel & Transfer Co., contract carrier 
application. By joint board No. 172. Served January 8. Cedar 
lumber and timber for battery separator stock from Mussel 
Creek, Ore., to Marshfield, Ore., and intermediate points over 
U. S. Highway 101. Permit granted. Exceptions, if any, must 
be filed within 25 days from date of service in this case. 

MC 86687, Sub. No. 8, Seaboard Air Line Railway (Legh 
R. Powell, Ja., and Henry W. Anderson, receivers), extension 
of operations. By joint board No. 177. Served January 8. 
General commodities between Greenwood and Great Falls, S. 
C., over a specified route. Certificate granted. 

MC 2377, Sub. 1, Lency Joseph Clairmont, extension of 
operations. By joint board No. 76. Served January 8. Gen- 
eral commodities, with certain exceptions over specified routes 
between Isabella and Sault Ste. Marie and St. Ignace, and 
between Rapid River and Marquette and Powers, Mich., and 
intermediate points. Certificate denied and operations ordered 
discontinued. 

MC 19198, Interurban Transportation Co., Inc., extension 
of operations. By joint board No. 164. Served January 12. 
Passengers, their baggage, express and newspapers between 
Meeker and Crowley, La., and between Eunice, La., and the 
Texas-Louisiana line. Certificate, which shall include authority 
to transport mail, granted. 

MC 26451, Sub. Nos. 3, 4, 5, 6, 7, 8 and 10, Intermountain 
Transportation Co., extension of operations. By joint board 
No. 82. Served January 12. Passengers and their baggage 
and light express, mail and newspapers in the same vehicle 
with passengers within Montana between Anaconda and Deer 
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Lodge; Helena and Montana-North Dakota state line; Harlow- 
ton and Lewistown; Great Falls and Billings; Grass Range and 
Havre; Browning Junction and international boundary line; 
Wolf Point and international boundary line, and Kalispell and 
Polson. Certificate granted. The Chicago, Milwaukee, St. 
Paul & Pacific; Spokane-Butte Motor Coach Co., Inc.; Wash- 
ington Motor Coach Co., Inc., and the Railway Express Agency, 
Inc., opposed the granting of each of the seven applications. 
The Northern Pacific Railway Co. and Northern Pacific Trans- 
port Co. intervened in all proceedings and opposed the granting 
of the applications in Sub. No. 1 to 7, inclusive, and Sub. No. 
10. The Great Northern Railway Co. and Northland Grey- 
hound Lines, Inc., intervened in opposition to the granting of 
the applications in Sub. Nos. 4, 5, 7 and 8. Exceptions, if any, 
must be filed within 25 days from date of service in this case. 

MC 28264, Sub. No. 1, H. A. Marska, extension of opera- 
tions. By joint board No. 80. Served January 12. General 
commodities in the state of Washington. Certificate denied. 
Exceptions, if any, must be filed within 25 days from date of 
service in this case. 

MC 29801, Cannon Ball Stage Lines, common carrier ap- 
plication. MC 29801, Sub. No. 1, Cannon Ball Stage Lines, 
extension of operations. By joint board No. 125. Served Jan- 
uary 12. Passengers and their baggage, and express and news- 
papers in the same vehicle with passengers between Durange, 
Colo., and Gallup, N. M. Passengers and their baggage and 
express, mail and newspapers in the same vehicle with passen- 
gers between Dolores, Colo., and Shiprock, N. M. Certificate 
granted. Exceptions, if any, must be filed within 25 days from 
date of service in this case. 

MC 31465, Wesley A. Steffke, Michigan extension of opera- 
tions. By joint board No. 76. Served January 12. General 
commodities between Menominee, Mich., and Ishpeming, Mich. 
Certificate denied. , 

MC 31465, Wesley A. Steffke, Minnesota extension of op- 
erations. By joint board No. 142. Served January 12. Gen- 
eral commodities between Hudson, Wis., and Minneapolis, 
Minn. Certificate denied. 

MC 50627, Whitmel Hill Urquhart, Jr., contract carrier 
application. By Examiner W. W. McCaslin. Served January 
12. General commodities between points in Virginia, Florida, 
Georgia, South Carolina, North Carolina, West Virginia, Mary- 
land, Pennsylvania, Delaware, New Jersey, New York, Ten- 
nessee and the District of Columbia. Application denied. 

MC 74465, Don Frank, common carrier application. By 
Examiner Herbert P. Haley. Served January 12. Denied for 
want of prosecution. 

MC 78948, James L. Emerick, Inc., broker application. By 
joint board No. 149. Served January 12. Operation by appli- 
cant as a broker of transportation of commodities generally in 
interstate foreign commerce, not shown to be consistent with 
the public interest and the policy declared in section 202(a) of 
the motor carrier act. License denied. Present operation found 
unlawful and ordered discontinued. 

MC 96422, T. A. Gregory, contract carrier application. By 
Examiner W. W. McCaslin. Served January 12. Roofing slate 
and slate flagging stone from Arvonia, Va., to points in North 
Carolina and Maryland, and the District of Columbia. Permit 
granted. 

MC 86732, Leonard’s Lines, contract carrier application. 
By Examiner A. J. Sullivan. Served January 12. Malt bever- 
ages from Wilkes-Barre, Pa., to specified points in Delaware, 
New Jersey and New York, and returned empty beverage con- 
tainers from the same destinations to the same origin. Permit 
granted. 


COMMISSION MOTOR REPORTS 


(Continued from page 114) 

entitled to continue operation as a common carrier of passen- 
gers, etc., between Warrensburg, Mo., and Hamilton, Mo., 
because its predecessor was engaged in such operation on June 
1, 1935, and its predecessor and applicant had been so engaged 
continuously since. The Commission also found that con- 
venience and necessity required continuance of operation over 
a specified route between Jonesboro and Memphis, Tenn. A 
like finding was made as to operation between Memphis, Tenn., 
and Florence, Ala. Dixie Greyhound Lines, St. Louis-San 
Francisco and Southern opposed the application. 

In MC 50062, Conrad A. Anderson, contract carrier appli- 
cation, the Commission, by division 5, has granted a permit 
authorizing operation by application as a contract carrier in 
the delivery of packages and parcels of merchandise for stores, 
over specified routes, from Youngstown, O., to points in Penn- 
sylvania and Ohio. 

In MC 6009, Georgia Stages, Inc., common carrier applica- 
tion, and same number, extension of operations, the Commis- 
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sion, by division 5, has granted a certificate entitling the appli- 
cant to continue as a common carrier of passengers, baggage, 
express and newspapers, between Bainbridge and Columbus, 
Ga., over a specified route, under the grandfather clause. A 
certificate has also been granted on a finding of convenience 
and necessity authorizing continuance as a carrier of passen- 
gers, baggage, express and newspapers between Bainbridge 
and Tallahassee, Fla. 

In MC 50358, William John Kane, common carrier applica- 
tion, the Commission, in division 5, has issued a certificate 
authorizing applicant to operate as a common carrier of gen- 
eral commodities, in packages and parcels, over specified routes 
from Philadelphia, Pa., to Wilmington, Dover, Harrington and 
Milford, Del., Elkton, Md., and intermediate and off-route 
points. 


SUSPENDED TARIFFS 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many schedules 
not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-284 the Commission has suspended from 
January 8 until April 8 the operation of certain schedules as 
published in supplement No. 1 to tariff MF I. C. C. No. 3 of 
Agent Harold A. Horwitz. The suspended schedules propose 
to establish classification exception ratings on alcoholic liquors 
in various quantities to, from and between points in Connecti- 
cut, Delaware, District of Columbia, Maryland, Massachusetts, 
New Hampshire, New Jersey, New York, North Carolina, Ohio, 
Pennsylvania, Rhode Island, South Carolina, Vermont, Virginia 
and West Virginia, as set forth in the following table: 


CLASS RATINGS ON ALCOHOLIC LIQUORS 


In Glass In Wood 
Pounds Present Proposed Present Proposed 
SRE” (sia abeiy's eiaany-ewcnde 90* 85 78* 70 
TOES a Fain wala crermiaracncans 85 70 70 55 
SD Sse. nae a weeks 85 55 70 50 
WE ob icses Sereekaues 70 50 50 44 
MEE (Sika anneve nea denes 55 44 42% 44 





*Applies on lots of 2,000 pounds. 


In I. and S. No. M-285 the Commission has suspended from 
January 8, 1938, until April 8, 1938, the operation of certain 
schedules in Supplements 34 and 38 to joint tariffs Agents W. 
M. Miller’s MF I. C. C. No. 88, D. T. Waring’s MF I. C. C. 
No. 74. The suspended schedules propose to establish a new 
commodity rate of 86 cents, minimum weight 15,000 pounds, on 
syrup, flavoring or fruit, from Birmingham, Ala., to Washing- 
ton, D. C. The present rate is 108 cents on lots of 15,000 
pounds or over. 

In I. and S. No. M-286, the Commission has suspended from 
January 8 until April 8 the operation of certain schedules as 
published in Supplement No. 9 to MF I. C. C. No. 5 of Her- 
mann Forwarding Company, Inc. The suspended schedules pro- 
pose to establish, in lieu of present class rates, commodity 
rates on synthetic gum and synthetic gum compound, varnish, 
chemicals and empty old iron or steel drums from and to cer- 
tain points in New Jersey, New York and Delaware. The fol- 
lowing is illustrative, rate being in cents a hundred pounds: 

Varnish from Fords, N. J., to Newark, Del.: Present: 33—0 to 2,000 
lbs., 30—2,000 to 10,000 Ibs., 27—10,000 to 20,000 Ibs., 18—20,000 lbs. and 
over; proposed: 29-less truckload, 19—min. wt. 15,000 Ibs. 


In I. and S. No. 4453 the Commission has suspended from 
January 12 until August 12 schedules in supplement No. 24 to 
Jones’ I. C. C. No. 3028. The suspended schedules propose to 
increase the proportional rate on wool, in grease, in sacks, 
carloads, from west bank Mississippi River crossings in Iowa 
and Missouri to Boston and Barre Plains, Mass., and Concord 
and Manchester, N. H., from 92 cents to 97 cents a 100 pounds. 





COMMISSION ORDERS 


No. 27826, Louis Horowitz and Irving Horowitz, Inc., and as co- 
partners, dba Growers’ Marketing Co. vs. Pere Marquette et al. Mo- 
tions of all defendants to dismiss complaint sustained to extent only 
that claim for reparation is barred by statute of limitations. Motions 
in all other respects overruled. 

MC 668, Inter City Transportation Co., Inc., common carrier ap- 
plication. Order of December 16 reopening matter for further hearing 
modified as follows: Matter reopened for further hearing at- time 
and place to be hereafter fixed by Commission with respect only to 
right of applicant to use Lincoln Tunnel between Weehawken, N. J., 
and New York, N. Y., in lieu of Electric ferry between said points. 

MC 953, Frank Jess Patterson, common carrier application. MC 
84478, Frank Jess Patterson, contract carrier application. Matters re- 
opened for further hearing at time and place ot be hereafter fixed by 
Commission. Order, effective September 13, vacated. 
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MC 3701, Westwood Transportation Co., common carrier application. 
Order of December 27 modified as follows: Matter referred to joint 
board No. 3 for hearing at time and place to be hereafter fixed by 
Commission, with respect only to right of applicant to use Lincoln 
Tunnel between Weehawken, N. J., and New York, N. Y., in lieu of 
Electric ferry between said points. 

MC 3705, Westwood Transportation Lines, Inc., common carrier ap- 
plication. Order of December 27 modified as follows: Matter referred 
to joint board No. 3 for hearing at time and place to be hereafter 
fixed by Commission, with respect only to right of applicant to use 
Lincoln Tunnel between Weehawken, N. J., and New York, N. Y., in 
lieu of Electric ferry between said points. 

MC 22253, Trans-American Van Service. So much of order of Sep- 
tember 20 as referred proceeding to Examiner M. B. Driscoll for 
hearing and for recommendation of an appropriate order thereon, to 
be accompanied by reasons therefor, vacated, and proceeding referred 
to Examiner William A. Maidens, for hearing and for recommenda- 
tion of an appropriate order thereon, accompanied by reasons therefor. 
In all other respects order shall remain unchanged. 

MC 22254, Trans-American Van Service, Inc. So much of order of 
September 20 as referred proceeding to Examiner M. B. Driscoll for 
hearing and for recommendation of an appropriate order thereon, to 
be accompanied by reasons therefor, vacated, and proceeding referred 
to Examiner William A. Maidens for hearing and for recommendation 
of an appropriate order thereon, accompanied by reasons therefor. 
In all other respects order shall remain unchanged. 

MC 15214, Mercury Motorways, Inc. So much of order of July 24, 
1936, as referred proceeding to Examiner A. E. Later for hearing and 
for recommendation of an appropriate order thereon, to be accompanied 
by reasons therefor, vacated, and proceeding referred to Examiner 
W. A. Maidens, for hearing and for recommendation of an appropriate 
order thereon, accompanied by the reasons therefor. In all other 
respects order shall remain unchanged. 

No. 27494, E. Rauh & Sons Fertilizer Co. vs. A. & E. et al., and 
No. 27494, Sub. No. 1, American Agricultural Chemical Co. vs. Same. 
Petition of defendants for reconsideration, denied. 


MC 30353, application of Percy E. Winstead, Henderson, N. C. 
Order of November 5 vacated and set aside and application dismissed. 


No. 27707, F. Burkart Manufacturing Co. vs. B. & O. et al. Pro- 
ceeding reopened for rehearing under the shortened procedure. 


No. 27917, Aderhold & Ellison, Inc., et al. vs. A. & S. et al. Stand- 
ard Oil Co. (Indiana) permitted to intervene. 


MC 40748, application of Paul L. Corbett, dba Corbett Motor Ex- 
press, Zanesville, O. Order of November 9 vacated and set aside. 
No. 27665, Sub. No. 5, Altman and Swartz et al. vs. A. C. L. et al. 


Geo. E. Howland, Inc., and Leon Brothers, Inc., permitted to inter- 
vene. 


No. 27822, Indiana Independent Petroleum Association, Inc., et 
al. vs. A. & S. et al. Lion Oil Refining Co. permitted to intervene. 

No. 27858, Anderson-Prichard Oil Corporation et al. vs. A. & S. 
et al. Lion Oil Refining Co. permitted to intervene. 


No. 27868, Illinois Petroleum Marketers Association et al. vs. A 
& S. et al. Lion Oil Refining Co. permitted to intervene. 


No. 27930, Sioux City Grain Exchange vs. Arkansas Valley Inter- 
urban et al. Omaha Grain Exchange permitted to intervene. 


Finance No. 10992, New York, New Haven & Hartford reorganiza- 
tion. Protective committee for holders of preferred stock of the New 
York, New Haven & Hartford permitted to intervene. 

No. 27828, Tide Water Associated Oil Co. vs. A. & S. et al. Com- 
plaint dismissed on request of complainant. 

No. 27909, Milwaukee Grain and Stock Exchange vs. A. & W. et al. 
Pillsbury Flour Mills Co. permitted to intervene. 

MC 29274, application of John C. Magistad, Brookings, S. D. Pro- 
ceeding reopened for further investigation. 

MC 87729, application of Albert Lee Bailey, Cincinnati, O. Order 
of September 8, postponed to February 7, vacated and set aside. 

MC 16527, application of John M. Quinby, dba Quinby’s Express, 
Philadelphia, Pa. Order of September 24, vacated and set aside. 

MC 39529, application of Thomas J. Atkinson and Raymond Atkin- 
son, dba Atkinson Brothers, McCredie, Mo. Order of July 12, vacated 
and set aside. 

MC 41673, application of H. J. Keebler, Limestone, Tenn. Order 
of October 21, postponed to January 19, vacated and set aside. 

MC 44142, application of Howard I. Scherr, dba Scherr Motor 


Freight, Philadelphia, Pa. Order of October 26, postponed to Decem- 
ber 27, vacated and set aside. 


MC 59952, application of Gillen Transfer Co., Warren, O. Order of 
September 1, staying effective date of certificate issued in this proceed- 
ing, vacated and set aside, and certificate from effective date specified 
therein, shall be in full force and effect. 

No. 19694, St. Regis Paper Co. vs. A. T. & S. F. et al., and a sub- 
number thereunder, Harrisville Paper Corporation vs. Same. Com- 
plaints dismissed on requests of complainants. 


No. 27739, Rivermont Coal Co., Inc., et al. vs. C. & O. et al. Peti- 
tion of complainants for reconsideration of action of Commission of 
July 6, dismissing their original complaint without a hearing on motion 
of defendants, granted. Motion of defendants overruled and order of 
July 6 vacated and set aside. 

Finance No. 11529, Old Colony trustees et al., abandonment. Peti- 
tion for further hearing on Hanover branch, denied. Proceeding, in 
so far as it relates to Hanover branch and Stoughton Junction branch, 
set for oral argument on date to be hereafter designated. 

Finance No. 11559, Old Colony et al., trustees abandonment. Peti- 
tions for further hearing, denied. Proceeding set for oral argument 
on a date to be hereafter designated. 

MC 11153, application of Wilbur Mathew Spivey, Chadbourn, N. C. 
Order of November 9, vacated and set aside. 

MC 22366, L. & T. Fast Freight Lines, Inc., common carrier appli- 
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cation. Applicant’s petition for postponement of effective date of order 
of November 26, denied. 

MC 43283, application of Washburn Storage Co., Macon, Ga. Order 
of October 22, postponed to January 21, vacated and set aside. 

MC 63495, Brown Motor Freight Lines, Inc., common carrier ap- 
plication. Petition of Consolidated Freight Co.; Interstate Motor 
Freight System, Inc.; and Illinois-Western Michigan Truck Operators 
to vacate order, to reopen and for reargument before the entire Com- 
mission, denied. 

MC 86391, Bessie Skojec, common carrier application. Matter re- 
opened for further hearing at a time and place to be hereafter fixed 
by Commission. In the event evidence adduced at the further hearing 
indicates that applicant is entitled to receive a form of authority other 
than that applied for, such other form of authority will be granted. 


FINANCE APPLICATIONS 

MC F-486, Consolidated Freight Lines, Inc., Portland, Ore., asks 
authority to issue 5,500 shares of preferred stock of a par value of 
$100 a share carrying a dividened rate of 6 per cent for the purpose 
of replacing 3,07914 shares of 8 per cent stock, 48154 shares for in- 
vestment in subsidiary companies, and 1,939 shares for working capital 
and dividends. 

Finance No. 11900. Trustees of the C. R. I. & P. ask authority 
to abandon a part of a branch line from Ruskin to the terminus of 
the branch at Nelson, Neb., a distance of about 12 miles, its revenue 
being alleged to be insufficient to pay cost of operation. 

Finance No. 11901. New York Central asks authority to abandon 
its line between Wellsboro and Antrim, Pa., a distance of 12.3 miles. 
The line was built almost exclusively to serve a coal mine at Antrim 
which, the application says, has produced only a very small tonnage 
in the last several years, no shipments having been made by rail since 
April 1, 1937. 

Finance No. 11902. Pittsburgh, Allegheny & McKees Rocks asks 
authority to abandon that part of its line known as the Allegheny 
division located in Pittsburgh (northside), consisting of approximately 
15,700 feet of siding and 2,700 feet of main line. Abandonment is de- 
sired because the industrial plant from which it derived most of its 
traffic has been dismantled. 

MC-F 487. Johnson Bus Lines, Inc., Medway & Dedham Bus Lines, 
Ine., and Carlstrom Bus Lines, Inc., Milford, Mass., ask authority 
to merge themselves under the name Johnson Bus Lines, Inc. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. 11878, Atchison, Topeka & Santa Fe 
Railway Company equipment trust certificates, granting authority to 
assume obligation and liability in respect of not exceeding $3,900,000 
of Atchison, Topeka & Santa Fe Railway equipment trust, series B, 
2%, per cent serial equipment trust certificates, to be issued by the 
Guaranty Trust Company of New York, as trustee, and sold at 101.5719 
and accrued dividends in connection with the procurement of certain 
equipment, approved. 

Report and certificate in F. D. No. 11303, Atchison, Topeka & 
Santa Fe Railway Company abandonment of operation, permitting 
abandonment by the Atchison, Topeka & Santa Fe Railway Company 
of operation over certain railroad and ferry facilities of the Southern 
Pacific Company in Alameda and San Francisco counties, Calif., ap- 
proved. 

Report, certificate and order in F. D. Nos. 11795, California, Arizona 
& Santa Fe Railway Company construction, and 11858, California, Ari- 
zona & Santa Fe Railway Company lease, authorizing (1) construction 
by the California, Arizona & Santa Fe Railway Company of a branch 
line of railroad in Maricopa county, Ariz., and (2) approving lease 
thereof by the Atchison, Topeka & Santa Fe Railway Company, ap- 
proved. 

Report and certificate in F. D. No. 11842, Northern Pacific Rail- 
way Company abandonment, permitting abandonment by the Northern 
Pacific Railway Company of part of its line of railroad in Yakima 
county, Wash., approved. 

Report and order in F. D. No. 11869, Nypano Railroad Company 
acquisition, authorizing acquisition by the Nypano Railroad Company 


of the properties of the Youngstown & Austintown Railway Company, 
approved. 


FALSE CLAIMS PROSECUTIONS 


The Commission has been advised that the federal court at 
Boston, Mass., has sentenced Leo Traina to pay a fine of $500 
and serve six months in jail on a plea of guilty to an indictment 
charging him with conspiracy to violate the Elkins act by filing 
false claims on shipments of juice grapes. The jail sentence 
was suspended and Triana was placed on probation for one 
year, according to a statement by Secretary Bartel. The offense 
was alleged to have been committed by Traina conspiring with 
a railroad inspector to receive false notations of damage which 
were used in support of claims. 

The United States attorney at Boston has also advised 
the Commission that a grand jury has returned indictment 
accusing Peter A. Papodilupo, Dominic Spinale, Joseph Morello 
and Clifton C. Simmons with conspiracy to violate the Elkins 
act also with regard to shipments of juice grapes. This latter 
set of indictments, according to a Commission statement, grows 
out of the same state of facts which resulted in the indictment 
heretofore of a group of receivers in Boston in connection with 
a scheme to defraud the Boston & Maine through obtaining 
false notations of damage from Simmons, a railroad inspector. 
The Commission’s Bureau of Inquiry, the statement said, par- 
ticipated in the investigation and in the prosecution of these 
cases. 
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EX PARTE 123 HEARINGS 


However badly the railroads may need additions in rev- 
enues, and however necessary their continued efficient opera- 
tion may be to the agricultural third of the country, the present 
state of agriculture makes it utterly impossible for the grain, 
dairy and cattle farmers to bear any increase in freight rates. 
That was the burden of the testimony entered before Com- 
missioner Aitchison on the first day of the Chicago hearing in 
Ex Parte 123, January 10, at the Morrison Hotel. Representa- 
tives from Kansas and Iowa appeared before the commissioner, 
while others from Minnesota and North Dakota appeared before 
Examiner Koebel in another hearing room. 


H. M. Hancock, rate expert for the Kansas commission, 
entered exhibits setting forth the history of railroad freight 
rates in that state and the trend of tonnage which, he said, had 
dropped off sharply with increases in the general level of the 
rates. He admitted that the rise of the truck as an instrumental- 
ity of transportation had something to do with the drop in rail- 
road freight tonnage in Kansas, and that the drought in recent 
years had something to do with it, too. So far as the trucks 
were concerned, he added, there was no question but that 
more of the railroad traffic would go to them if an increase 
were made in the rail rates. 


J. N. Davis, commerce counsel, C. M. St. P. & P., who 
cross-examined witnesses for the railroads, asked all of them a 
series of questions designed to discover whether or not they 
used the railroads and whether or not they wanted a sound rail 
transportation system. The answers invariably were in the 
affirmative. 


W. E. Grimes, professor of economics, Kansas Agricultural 
College, Manhattan, Kan., said that, although the grain and 
live stock raisers of his state were in better position today 
than they were in 1930, because of better herds and crops in 
1937, as well as better cash income, they were still below the 
level of the 1920’s in prosperity. An increase in freight rates 
now, he added, would check the advance. On the other hand, 
E. G. Tharp, a western Kansas farmer, said conditions in his 
part of the state were the “worst ever” and that prospects for 
1938 were bad because of deferred farm maintenance. Farm 
machinery particularly, he said, was worn out and an increase 
in the expense of getting farm products to market would leave 
less money to spend for new machinery. 


Arnold Berns, cattle farmer of Peabody, Kan., said that 
although he had had two profitable years since 1930, the net 
loss in his operations since that year was $105,000. Commis- 
sioner Aitchison asked him some questions about his account- 
ing methods, notably about his method of crediting his retained 
cattle at market prices at the end of the year even though the 
market might be unusually low at that time; but the witness 
insisted that his figures were accurate. 


Other Kansas witnesses included D. E. West, Topeka, sec- 
retary of the Kansas Live Stock Association and state live stock 
commissioner, and E. E. Kohlwes, secretary and transportation 
commissioner of the Wichita Board of Trade, speaking also for 
the Kansas Grain, Feed and Seed Dealers’ Association. The 
latter described the operations of itinerant truckers in Kansas 
and said that every increase in transportation costs gave that 
type of operator an added advantage. He pointed out that 
they were not amenable to any regulation. He urged the com- 
mission, should it see fit to grant rail rate increases on grain 
and grain products to pay particular attention to the preserva- 
tion of origin group relationships. 


lowa Testimony 


E. B. Eller, of the Iowa Commission, said that the low 
point in rail traffic in his state had been the years 1932 and 
1933 and that, although it had come up some since then, it 
was still far below what he called normal. He also said that 
the tax peak in his state had come in 1930 and that tax rates 
had gone down considerably since then. At a time when all 
authorities were trying hard to reduce farm overhead, he 
added, it did not seem logical for the railroads to seek to 
increase that overhead. 


C. B. Hansen, chief rate clerk, Iowa commission, entered 
rate history exhibits, and Mark Morris, director of highway 
planning for the state’s highway commission, described the 
work carried on under his direction to plan for necessary high- 
way improvements and extensions. It was his opinion that 
truck transportation in Iowa was on the increase and that it 
would increase faster under higher rail rates. 

J. H. Anderson, dairy farmer, speaking for the National 
Association of Local Creameries, entered figures to show that 
shipments of butter were moving in considerable volume by 
truck. Commissioner Aitchison asked him whether, if a rail 
rate increase were paralleled by a truck rate increase, there 
would be any tendency for rail traffic in butter to shift to 
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trucks. The witness answered that he thought, in that case, 
the dairy farmers would consider buying their own trucks. 

A. C. Williamson, secretary-treasurer, Iowa Cooperative 
Live Stock Marketing Association, said that the plight of the 
Iowa cattle raiser was illustrated by the fact that the ratio 
between the transportation costs and the value of the cattle 
on the farm had been going up steadily since 1931. The com- 
missioner pointed out that that result must have come about 
by declines in market prices since freight rates had remained 
stationary. The witnesses admitted that that was true. He 
was merely trying to show that the Iowa cattle farmers were 
in pretty poor shape, he said. 

K. W. Schultz, head of the department of economics and 
sociology, Iowa State College, Ames, spoke of the increasing 
tendency toward farm tenancy in Iowa. At present more than 
60 per cent of Iowa farm land is operated by tenants, he said. 
He also pointed out that foreclosures on farms had increased 
greatly until at present, farm land equivalent to 11 entire 
counties was in the hands of corporations by foreclosure pro- 
ceedings. 

All this, he said, indicated what he called an unnatural 
trend toward widening the “distance between producer and 
consumer in point of economic costs.” An increase in transporta- 
tion costs would widen that distance still further. 


Third Group Hearing 


A number of representatives of shippers appeared at a 
second additional hearing before Examiner Koch. Among 
these were M. S. Allison, appearing for the Federal American 
Cement Tile Company and the concrete slab industry, who 
said that, while an increase in rail revenue was doubtless 
necessary, an increase in the rates on such heavy loading, low 
value commodities as cement tile and slabs would be difficult 
if not impossible to bear. E. T. Amrine made a somewhat 
similar plea for the United Cooperatives, the Indiana Wool 
Growers and the Indiana Farm Bureau Cooperative Association 
for which he appeared. 

Carl Giessow, St. Louis Chamber of Commerce, presented 
a resolution adopted by that body in which it said that it recog- 
nized the need for added rail revenue and suggested that such 
increases be “applied by the experts of the Commission in a 
manner that will bring the largest return to the railroads with 
the least disturbance to shippers.” 


Pullman Hearing 


The hearing in Ex Parte 125, increased Pullman fares and 
charges, was also called before Examiner Koch. D. A. Craw- 
ford, president, Pullman Company, placed in the record an 
exhibit containing figures as to revenues resulting from indi- 
vidual fares, amplifying information put in at the Washington 
hearing (see Traffic World, Dec. 25, p. 1437). H. R. Holmgren, 
comptroller, and Edward P. Burke, passenger traffic manager, 
Pullman Company, commented on the exhibit, pointing out 
that there were a number of fares, notably those between New 
York and Chicago, which were lower than the 7.2 mills for each 
lower berth passenger mile previously cited as basic. The 
exhibit also contained cost factors tending to substantiate the 
reasonableness of that basis. There was no cross examination 
and no opposing testimony. 


Burden on Farmers 


Continuing the enumeration of reasons why farmers in 
the central west ought not to be burdened with an increase in 
freight rates on the things they produce and the things they 
buy, on the second day of the Chicago hearing, Oscar Hen- 
line, testifying for the Farmers Grain Dealers’ Association of 
Iowa, said a 15 per cent increase in freight rates would add 
$100 to the overhead of every quarter section devoted to farm- 
ing. He said that “the ways of the railroads are beyond 
comprehension” if they hoped to increase revenues by driving 
more traffic to the trucks. There were other methods of curing 
rail troubles than rate increases, he said, citing remarks in the 
Congressional Record on railroad financing, and speeches of 
Commissioner Eastman on coordination. When Commissioner 
Aitchison pointed out that that sort of evidence ought to be 
put in “in the usual way,” by filing copies of the documents 
and speeches, the witness said he had no copies available and 
dropped that line of testimony. 

Ron Kennedy, secretary-treasurer, Western Grain and 
Feed Dealers’ Association, Des Moines, Ia., referred espe- 
cially to the itinerant trucker who, he said, was ingenius in 
circumventing the law even in such states where attempts 
have been made to curb his activities by statute. He told of 
the new practice of Nebraska itinerant truckers of obtaining 
from prospective purchasers written orders for goods to be 
brought back from localities where farm-purchased grain was 
sold which, in effect, made them private carrier agents of the 
purchasers. 
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A. B. Kline, vice-president, Iowa Farm Bureau Federation, 
said he suspected that, even if the railroads got a 15 per cent 
increase in rates, they would soon be back for more. As proof 
that rates on agricultural products were now too high, he 
testified that those rates were now from 49 to 66 above pre- 
war levels while prices of farm products were below the 
pre-war level. 


Road Building Material 


G. E. Gray, manager, Central Iowa Sand and Gravel Com- 
pany, testifying for the Iowa Aggregates Producers’ Associa- 
tion, brought on much cross-questioning from the commis- 
sioner by his testimony about special rail rates on road building 
materials. He said that, whereas but 17 per cent of those 
materials in Iowa moved by truck in 1935, 40 per cent of them 
moved by truck in 1937. The commissioner wanted to know 
whether or not it was the practice for the producers of the 
aggregates to reach agreements with carriers as to special rates 
before contracts were let and then to insist that immediate 
fourth-section relief be granted so as to avoid loss to producer 
and contractor. 

“We are simply told we must grant the relief,’”” Commis- 
sioner Aitchison said. ‘In effect, we are bought and sold 
behind our backs.” 

The witness said he had no knowledge of the details under 
which the railroads put in the special rates. All he knew was 
that, when they had been decided on, interested shippers were 
notified, usually by wire. He admitted that in about 10 per 
cent of the cases where truck competition was alleged in order 
to obtain special rates, the shippers were “bluffing.” 

The case for South Dakota was put in by D. L. Kelly of 
the rate and transportation department of the South Dakota 
commission. He entered figures to show the poverty of the 
South Dakota farmer and referred especially to the fact that, 
on his own farm, he could pay the help only $1 a day and 
“keep,” contrasting that with what he said were ‘unnecessarily 
high” railroad wages. He said he also opposed any rate in- 
creases on lumber, coal and other commodities used by farmers. 
So far as class rates were concerned, he added, most less-car- 
load traffic in South Dakota now moved in trucks and, as 
far as he was concerned, the railroads might “do as they 
damn please” with those rates, so long as the Commission 
discontinued ‘‘misusing”’ class rates as bases for commodity 
rates on such commodities as hay. 

“I think I agree with you on that,” the commissioner in- 
terjected, to which the witness replied that, with that support, 
he was doubly sure of his position. 


Salt Producers 


Divergent views were expressed by salt producers. Repre- 
sentatives of Michigan producers, including H. G. Legan, traffic 
manager, Morton Salt Company, and W. H. Markle, traffic 
manager, Diamond Crystal Salt Company, opposed any in- 
creases, pointing out that a fifteen per cent increase added to 
that granted in Docket 17000, part 13, would make the rates 
from 30 to 118 per cent higher than they had been before 
November, 1934. That was especially true, they said, with ref- 
erence to package salt on which the Commission had fixed 
differentials over bulk salt in that case. The Michigan repre- 
sentatives said, however, that should the Commission grant an 
increase, it ought to be applied as a percentage increase and 
not as a flat increase. 

Representatives of Kansas and Louisiana producers, how- 
ever, insisted that whatever increase the Commission might 
grant ought to be applied in cents a hundred pounds and not in 
percentages. A percentage increase, they said, would narrow 
their markets and expand those of the producers nearer the 
large consuming centers. W. T. Hickerson, traffic director, 
Kansas Salt Producers, and E. J. Bachman, vice-president and 
traffic manager, Jefferson Island Salt Company of Louisiana, 
said they opposed any increase, but V. Sharffenberg, traffic 
manager, Myles Salt Company of Louisiana, said he expressed 
no opinion for or against an increase. All three, however, 
insisted that, in any case, the producing territory differentials 
be preserved and also the differential between package and 
bulk salt. That could not be done, they said, under percentage 
increases. 

Pulp Producers 


L. K. Larson, manager of sales, and W. W. Weller, eastern 
traffic manager, Weyerhaeuser Timber Company, speaking also 
for numerous other pulp producers in the northwest, said that, 
while they admitted the need for added railroad revenue, an 
increase in pulp rates would actually decrease that revenue. 
They pointed out that a fifteen per cent increase would raise 
the rate from Everett, Wash., to Kalamazoo, Mich., as typical, 
from 50 to 57.5 cents, but it would only raise the rate on 
import Swedish pulp, including cargo rate via Baltimore, from 
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41.57 cents to 44.57 cents. In fact, they insisted, if an increase 
were granted, import pulp would probably move via the Great 
Lakes to South Haven, Mich., at a rate that, under the in- 
crease, would be only 42.86. The latter rate would give the 
railroads but 6 cents in rail haul, while the rate via Balti- 
more at present yielded 20.5 cents, it was pointed out. Mr. 
Weller insisted that it would be a more logical revenue meas- 
ure for the railroads to reduce the pulp rates from the north- 
west to Trunk Line Territory by 5.5 or 8 cents. To do that, 
he said, would shift to the rails much of the tonnage now 
moving by water. The Weyerhaeuser shipments alone, under 
a 5.5 cent decrease, would add $1,500,000 a year to railroad 
revenues, he said, while an 8 cent decrease would bring them 
more than $2,000,000 a year in revenues that they do not now 
get. He asked for a maximum increase on pulp of 2 cents. 


Death of L. E. Banta 


Commissioner Aitchison interrupted the main hearing to 
put in the record an expression of regret on the death of L. E. 
Banta, traffic manager, Indianapolis Board of Trade, who col- 
lapsed after brief testimony before Examiner Koch and died a 
few hours later. He had appeared on behalf of that organi- 
zation and the Indiana Grain Dealers’ Association to say that 
he thought the matter of revenue increases for the railroads 
could safely be left in the hands of the Commission. 


A similar statement was made by T. J. McLaughlin, direc- 
tor of traffic, American Radiator and Standard Sanitary Cor- 
poration, on behalf of that corporation and its associated com- 
panies. He added that he favored an increase in such measure 
and so applied as the Commission may deem wise. F. E. 
Cooper, traffic manager, American Laundry Machinery Com- 
pany, also said he thought the railroads needed more revenue 
and said the president of his company had instructed him to 
tell the Commission it ought to grant the railroad’s petition. 
J. R. Bent, Midwest Agricultural Limestone Institute, on the 
other hand, said he did not think there ought to be a rate 
increase on agricultural limestone and other fertilizing mate- 
rials the function of which was to fructify the soil and help 
the depressed farmers. 


F. S. Hollands, assistant traffic manager, Standard Oil 
Company of Indiana, said his company was in sympathy with 
the petition and thought the percentage method a fair way to 
apply any increase. So far as differentials and rate relation- 
ships were concerned, he added, they should be left for nego- 
tiation after the increases are made. 


Live Stock Producers 


Live stock producers, under the guidance of Samuel J. 
Wettrick, insisted that an increase in the rates on live animals 
would either drive them out of business or cause them to 
seek means of transportation other than the rails. They pointed 
out that a freight rate increase could not be passed on by 
them to the consumer because the prices they received were 
dependent on what the meat and by-products were sold for 
by the packers. That price was not flexible, they pointed out, 
citing recent buyers’ strikes in localities where the public 
thought meat prices were too high. Among those who testified 
in this group were: 


N. G. Warren, Fort Collins, Colo., Colorado and Nebraska Lamb 
Feeders’ Association; Reese Van Vranken, Climax, Mich., Michigan 
Lamb Feeders’ Association; Walter F. Kreiselmaier, farmer and live 
stock raiser, Fargo, N. D.; J. C. Petersen, Spencer, Ia., Iowa Lamb 
Feeders’ Association; R. E. Fisher, Madison, Wis., Wisconsin Depart- 
ment of Agriculture and Markets; W. F. Renk, Sun Prairie, Wis., 
Wisconsin Lamb and Cattle Feeders’ Association, and Ralph Reynolds, 
Lodi, Wis., Wisconsin Breeders’ Association. 


Grain Dealers 


J. S. Brown, traffic commissioner, Chicago Board of Trade, 
speaking for more than eighty grain and milling organiza- 
tions and corporations, said that, while he was not authorized 
to speak for them as to the merits of the railroad petition, he 
was delegated to plead for a preservation of the equalization 
of through rates via intermediate gateways and transit points 
and the maintenance of established differential relationships 
at destination points. These, he said, would be disturbed by 
a horizontal percentage increase. He suggested that, if the 
Commission saw fit to grant an increase on grain and grain 
products, it protect these equalizations and differentials by 
inserting in its findings a recommendation similar to that car- 
ried in the decision in Ex Parte 74, at 58 I. C. C. 220, in which 
it said that the rates might be increased by specified per- 
centages, “with the understanding that the carriers will, within 
thirty days, file tariffs restoring the equalization through the 
grain markets now enjoying that basis.’”’ The witness recalled 
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that, after that decision, shippers and carriers met promptly 
and agreed on details “in a manner satisfactory to all parties.” 
Wisconsin and Nebraska 

Wisconsin and Nebraska agricultural interests told their 
stories on the third day of the hearing. W. F. Ehman, 
chief of the division of transportation and rates, and C. E. 
Schrieber, statistician, for the Wisconsin commission, described 
agricultural conditions in that state. They introduced fig- 
ures to show that railroads were now making substantial 
gains in traffic and revenue as compared with the years 
between 1932 and 1935. Gains in the year 1936 over the year 
1935, the figures showed, exceeded the total of those made in 
the years from 1932 to 1935. On the other hand, the witnesses 
pointed out, production in the state increased at a greater 
rate than railroad traffic, indicating, in their opinion, that 
tonnage was going to other means of transportation. On that 
point, Mr. Ehman stressed especially the increase in private 
trucks in the state and said that, in his opinion, it would not 
make much difference in the trend of traffic toward the high- 
ways, whether or not common carrier truck rates went up 
with a possible rail rate increase. 

Henry Beyer, traffic manager, Joseph Schlitz Brewing 
Company, and E. W. Dallman, traffic manager, Blatz Brewing 
Company, both of Milwaukee, testified for Wisconsin brewing 
interests. Mr. Beyer pointed out that the breweries furnished 
the railroads with what he called “three-way transportation,” 
by which he meant the inbound movement of raw materials, 
the outbound movement of beer, and the return movement of 
empty packages. He said that large breweries, such as those for 
which he spoke, came into competition with local breweries 
on rail shipments and that their markets were narrowed in 
proportion to the level of the rail rates. Increases in those 
rates would serve to increase the business of the local brew- 
eries, the products of which were transported by private trucks, 
and cut into the beer traffic now hauled by the railroads, he 
said. Mr. Dallman, although he opposed any increase in the 
rates on beer, suggested that, if the Commission allowed any 
increase at all it ought to be limited to a maximum of 5 cents 
on beer and 3 cents on returned packages. Such an increase, 
he said, would add $101,000 to the annual freight bill of his 
company, only about $50,000 below the increase that would 
result from a 15 per cent raise in the rates, but it would help 
to preserve for the breweries their more distant markets and 
for the railroads their long-haul beer traffic. 

J. A. Little, of the Nebraska commission, presented an- 
other discouraging picture of the state of agriculture as applied 
to his state. He testified especially about the prospects for 
increased truck traffic in Nebraska under increased rail rates, 
saying that the situation there was unique in that there would 
go in effect February 14 a statewide truck tariff, compiled by 
the state commission, naming rates from and to all points in 
the state based on airline distances. The rates named in 
that tariff were below the rail rate level, he said, and an 
increase in the rail rates would increase that spread. Com- 
missioner Aitchison wanted to know whether, should a general 
rail rate increase be allowed, short-notice changes could be 
made in that tariff, but the witness replied that it was the 
intention of the Nebraska commission to try out the new truck 
scale for four or six months at least before making a change. 


Vegetable Oils 


J. F. Adamson, traffic manager, Archer-Daniels-Midland 
Company, Minneapolis, Minn., had a good deal to say about 
what he considered discriminatory factors in the rate scales 
on linseed and other oils. He said the formula for such rates 
laid down by the Commission in Docket 17000, part 8, had 
proved impracticable and that the railroads had not as yet 
complied with the details of the revised formula contained in 
a supplemental decision. Until that difficulty was ironed out, 
he said, there ought be no more changes in the rates, espe- 
cially percentage increases which would tend to accentuate the 
present difficulties. The commissioner pointed out to the wit- 
ness that discriminations in rates were forbidden by law and 
that, if the railroads were not complying with any of the 
Commission’s orders, he (the witness) had legal recourse. 


Live Stock Marketers 


Appearing before Examiner Koch, H. M. Conway, statis- 
tician for the National Live Stock Marketing Association, said 
that live stock constituted one of the best sources of rail traffic 
because the areas of production were, generally, far distant 
from the areas of consumption. In addition, he added, live 
stock consumed much of the products of the farm and was 
therefore tied closely to the welfare of agriculture generally. 
He said that while there had been some price advance in live 
stock in recent years, more than that advance had been lost 
within the last few months. There was, moreover, he added, 
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a point where the price of the products of animals and the 
purchasing power of the consumer met, and the present al- 
ready narrow margin between the two would be _ further 
narrowed, perhaps destroyed altogether, by a rail rate increase. 
He referred especially to increasing imports of meat products 
and said that, to the extent that rate increases would be 
reflected in the price of domestic meat to the consumer, the 
effect of protective tariffs would be destroyed. He concluded 
by saying that the railroads’ petition indicated ‘a lack of 
recognition of the basic problem facing the railroads.” Basic- 
ally, he explained, that problem was not the narrow one of 
need for increased revenue, but the broader one of more 
sound and economic financing, more equitable fixing of rail- 
road wages in comparison with wages in other industry, and 
the taking advantage of potential savings through physical 
and operating coordinations. 


Minnesota and North Dakota 


A series of witnesses for Minnesota and North Dakota, 
appearing before Examiner Koebel, said that the condition of 
the farmers in those states was best illustrated by the fact 
that insurance companies and private banks had been un- 
loading their mortgage holdings on the Federal Land Bank 
in recent years. Between 1930 and 1937, it was _ testified, 
mortgage holdings of that institution in North Dakota had 
increased from $33,064,000 to $117,215,000, while the holdings 
of insurance companies and private banks had been reduced 
materially. In that state, in 1936, 327,000 out of a total popu- 
lation of 681,000 were on direct relief. At the end of Novem- 
ber, 1937, 217,000 were still on the relief rolls, the figures 
showed. 

L. R. Bitney, statistician for the Minnesota commission, 
said that grain rates in that state were too high now. They 
had been increased under the decision in Docket 17000, part 7, 
he said, although operating costs of railroads were going down. 
The proposed 15 per cent rail rate increase would add $21,- 
444,000 to the freight bill of Minnesota, North Dakota and 
Montana farmers paid to the Great Northern, the Northern 
Pacific and the Soo Line alone, he said. 

J. C. Winter, traffic expert for the North Dakota commis- 
sion, entered an exhibit intended to show that the western 
railroads were dissipating revenues through transit arrange- 
ments on grain which added many hundreds of miles of trans- 
portation to western grain destined to market without return- 
ing any compensation to the railroads. These circuitous 
transit routes often resulted in overall ton-mile earnings as 
low as three and a fraction mills on grain, he said, whereas 
the North Dakota grain paid rates that seldom yielded less 
than 8 or 10 mills. He said it was more than a coincidence 
that the very railroads which encouraged that kind of traffic 
were now in receivership. The railroads could much more 
logically increase their earnings from grain traffic by abolish- 
ing that wasteful transportation than by increasing the rates 
on movements on which the ton-mile earnings were already 
relatively high, he said. 

Millwork 


Before Examiner Koebel also appeared E. J. Balda, speak- 
ing for the National Door Manufacturers’ Association, to voice 
opposition to any rate increase, but to add that, should an 
increase be granted, it should be limited to 10 per cent with 
a 3-cent maximum on millwork. He said it was also impor- 
tant that no greater increases be made on millwork than on 
lumber, because to do so would merely tend to move the 
— mills nearer to the points of consumption of the mill- 
work. 

H. A. Hollopeter, testifying for the Indianapolis State 
Chamber of Commerce, said that organization had decided 
neither to support nor to oppose the railroads’ petition, but 
ordered him to appear to present an exhibit showing the im- 
proved position of the railroads as indicated by the increased 
spread between earnings and operating costs. On cross exam- 
ination, he expressed the personal opinion that the present 
situation was akin to that of 1922, when the railroad execu- 
tives decided that the wise course was to reduce rates so as 
to stimulate business. 

C. F. Cooper, assistant corporation counsel, Superior, Wis., 
said the Superior city council had adopted a resolution favor- 
ing the increase, but that the Chamber of Commerce of that 
city had asked him to appear and call the Commission’s at- 
tention to the fact that most of the traffic clearing through 
Superior originated or was destined for Minnesota. There 
was always a lag between general rate adjustments interstate 
on the one hand and intrastate on the other, he said. Such 
a lag would give Duluth, Minn., a decided advantage over 
Superior should an increase be made in the interstate level, 
he pointed out. He suggested that the Commission do some- 
thing to protect his city should it grant the increase. 
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William D. Dean, president, Sprague, Warner and Com- 
pany, speaking as chairman of the transportation committee 
of the Chicago Association of Commerce, said his association 
was in favor of granting increases in rates to the railroads 
to prevent deterioration in railway services, which were par- 
ticularly important to such a great distributing center as 
Chicago, and to avoid further rail bankruptcies which had a 
detrimental effect on the country’s financial structure. He 
pointed out, however, that percentage increases had a tendency 
to curtail long-haul traffic out of which, generally speaking, 
the railroads got their best revenue. He also urged the Com- 
mission to consider the importance of long-standing commodity 
and territorial rate relationships in any order for rail rate 
increases it might hand down. 


Walter Pooling Plan 


Luther M. Walter, appearing as co-trustee of the Chi- 
cago Great Western, placed in the record January 13, the 
plan for the pooling of the revenues which may accrue 
under a decision in that case, as referred to in his earlier 
testimony at Washington (see Traffic World, December 11, 
1937, p. 1317). As explained by the witness and illustrated by 
his exhibits, the plan contemplates the pooling of 95 per cent 
of the revenue resulting from a favorable decision on the rail- 
roads’ application to the extent that that 95 per cent may be 
in excess of a 24% per cent return on the property investment 
of each individual railroad. From such a pool, under the plan, 
roads which ended the year with a deficit after meeting fixed 
charges, would be permitted to draw money to meet that deficit. 


The plan may best be illustrated by citing two examples. 
In the case of the Akron, Canton & Youngstown, Mr. Walter’s 
exhibit showed that that road would earn, on the basis of 1936 
traffic adjusted to the latest cost and rate information, $288,364, 
or 2.06 per cent on its property investment of $14,011,820. 
Under a 15 per cent increase, if granted in Ex Parte 123, the 
earnings would be $577,232, or 4.12 per cent on the property 
investment, or $226,937 in excess of a 2% per cent return. On 
the theory that all railroads should be permitted to retain 5 per 
cent of the Ex Parte 123 increase to pay for collection and 
accounting charges, $274,425 out of the $288,868 which would 
accrue to the A. C. & Y. from that source, would be amenable 
to the pooling plan. Of this, it would be permitted to retain 
$47,488, plus the 5 per cent mentioned, to bring its net up to 
the $350,295 necessary for a 242 per cent return, and would be 
compelled to turn $226,937 into the pool. That in spite of the 
fact that the railroad, after meeting its interest and other fixed 
charges, would show a net income of but $69,704. 


The Alton may be cited as an example of a railroad which, 
under the plan, would withdraw money from the pool. On the 
adjusted basis used in the exhibit, that railroad would show 
a deficit of $800,089 on present rates with 1936 traffic in 1938, 
with a property investment of $82,883,813. Ex Parte 123 in- 
creases, if allowed, would yield $2,006,941, changing the deficit 
to an operating income of $1,206,852, or 1.46 per cent on the 
property investment, still $865,243 short of 2% per cent. The 
Alton would, therefore, not be required to put any of the Ex 
Parte 123 earnings into the pool, but would instead be per- 
mitted to draw from it the $515,649 deficit that would still 
remain in spite of the 15 per cent increase after $1,784,569 in 
interest and fixed charges was paid. 


Western Roads to Benefit 


On the basis of the witness’ exhibits, the plan would build 
up a pool of $158,686,195 in 1938, of which $85,197,113 would 
be paid out to the deficit-showing railroads, leaving a surplus 
of $73,489,082. That surplus, he said, would be available for 
railroad use “in any manner the pubilc interest may require.” 
In general, the plan, as he outlined it, would benefit the west- 
ern railroads at the expense of those in the east and the south. 
The eastern railroads would contribute $100,334,285 to the pool 
and take out but $15,525,365; the southern railroads would put 
in $26,048,130 and take out $9,480,779, while the western rail- 
roads would put in only $32,303,780 and take out $60,190,969. 


Mr. Walter was emphatic in saying that he was not putting 
forth the plan as one he would advocate above any other than 
might be put up. He said it was merely his suggestion of one 
way in which the earnings from a possible increase in rates 
might be divided. He was moved to the suggestion, he said, 
because he did not believe that “the rich roads should be per- 
mitted to take advantage of the plight of their poorer brethern 
to swell chests already full.” 


He suggested that the supervision of the plan and the 
administration of the pool be left to the Commission, pointing 
out that some of the more prosperous roads might make ex- 
travagant and unnecessary expenditures to reduce their pool 


The Traffic World 


Vol. LXI, No. 3 


payments unless the plan were carefully policed. He was 
emphatic in his statement that, whatever was done with the 
surplus, it should not be permitted to go into the public treas- 
ury to be used for the welfare of interests other than the 
railroads. 


He said he was not definitely committed to 24 per cent 
as the criterion of the prosperity of a railroad. He intended, 
he added, to supplement his testimony with added exhibits, 
based on percentages of 3 and 4, and on new valuation data 
just released by the Commission, which he would introduce at 
the hearing in Washington the week of January 17. 


Except for some questions as to methods of calculation 
put by R. C. Fulbright, there was no cross-examination. Attor- 
neys for other railroads reserved the right to cross-examine the 
witness after his supplemental testimony shall have been put 
in at Washington. 


Wheeler Cross-Examination 


Harry A. Wheeler, president, Railway Business Associa- 
tion, returned to the stand to place in the record figures re- 
quested of him earlier at Washington (see Traffic World, 
December 18, 1937, p. 1374) and to submit to cross-examination. 
His figures showed that, on December 1, 1937, the number of 
employes in industrial plants in the railroad supply field were 
down as much as 28 per cent below the peak of that year, and 
payrolls as much as 38 per cent below the peak of that year. 
He also introduced figures to show the effect of possible rate 
increases on the earnings of a selected list of 19 railroads in 
what he called the “intermediate group,” by which he meant 
that group which showed some return in the years from 1930 
to 1936 but were not among those that earned their fixed 
charges in every year of that period “by safe and even liberal 
margins.” The figures had been prepared by L. C. Sorrell, 
University of Chicago, adviser to the association, and showed 
that a 15 per cent increase in freight rates would change a 
probable deficit of $48,519,000 on those roads to earnings of 
approximately $63,000,000. Simliar figures for 12 railroads in 
the “receivership group” showed that a 15 per cent increase 
would not eliminate the total deficit, but would reduce it from 
$92,000,000 to about $33,500,000. 


Most of the cross-examination of Mr. Wheeler consisted 
of questions about technological advances on the railroads and 
how those advances had reduced operating expenses. 


Miscellaneous Protestants 


J. W. Reading, testifying for Layne and Bowler, pump and 
machinery makers of Memphis, Tenn., said there would be no 
need for an increase in freight rates if the railroads had used 
“business prudence” in conducting their affairs. He said his 
company was the only one in the south in the pump business 
and that it now operated under rate disadvantages compared 
to its competitors. An increase in its rates, he said, might well 
drive his company out of business. 

Representatives of the veneer industry, including O. C. 
Lemke, Wausau, Wis., S. R. Venne, Gladstone, Mich., and Juel 
Lee, Escanaba, Mich., protested against the proposed increase 
on logs inbound into their plants and veneers outbound from 
them. Much of the inbound movement was now via privately 
owned truck, they said, and the remainder of it would go to 
that method of transportation if rail rates went up. 

Frank F. Collins, publisher of the Broom and Broom Corn 
News, and secretary of the National Broom Manufacturers’ 
Association, said broomcorn and brooms were especially suited 
to truck transportation. He added that anything that might 
raise the price of brooms operated to make more housewives 
use vacuum and other mechanical cleaners, which had much 
longer life than brooms, and thus took away traffic from the 
railroads. He was supported in his testimony by T. F. Mona- 
han, Jr., Arcola, Ill., and J. O. Reynolds, Mattoon, IIll., brokers 
in broom corn. 

Supporters of the Petition 


The remainder of the testimony before Commissioner 
Aitchison consisted of expressions from industrial traffic men 
and officers of corporations, and from chamber of commerce 
and civic officials, all of whom said their thought the railroads 
deserved an increase in rates and that such an increase would 
be good for business generally. They included: 


Max W. Babb, president, Allis-Chalmers Manufacturing 
Company, Milwaukee, Wis.; F. S. Noleman, director, Centralia, 
Ill., Chamber of Commerce; Louis Prefer, mayor of Centralia; 
T. N. Jordan, secretary-manager, Mt. Vernon, Ill., Chamber 
of Commerce; L. E. Rodgers, vice-president, Holley Wood 
Products Company, Chicago; J. W. Kapp, Jr., mayor of Spring- 
field, Ill.; S. L. Felton, general traffic manager, Acme Steel 
Company, Chicago; R. I. Pierce, secretary, Manufacturers’ 
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Association of Chicago Heights, Ill.; H. H. Bolz, secretary, 
Decatur, Ill., Chamber of Commerce; R. R. Flynn, traffic man- 
ager, Inland Steel Company. 


Clay and Clay Products 


Examiner Koebel spent almost the entire final day listen- 
ing to testimony from representatives of the clay and clay 
products industry. The testimony was to the effect that those 
commodities had received rate increases ranging from 20 to 40 
cents a ton in Ex Parte 115 and could stand no more. The 
proposed addition would, in some cases, make the rates as 


much as 50 per cent higher than they were before December | 


20, 1937, it was testified. Clay products came in competition 
with local brick, cement blocks and cinder blocks, and higher 
rates would narrow markets and take traffic from the railroads, 
it was testified. Those who appeared in this group of wit- 
nesses were: 


A. Engelhardt, Pittsburgh, Pa.; C. C. Landers, Danville, Ill.; Paul 
Hartung, Canton, O.; E. F. Plumb, Streeter, Ill.; R. O. Youngerman, 
Mason City, Ia.; G. H. Galvin, Rockford, Ia.; M. D. Judd, Mason City; 
J. J. Amos, Humboldt, Kan.; C. A. Shank, Chicago; W. R. Allison, 
Chicago; Norman H. Crissey, Chicago. 


A. J. Whitman, traffic manager, American Agricultural 
Chemical Company, New York, and W. W. Manker, assistant 
traffic manager, Armour & Company, Chicago, voiced opposi- 
tion to the proposed increase in fertilizer. The latter pointed 
out that practically all of the fertilizer sold in C. F. A. territory 
now moved by truck. Higher rail rates would merely drive the 
rest of the traffic to that means of transportation, he said. 


Lawrence Farlow, secretary, Farmers Grain Dealers’ Asso- 
ciation of Illinois, testified briefly in opposition to the proposed 
increase in grain and grain products. J. J. Schmicher, traffic 
manager, Albert Schwill & Company, chairman of the traffic 
committee of the United States Malsters’ Association, said he 
subscribed in the main to the testimony put in by Mr. Brown 
of the Chicago Board of Trade two days earlier. He added that 
malting was usually done in transit and that a percentage 
increase on grain and grain products would disrupt route and 
destination relationships. 


ATLANTA HEARING 


Vigorous attacks on the proposed 15 per cent increase in 
railroad freight rates were fired at Atlanta, Ga., by south- 
eastern industrialists and shippers who testified at the opening 
session January 6 of a hearing by the Commission. The first 
day’s session was devoted entirely to opponents of the pro- 
posed increase. 


Witneses declared that shippers would be forced to switch 
their traffic to motor truck transportation if the increase went 
through, and pointed out that business would be _ seriously 
affected and that the South was already laboring under a dis- 
advantage of high freight rates. They said that, though they 
favored the railroad as a carrier for their goods, trucking 
facilities could easily be substituted with few disadvantages. 


Approximately 30 witnesses testified at the first day’s hear- 
ing, which was divided into two sections, one conducted by 
Commissioner Caskie and the other by Commissioner Splawn. 


Representatives of the marble and granite interests of the 
southeast said their industry had already been crippled by 
excessive rates and that the present proposed increase would 
mean an additional blow. 


Carl Stafford, of Knoxville, Tenn., representing Tennes- 
see Marble, Inc., said most marble firms would have three 
choices—go out of busines, sell the stone where they could 
compete, or deliver in company-owned trucks. 

“Tf this increase is allowed,” he said, ‘we will probably be 
forced to deliver the marble by a company-owned fleet of 
trucks as the present figures we have worked up will allow 
us to do so cheaper than by using rail transportation.” 

D. D. Saunders Jr., secretary of the Elberton (Ga.) 
Chamber of Commerce, spoke in behalf of Elberton stone in- 
terests. He said trucks for hauling granite and marble in- 
creased by leaps and bounds following the 1934 increase in 
freight rates, adding that the process would be repeated if 
the proposed increase went into effect. He said the trucks 
were capable of making hauls as far as Boston—a distance of 
more than a thousand miles. 


Speaking for the Georgia Peach Growers’ Exchange, Wil- 
liam C. Bewley said the present freight rate was the maximum 
that the traffic could stand and “any increase in rates will 
further reduce returns to the grower which are already un- 
duly low,” adding that any increase would serve to curtail 
rail traffic and divert it to motor trucks. 
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“T and, I think, the peach growers of Georgia generally 
appreciate the value of the railroad systems and do not want 
to be unduly hard on the railroads, and, if conditions in our 
industry were not so extremely bad, I do not think there would 
be any opposition to this increase; we would go along in the 
right spirit,” he said. 

W. S. Creighton, of Charlotte, N. C., representing the 
Southern Traffic League and others, proposed that, if a 15 
per cent freight rate rise were allowed in the north, it should 
be held to a maximum of 10 or 11 per cent in the south to 
equalize the situation. 


He argued that, under no circumstances, should the rates 
be increased by a uniform percentage applied alike in all 
territories, since such methods of increases ‘destroy estab- 
lished relationships, equalization of gateways and markets, 
and increases rates already relatively high and out of propor- 
tion with increases in lower rated territories.’”’” He added that, 
if any increase were allowed, it should be in cents a hundred 
pounds, a ton, or a car. 


Representatives of the textile, marble, granite, live stock, 
peach growing, talc manufacturing, brick and tile, and flour- 
manufacturing industries were among those appearing. 


L. O. Kimberly, assistant to the traffic manager of the 
American Cotton Manufacturers’ Association, said the pro- 
poed increase would hurt the textile industry, since it would 
“increase the disadvantage of southern mills in shipping to 
northern markets.” He said the rates on cotton piece goods 
from the south into the north were already about 10 per cent 
higher than between points in the north. 


Appearing in behalf of the China Clay Producers’ Associa- 
tion of America, J. L. Williams, of New York, former Georgian, 
submitted a resolution “favoring just and reasonable increases 
in our rates,” to be on the basis of a flat increase a ton rather 
than a percentage increase. 

“You will understand that we are in favor of additional 
revenue for the carriers, but we are not in position to suggest 
the granting of their entire request for a uniform 15 per cent 
increase,” he said. 


E. B. Weatherly, of Cochran, president of the Georgia 
State Beef Cattle Association, was among six cattlemen pre- 


senting the live stock producers of Georgia, Alabama, Florida, 
and Louisiana. 


He said he was disturbed over any handicap that would 
hinder the progress “we are making in the southeast in live 
stock production. I feel that the railroads haven’t consid- 
ered the result of this proposed increase on the southeast. I 
think they would be interested in developing the agricultural 
possibilities of this section. 


“The railroads may need money, but not as badly as the 
farmer needs it. The farmer is down at the bottom. While 


the farming population is 30 per cent of the nation, the farm 
income is only 8 per cent. 


“Here in Georgia the per capita gross cash farm income 
is only $243. I believe any increase would be an additional 
burden on the farmer and that the railroads should think seri- 
ously about this. We in the south are already penalized about 
20 per cent in differentials of freight rates and a further in- 
crease would not only be a detriment to the southeast but to 
the railroads.” 


Julius W. Cone, representing the Proximity Manufacturing 
Company, of Greensboro, N. C., said: “If the railroads will keep 
their rates low and help us increase our business they will 
soon be running two trains over the same tracks where they 
are now running one.” 


W. H. Strowd, secretary of the National Soft Wheat 
Miller’s Association, said: “Any increase in rail rates on grain 
from the soft winter wheat states to the east and south would 
extend shipments of Pacific coast flour inland proportionately 
from the east coast on a line from Maine to Florida and thence 
westward to Texas and including extensions from river banks 
having barge lines. 


“Such inland movement would be largely by truck. It is 
highly questionable whether the increased rates proposed 
would compensate the railroads for the tonnage they would 
lose.” 


C. H. Noah, of the North Carolina Utilities Commission, 
said: “We have not overlooked the fact that many railroad 
companies in the nation are at this time in receivership, trus- 
teeship, or otherwise operated under orders of the courts, and 
may be in need of additional revenues; neither have we over- 
looked the fact that coal-carrying roads are, in nearly every 
instance, more prosperous than other roads, and mainly for 
that reason are in excellent financial condition. This indicates 
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that transporting coal is a profitable business, and a further 
increase cannot be justified at this time.” 

Powell Smith, representing the J. Allen Smith and Com- 
pany, Knoxville, Tenn., said: “We feel that the present is an 
inopportune time to make any changes in the grain and grain 
product rates. In view of the fact that one of the announced 
purposes of the present regular session of Congress is to help 
the farmer, an increase in freight rates on grain and grain 
products will nullify, to some extent, at least, any relief that 
Congress might enact for the farmer and agriculture. 

“The rates on grain and grain products are of such a 
peculiar nature that it is necessary that the present relation- 
ship between the different gateways and routes be preserved 
to maintain important market equalization. A flat percentage 
increase in freight rates on these commodities would destroy 
this relationship and cause serious damage to many shippers 
and receivers showing undue preference to others likewise 
affected. 

“The general level of rates on grain and grain products 
now in effect in the Southeastern and Carolina territories is 
already so high that, even though an advance of as much as 
15 per cent were made applicable in other territories and no 
increase at all made in the Southeastern and Carolina terri- 
tories, the present rates now in effect in the southeastern and 
Carolina territories would still be on a higher level than the 
rates in other territories.” 

Others testifying included: T. M. Henderson, of Nashville, 
Tenn.; Carl Sherrill, North Carolina mill executive; Charles W. 
Strickland, of Greensboro, N. C.; Stanley Winborne, of the 
Utilities Commission of North Carolina; E. L. Hart, of Atlanta; 
H. L. Litchfield, of the Georgia Marble Company, Tate, Ga.; 
L. A. Gossage, of Nashville, Tenn.; F. M. Grady and Howard 
Walker, of Augusta; R. H. Toggert, of Chattanooga; Gustave 
Breaux, secretary of the Southeastern Millers’ Association; 
Roy Smith, traffic manager of the North Carolina Granite 
Corporation, Mt. Airy, N. C.; H. H. Bieze, traffic manager of 
the Indiana Limestone Institute; W. M. Fay, traffic manager of 
the Vermont Marble Company, Proctor, Vt.; F. F. Farrar, of 
Dalton, tale manufacturer; J. Frazier Glenn, of Ashville, N. C., 
tale business; George J. Bollenger, traffic manager of the 
Hercules Powder Company, of Savannah; J. D. Patterson, traf- 
fic manager of the Savannah Traffic Bureau; P. E. Williams, 
president of the Florida Cattlemen’s Association, Davenport, 
Fla.; James J. Love, chairman of the Florida State Agricultural 
Committee, Quincy, Fla.; U. C. Jenkins, president of the Ala- 
bama Cattlemen’s Association, Faunsdale, Ala.; C. W. Rit- 
tenour, president of the Live Stock Producers’ Association, 
Montgomery, Ala.; P. T. Sartwelle, of Lake Charles, La., and 
Walker Reynolds, vice-president of the Alabama Pipe Com- 
pany. 

General Prosperity Would Result 


General business prosperity would result from a 15 per 
cent increase in railroad freight rates, more than 50 south- 
eastern manufacturers, shippers, and business executives tes- 
tified January 7 as the Commission concluded a two-day hear- 
ing at Atlanta. 

Proponents of the rate hike declared that the present 
revenues of the railroads were inadequate to meet the gen- 
erally advancing costs of labor and supplies, that the increase 
would be “for the general good of the country,” and that it 
was necessary to insure the continued operation of the rail- 
roads under private ownership. Many of the witnesses repre- 
sented the same kinds of industries that had opposed the pro- 
posed increase. 

F. W. Beazley, president of the Atlantic Company, of At- 
lanta, said he was convinced that many people who would prefer 
that the suggested increase be refused were laboring under the 
delusion that the railroads were perpetually solvent and could 
not fail. 

“One who has followed even slightly the operations of the 
railroads in the last 10 years cannot help but appreciate the 
problem of the railroads and the necessity for the 15 per cent 
increase in rates; if for no other cause than the dire economic 
effects of partially unregulated truck and bus competition and 
the many advantages that trucks and busses have received 
from the hands of various states,” he said. 

R. H. White, Jr., president of the Southern Wood Preserv- 
ing Company, of Atlanta, said: “It is for the best interests of 
the country as a whole that the railroads have immediate re- 
lief in the form of increased revenues in order to preserve their 
solvency, and it is also best for us and the country as a whole 
that the railroads continue under private ownership and op- 
eration.” 

The majority of witnesses who testified at the closing 
session represented firms that pay from $250,000 to $1,000,- 
000 annually in transportation charges, W. N. McGehee, 


The Traffic World 


Vol. LXI, No. 3 


counsel for the railroads said. Numerous chambers of com- 
merce in the southeast were also represented. 

G. G. Ware, president of the First National Bank. of 
Leesburg, Fla., declared that, “if our present capitalistic sys- 
tem is to endure, we must have a balanced budget in busi- 


ness as well as in government,” adding that “the railroads are - 


helpless in controlling their major operating expenses and 
other fixed charges and the only relief which they can seek 
is through increased charges for their services. 


J. H. Alexander, president of George Muse Clothing Com- 
pany, Atlanta, said: “It occurs to me that the request of the 
railroads is fair and justifiable, especially in view of substan- 
tial wage advances and higher material cost which have placed 
them in a position of being unable to continue their former 
enormous purchasing power. In my opinion, to restore this 
purchasing power to the roads would immediately stimulate 
business generally, which is much needed at the present time.” 

Describing the railroads as “the most important factor in 
our entire economic life,” Norman E. Elsas, of the Fulton Bag 
and Cotton Mills, Atlanta, said that, “since the railroads are 
subject to mounting expenses of all types and vigorous com- 
petition and are limited in the volume of business they may 
do, I feel that it is a vital necessity that their existence be 
preserved.” 

Others from Atlanta making similar statements included: 
Edgar Chambers, president of Parks-Chambers, Inc.; E. H. 
Cone, Jr., chairman, board of directors, the S. S. S. Company; 
Robert Strickland, president of the Trust Company of Georgia. 

Thurmond Chatham, president of the Chatham Manufac- 
turing Company, Winston-Salem and Elkins, N. C., said: 
“While it will be costly to our company, it would seem that a 
fair addition to the present rates would add to general pros- 
perity and work to the common good.” 


Exception for Truck Crops 


_ Earlier in the day a group of farmers from South Caro- 
lina appeared to urge that “trucking crops be exempted from 
the rate increase. They explained that any increase in freight 
rates would work an immediate hardship upon small-scale, 
unorganized farmers of the south. 


Pointing out that there were thousands of farmers in 
South Carolina who “need sheets as well as shirts,” they de- 
clared that “the farmers can spend the money they now have 
to better advantage than the railroads can if they took it away 
from the farmers.” 


South Carolina planters who opened the testimony in the 
morning included Alfred Scarborough, of Eastover, S. C., Al- 
fred G. Smith, of Edmund, S. C.; M. H. O’Neill, of Estil, S. C., 
B. L. Gant, of Monetta, S. C., and others. They asked for ex- 
emption on various farm products including potatoes, aspara- 
gus, watermelons, peaches and cattle. 

Testifying in favor of the proposed rate increase, Edward 
C. Swartz, president of the Burton-Swartz Cypress Company, 
of Perry, Fla., said: 

“I think I understand the position the railroads are in 
and have a fair knowledge of the railroad industry as a whole. 
I realize the present revenues of the railroads are inadequate 
to meet the generally advancing costs of labor and supplies. In 
consideration of these facts, as I see them, I am firmly of the 
opinion that the increase in rates the railroads are seeking 
should be granted.” 

A. C. Carson, president of the Riverton Lime and Stone 
Co., of Riverton, Va., said his company would not pass the in- 
crease to customers, “at present, at least.” 

“We have found by our own experience that increased 
costs of materials, labor, and taxation make it impossible for 
us to carry on without these increases being reflected in the 
cost of our product and our service, and judging from our own 
experience, we are of the opinion that the application of the 
railroads is a reasonable one and substantially in line with the 
advances in cost of operation which we know that they have 
been subjected to,” he said. 

W. R. Lovett, president of Winn and Lovett Grocery Com- 
pany, Jacksonville, Fla., said: “Practically all commodities 
and every cost of operating a business have increased greatly, 
including taxes, and I feel that, in order for the railroads to 
continue to give the public first class service, they should have 
additional revenue to take care of their increased costs. I feel 
if this 15 per cent increase in rates is granted it will help 
Jacksonville and Florida to a considerable extent and will not 
be a burden on the ultimate consumer.” 

“Railroads need relief now and there is no way to get it 
except by the rate increase,” declared Thomas E. Kilby, presi- 
dent of the Kilby Car and Foundry Company, of Anniston, Ala. 
“They cannot expect relief from taxation; there is no such 
thing.” 
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More employment was seen possible in the increase by 
Wiley B. Bryan, president of a Louisville paint firm. 

Cc. R. Clements, insurance executive, Nashville, Tenn., 
said a rate boost would make insurance bonds stronger. 

C. W. Bailey, banker, of Clarksville, Tenn., said resolu- 
tions he presented from civic bodies “asked but did not specify” 
relief for dark-fire tobacco growers in the proposed increase. 

B. M. Edwards, banker, of Columbia, S. C., presented 
favorable resolutions by eleven South Carolina trade bodies. 
He testified that manufacturers could well afford to absorb 
most of the increase, but “farmers are not as well organized 
as business.” 


Representing twelve shippers of sand and gravel in Ala- 
bama, A. J. Ribe, of Birmingham, declared that freight rates 
on the two products were “almost double their selling price 
at the point of origin” at one period. He and George A. Matti- 
son, Jr., also of Birmingham, agreed that truck competition 
is increasing steadily. 


“We are favorable to increased revenue for railroads, but 
we question the fact that such a raise would help materially. 
It may drive business from the railways,” he continued. 


The witnesses testifying for the rate increase were sworn 
en masse to speed up the hearing. Only a few of the 56 wit- 
nesses gave direct testimony. 

Following is a list of all who appeared in behalf of the 
railroads: 


*M. M. Murphy, second vice-president, Chamber of Commerce, 
Salisbury, N. C. 

+J. Harry Alexander, president, George Muse Clothing Company, 
Atlanta, Ga. 

*+C. W. Bailey, president, First National Bank, Clarksville, Tenn. 

+F. W. Beazley, president, The Atlantic Co., Atlanta, Ga. 

+Roy Bond, vice-president, Bond Bros., Inc., Louisville, Ky. 

+Wiley B. Bryan, president, Chas. R. Long, Jr., Company, Louis- 
ville, Ky. 2 

C. M. Bullitt, president, Henderson Elevator Company, Henderson, 
Ky. 

” *Mrs. Henriette Carlisle, executive secretary, Chamber of Com- 

merce, Griffin, Ga. 

*+A. C. Carson, president, Riverton Lime & Stone Company, River- 
ton, Va. 

+R. A. Cauthorne, president, Cauthorne Paper Co., Richmond, Va. 

+Edgar Chambers, president, Parks-Chambers, Inc., Atlanta, Ga. 

+C. R. Clements, vice-president, National Life & Accident Life In- 
surance Co., Nashville, Tenn. 

*A. Collins, president, Chamber of Commerce, Americus, Ga. 

+E. H. Cone, Jr., chairman board directors, S. S. S. Co., Atlanta, 
Ga. 

+Thurmond Chatham, president, Chatham Manufacturing Co., 
Winston-Salem, N. C. 

*+C, W. Craig, executive secretary, Manufacturers & Wholesalers 
Association, Paducah, Ky. 

*+F, J. Cramton, president, Cramton Lumber Co., Montgomery, 
Ala. 

J. M. Darden, Jr., Sands & Co., Roanoke, Va. 

*+C, D. Davenport, secretary-manager, Panama City Chamber of 
Commerce, Panama City, Fla. 

+W. W. Doe, president, Alabama Machinery & Supply Co., Mont- 
gomery, Ala. 

*B. M. Edwards, executive vice-president, South Carolina National 
Bank, Columbia, S. C. 

+Norman E. Elsas, vice-president, Fulton Bag & Cotton Mills, At- 
lanta, Ga. 

+A. M. Foote, proprietor, A. M. Foote Lumber Co., Jacksonville, 
Fila. 

*G. G. Ware, president, First National Bank, Leesburg, Fla. 

+Jos. P. Gaut, president, Holston Manufacturing Company, and 
vice-president Pruden Coal & Coke Co., Knoxville, Tenn. 

A. D. Harper, president, A. D. Harper Lumber Co., Montgomery, 
Ala. 

*W. H. Hendley (representative chamber of commerce),Taylor- 
Colquitt Company, Spartanburg, S. C. 

+L. W. Howard, president, Howard Grain Company, Jacksonville, 
Fla. 

*Thos. R. Jones, executive vice-president, Chamber of Commerce, 
Savannah, Ga. 

T. E. Kilby, president, Kilby Car & Foundry Co., Anniston, Ala. 

+John Ed. Legreve, vice-president, Carlton Construction Company, 
Albany, Ga. 

W. Fred Lightsey, president, Lightsey Bros. Lumber Co., Miley, 
Ss. -<. 

+W. R. Lovett, president, Winn & Lovett Grocery Company, Jack- 
sonville, Fla. 

*P. C. Maurer, traffic manager, Chamber of Commerce, Jackson- 
ville, Fla. 

T. E. McCord, N. P., Montgomery Union Stock Yards, Montgomery, 
Ala. 

+R. J. McCreary, president, R. J. McCreary Lumber Co., Mont- 
gomery, Ala. 

+Harold McDermott, vice-president, Newcastle Coal Company, Bir- 
mingham, Ala. 

E. W. McKinley, president, McKinley Lumber Company, Anniston, 
Ala. 

Carroll & Milan, Williamson Tie Company, Jacksonville, Fla. 

+M. N. Newell, vice-president, Johnston & Co., Inc., Richmond, Va. 
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. W. M. Palmer, president, Dixie Lime Products Company, Ocala, 
la. 


*Edwin Paxton, Jr., associate editor, Paducah Sun-Democrat, Pa- 
ducah, Ky. 
*Walter P. Pike, secretary, Chamber of Commerce, Columbus, Ga. 


. *+C. M. Preston, president, Hamilton National Bank, Knoxville, 
enn. 


7Robert B. Shepard, sales manager, Raleigh Granite Company, 
Raleigh, N. C. 


*+Miles J. Smith, treasurer, Carolina Rubber Hose Company, Salis- 
bury, N. C 


‘ tRobert Strickland, president, Trust Company of Georgia, Atlanta, 
a 


F. S. Stubbs, president, Stubbs & Stubbs, Inc., Douglas, Ga. 
= tE. G. Swartz, president, Burton-Swartz Cypress Company, Perry, 
a. 


*L. M. Trimble, executive vice-president, Chamber of Commerce 
Macon, Ga. i 


R. H. White, Jr., president, Southern Wood Preservi 
Atlanta, Ga. rving Company, 


. J. J. Whittington, president, Walker Foundry Company, Roanoke 
a. 


e **L. D. Woods, secretary-treasurer, Chamber of Commerce, Dublin 
a. 


7E. B. Young, manager, Raleigh Granite Company, Charlotte, N. C. 


*Had resolutions from chambers of commerce, boards 
« , of : 
tHad prepared statement. bie 


EL PASO HEARING 


New Mexican cattlemen and sheepmen and Texa ~ 
men, testifying at the opening of the rope in Ex Parte 23 
at El Paso, Tex., January 6, said their financial difficulties were 
se — - -— = be railroads and they were in no 

on to help the railroads b ivin 
15 per cent in freight rates. en ae 

_ If the advance were granted, stockmen said, it would be 
ruinous and disastrous. They declared their friendship for the 
railroads and said they sincerely appreciated what the roads had 
done in the way of building up their section of the country and 
getting their products to market. However, they reiterated, 
the 15 per cent increase in rates the railroads were seeking 
to saddle on them was just too much of a burden. Cattlemen 
said if times were more prosperous the increase might not be 
so — a now — a most inopportune time. 

shippers who testified January 6 

‘egieere p y © opposed the proposed 

Several testified considerable business would be diverted to 
trucks if the increased rate was granted. 

j A doleful picture of present times painted by New Mex- 
ico sheepmen involved the dwindling of flocks of sheep in that 
state from 6,300,000 head in 1900 to 1,200,000 today. Herds of 
cattle in that same period went from about 3,000,000 head to a 
present total of 1,500,000, according to stockmen. There was a 
time, they said, when tax payers owned 60 per cent of the 
state, but that percentage had now been pared down to 40. 
National forests and other government holdings accounted for 
that shrinkage, they said. 

___ El Paso witnesses injected the ancient battle against the 
differential rate to bring up the high level of present rates 
and to show that the proposed 15 per cent increase would 


amount to that much additional burden that would have to be 
carried by local shippers. 


It was pointed out that rates in the differential territory 
were 15 per cent higher than in common point territory. The 
differential line runs through Amarillo, Lubbock, Midland, San 
Angelo and San Antonio. Everything west of those points is in 
differential territory. Also, the territory south of Divine and 
Corpus Christi, which takes in the Lower Rio Grande Valley, 
is in differential territory. Shippers said the railroads volun- 
tarily included eastern New Mexico as differential territory. 

L. C. Brite, Marfa cattleman and former president of the 
American National Livestock Association, first witness, tes- 
tifying on direct examination conducted by E. R. Tanner, man- 
ager of the El Paso Freight Bureau, and who also appeared for 
the El Paso Chamber of Commerce and West Texas Chamber 
of Commerce, said, relative to the 15 per cent increase: 

“It is unreasonable, unfair, disastrous and dangerous to 
producers. Seems to me like a case of robbing Peter to pay 
Paul. I do not doubt that the railroads need money. Everyone 
needs money this day. If this increased rate goes into effect 
chaotic conditions will result. The burden will be shifted from 
the shoulders of the railroads to the backs of the producers. 
Every feeder who buys cattle from me to ship to Iowa pays 
the freight and then when he gets ready to ship to market he 
will, perhaps, have to pay another hike.” 

L. R. Simpson, attorney for Wilson and Company, also 
appearing for Swift and Company, Armour and Company, and 
Cudahy Packing Company, asked Mr. Brite if producers of 
live stock could “stand the 15 per cent increase.” Mr. Brite 
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replied that they could not. Mr. Simpson asked Mr. Brite, 
who, in his opinion, would bear the increased rate on dressed 
meats and he said: “The greater part will be paid by the 
producer.” 

W. B. Mitchell, Marfa, president of the Highland Hereford 
Association, testified that the majority of his carload shipments 
of cattle went east of the Mississippi River, to Illinois, Indiana 
and Ohio. The annual output of the members of the Highland 
Association, he said, was 50,000 calves. He said producers 
would stand the brunt of the 15 per cent raise in rates. 

“The cost of production on a calf amounts to $30,” said he. 
“The price has been running around 6 and 7 cents a pound. 
Nineteen thirty seven started out with a boom. Feeders got 
high prices. We are back today a little below cost of produc- 
tion. 

“The railroads have been our friends and have cooperated 
with us. I know they are having a struggle to get along, but 
not any more so than we are. If added costs are put on us 
that will mean we are going further in the hole. 


“The railroads receive more benefit from the cattle in our 
section than in any other because of the long haul.” 


Mr. Mitchell said that 10 years ago not 10 per cent of 
the ranches in his section had mortgages, but today 90 per 
cent were covered in that particular. 

Cross examined by Mr. Simpson, Mr. Mitchell said: “Nine- 
teen thirty eight does not look good. I do not know what the 
end of 1938 will be, but it does not look good now.” 

R. S. Outlaw, Chicago, attorney for the Santa Fe, asked 
Mr. Mitchell if he could suggest any way other than the 15 
per cent increase whereby railroads could obtain additional 
revenues. Mr. Mitchell said he could not answer. 

Mr. Mitchell told E. O. Thompson, Texas railroad com- 
missioner, that “newspaper propaganda started a Kosher strike 
when some cattle were selling around 18 cents a pound on foot. 
The majority were bringing 10 and 12 cents. Newspapers 
were looking for something startling,” he said. 

In answering J. D. Lamb, member of the New Mexico State 
Corporation Commission, Mr. Mitchell said: “Our calves aver- 
age aa pounds. The 15 per cent increase would mean 60 cents 
a head.” 

O. M. Lee, Alamogordo, vice-president of the New Mexico 
Cattle Growers’ Association, said a 15 per cent increase would 
add to the net loss of the cattle industry. He said he saw 
no reason for making a forecast that the market would im- 
prove. He said he thought the average New Mexico cattle 
raiser was operating at a loss and any increase in freight 
rates would add to that net loss. 

Mr. Lee went into considerable detail about the cost of 
live stock production. That average cost in New Mexico, he 
said, was approximately 612 cents a pound. Among other items, 
he said, wages for cowboys had increased. 

“Your cost figures are more definite than figures railroads 
can give you on carrying a car anywhere,” Commissioner 
Thompson said. 

“T think you are paying too darn much for your labor,” 
Mr. Lee informed Mr. Outlaw. 

“That is water over the dam,” Mr. Outlaw replied. “Are 
you aware that increase was made as part of the mediation 
under the railway labor act?” 

Mr. Lee said he was not a railroad man and could not 
suggest any way whereby railroads could gain additional rev- 
enues, if they were not granted the 15 per cent increase. 

“If the railroads want more money I guess they will have 
to do like the cattleman does . . . borrow it from the RFC,” 
J. F. Walker, ranchman of Weimar, Texas, said. He is presi- 
dent of the Gulf Coast Council of Agriculture, with a member- 
ship of 25,000. “We are not making enough money in South 
Texas to keep things percolating,” said he. 

A. D. Brownfield, Florida, N. M., president of the New 
Mexico Cattle Growers’ Association, said catthkemen were mak- 
ing a strenuous fight for self preservation and could not stand 
any more burdens. “We do not want to see the railroads go 
out of business. We appreciate the support they give our state 
and county by the taxes they pay,” said he. 

J. C. Peyton, president and treasurer of the Peyton Packing 
Company, Inc., El Paso, said: “Due to the differential and 
high long-haul, inbound rates, our relative position as regards 
competition is such that the addition of 15 per cent to our 
present relatively high rates would greatly jeopardize our 
competitive position. This is especially true in view of the 
increase on many of our commodities just made, effective Dec. 
20, 1937. Consumer resistance would not permit any increase 
in the price of the finished product. El Paso and the trade 
territory will shrink further if the 15 per cent increase is 
granted. The differential should be eliminated. I know live 
stock of this section cannot stand any further increases in 
freight rates. The processor will not be able to shift any 
additional burdens to the consumer. 
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Replying to J. R. Bell, counsel for the Southern Pacific, 
Mr. Peyton said he had read in newspapers about vast sums 
spent by the carriers with other industries, but he was not 
a profession economist and, therefore, could not say what 
the effect of the improved purchasing power of railroads would 
be on the general public. 

J. S. Morrison, who has a ranch at Schole, N. M., said he 
drove cattle over the trails when grass was free, there were 
no fences, $30 cowboys, and $20 saddles. Since then, he said, 
there had been a tremendous change in the cattle business. 

“TI believe the railroads are killing the goose that lays the 
golden egg,” he said. “The boys cannot afford to pay any 
more. Everything on the ranch is covered by a mortgage. . . 
even saddle horses. If they liquidated today, they could not 
realize 10 cents on the dollar.” 


Joe Evans, El] Pasoans and New Mexico ranch owner, said: 
“I came here with the railroads 54 years ago. The railroads 
have been the best friend the west ever had. We could not 
market our cattle but for the railroads. However, we do not 
feel it is fair to us, because they are in bad shape, to put 
their burdens on the cowman. I do not feel like this is our 
—_- I do not feel we should be called on to pay railroad 
osses.” 


Cattle and sheep constituted New Mexico’s basic industry, 
Floyd W. Lee, San Mateo, president of the New Mexico Wool 
Growers’ Association, said. He told Mr. Outlaw that, in Valen- 
cia County, in which he lived, the Santa Fe paid $80,000 a year 
in taxes. 

“However,” he said, “we feel we have to survive in order 
that the railroads can survive. We do not believe in govern- 
ment ownership of railroads or too much government regulation. 
We want the railroads and we would like to have more rapid 
delivery of our live stock.” 

If market conditions were better, shippers might absorb 
the 15 percent increase, Fred D. Huning, Los Lunas, N. M., 
sheep raiser, said. He said he did not see anything that sug- 
gested better prices in 1938. 

L. A. McRae, Albuquerque, secretary-manager of the New 
Mexico Cooperative Wool Warehouse Company, said the pro- 
ducer paid the freight. 

John E. Shirley, Albuquerque, vice-president of the Louis 
Ilfeld Company, growers and dealers in sheep and wool, said: 
“It is a most inopportune time to increase rates. We have faced 
about a 40 per cent drop in value in sheep since August. A 
raise would be an added burden.” 

H. O. Bursum, Socorro, N. M., who had raised sheep for 
43 year, said: “This is an inopportune time to add to the 
burdens of live stock raisers. It is like making a run on a 
bank that is short of funds. Sheep and cattlemen are making 
a gallant fight to come back. Last spring stock cattle sold 
pretty well, fair prices, but in the fall everything seemed to go 
to pot. I realize railroads need more revenue, but so do we all.” 

John J. Dee, traffic manager of the West Texas Cotton 
Oil Company, also appearing for the E] Paso Cotton Industries, 
Inc., and Elk Cotton Oil Company, said he opposed the increase 
because the Commission, after a hearing that had lasted seven 
years, had prescribed maximum and reasonable rates on cot- 
tonseed and its products which became effective in October, 
1934, and thuse had been the prevailing rates, generally speak- 
ing, until Dec. 20, 1937. He said there were now 460 mills in 
operation, compared to 887 in 1914. 

Mr. Bell asked him if the reduction in the number of oil 
mills had not been the result of acquisition or consolidaticn. 
Mr. Dee said the greater number of mills had been abandoned. 

W. C. Moore, assistant traffic manager of the West Texas 
Cotton Oil Company, Houston, said any further increases in 
rates would only serve to pyramid rate increases already made. 

W. D. Wise, El Paso, sales representative of the Farmers 
Cooperative Oil Mill in the Lower El Paso Valley, concurred 
in the statements made by the other oil mill representatives. 

Leslie C. Fitch, Dallas, consulting statistician, introduced 
a survey that showed an increase in cotton hauled by trucks 
from Dallas to Texas ports when rail rates were higher. He 
was examined by Carl B. Callaway, attorney, of Dallas. 

Stanton Brown, president of the Exporters and Trader 
Compress and Warehouse Company, Waco, said the purport of 
his testimony and that of Mr. Fitch was to show freight would 
be diverted to trucks. To show compresses were an adjunct 
to railroads, Mr. Callaway introduced Volume 208, I. C. C., 
showing the relations between railroads and compresses. Mr. 
Brown figured the 15 per cent increase would reach 2 cents a 
hundred pounds on cotton shipments at points within 100 
miles of Texas ports, where the business began for railroads, 
anc atout 9 cents at Lubbock. He said that would divert a 
—- amount from Lubbock and Oklahoma points by 
truck. 

W. T. Scoggin, Las Cruces, N. M., cotton and truck farmer, 
opposed the increase. 
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F. W. Whitney, Ysleta, Texas, secretary-treasurer-manager 
of the El Paso Bartlett Pear Association, said rail rate in- 
creases would increase the volume for trucks. 


Dallas Endorses Petition 


Dallas appeared Friday and unqualifiedly endorsed the 
petition of the carriers for a 15 per cent advance in Freight 
rates. 

Officials of the El Paso Chamber of Commerce said they 
had thought that, inasmuch as Dallas merchants did business 
in El] Paso Dallas would stand with El Paso against any hike in 
freight rates. Not so. 

The action came in the form of a resolution of the Dallas 
Chamber of Commerce which endorsed the proposed 15 per 
cent advance without reservations. It was presented by J. 
Ben Critz, vice-president and general manager of the Dallas 
Chamber of Commerce. Representatives of the El Paso 
Freight Bureau hammered at him, but could not budge him 
from his position. 

The endorsement by Dallas and by other Texas 
interests furnished the highlights of the closing day of the 
El Paso hearing. It was adjourned at 3:45 p. m. Friday by 
Commissioner Porter. 

El Paso shippers Friday morning detailed a growing incli- 
nation in favor of an increased use of shipping by water to 
Tampico and over the National Railways of Mexico to this 
point as a means of offsetting rail increases in this country. 
It was brought out that this route has been used and is being 
used now. 

El Pasoans said they had already made shipments via the 
Tampico-Mexican railway route at a saving. 

El Paso automobile dealers said they were considering 
contracting with trucking companies to haul in their automo- 
biles, if carriers got any further rate increases. They also 
mentioned that the number of their customers who accepted 
delivery at Detroit and drove their autos back to El Paso to 
save freight was increasing. 

J. R. Bell, of the Southern Pacific, seemed somewhat 
taken aback when R. G. Folk, president of the El Paso Motor 
Company, dealers in Pontiacs and Chevrolets, said 100 per 
cent of the local railroad men saved the freight item by ac- 
cepting delivery in Detroit. Mr. Bell developed through his 
examination that railroad men in this instance were prompted 
to that action by the extra vacation angle it offered. 

Emphasizing the advantage Dallas already held over El 
Paso in freight rates, E. R. Tanner, manager of the El Paso 
Freight Bureau and traffic manager of the West Texas Cham- 
ber of Commerce, as well as Harry North, assistant manager 
of the El Paso Freight Bureau, endeavored unsuccessfully to 
get Dallas citizens to admit the proposed 15 per cent increase 
would further enhance this advantage. 

An exhibit introduced by Mr. Tanner, showing the pres- 
ent and proposed first class rates on less than carload lots 
from Kansas City, Mo., to El Paso, compared with competitive 
points, disclosed that the $1.59 rate in 1914 had been increased 
to the present $2.91 and the 15 per cent advance would make 
the total $3.35. The Dallas and Fort Worth rate of $1.27 in 
1914 had increased to the $1.77, present rate, and a 15 per cent 
advance would make the total $2.04, compared to the $3.35 
new rate for El Paso. 


An exhibit introduced by F. C. Tockle, traffic manager of 
Bailey-Mora Company, Inc., El Paso customs brokers, receiv- 
ing and forwarding agents, showed that the carload rate on 
agricultural implements from New York by water to Tampico 
was 76 cents a hundred pounds, plus 48 cents on the National 
Railways of Mexico to El Paso, making the total $1.24, as 
against the $1.40 rate of carriers in this country. The pro- 
posed 15 per cent increase would advance the $1.40 to $1.61, 
Tockle pointed out. On machines and machinery Mr. Tockle 
showed a Tampico rail rate of $1.23.3 as against a present 
$1.58 and proposed rate total of $1.81. 

Mr. Tockle said: ‘It seems to me the 15 per cent advance 
would defeat the purpose for which it is intended, because of 
the business the carriers would lose by way of Tampico.” 

He said there was now a great deal of traffic going the 
Tampico route “because of low transportation,” and consid- 
erable shipments from Pacific coast ports to Mexican ports for 
the same reason. 

Mr. Bell expressed the viewpoint that if there were such 
great differences between rates via Tampico and the all-rail 
in this country, there should be a much greater volume for 
the Tampico route. 

The endorsement by the Dallas Chamber of Commerce 
somewhat shocked officials of the El Paso Chamber of Com- 
merce. The latter said they thought that Dallas merchants, 
inasmuch as they did business in El Paso, would be opposed 
to any increase. J. Ben Critz, vice-president and general man- 
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ager of the Dallas Chamber of Commerce, who introduced 
the endorsing resolution at the El Paso hearing, replied, in 
answer to representatives of the El Paso Freight Bureau and 
West Texas Chamber of Commerce, that he did not think an 
increase in rates would hurt the business of Dallas merchants 
in that territory. 

The resolution of the Dallas Chamber said: 


Whereas the condition of American railroads is such that an in- 
crease of rates is imperatively necessary, if these carriers are to per- 
form their essential services, and also to contribute their important 
part to the improvement of economic conditions in the United States. 

Therefore, be it resolved that the Dallas Chamber of Commerce 
make known their resolutions to the Interstate Commerce Commission, 
to the Association of American Railroads, and to the press, and that 
the Chamber exert its energies for the accomplishment of the success 
of the present effort to bring about an increase in rail rates. 


That was signed by L. B. Denning, president of the Dalias 
Chamber. 


Mr. Critz said large and small shippers of all kinds were 
contracted and consulted before definite and final action was 
taken. Data was compiled and carefully studied. 

F. R. Horton, traffic manager of the Trinity Portland 
Cement Company, Dallas, said: “We are members of the 
Dallas Chamber of Commerce, but they are not speaking for 
us. We feel the increase of 15 per cent is excessive and not 
justified.” 


The single El Paso endorsement of the rate increase came 
from H. E. Dickson, local branch manager of the Burton-Lingo 
Lumber Company, which has 32 yards located at 32 points in 
Texas. Mr. Dickson said he was appearing in favor of the 
increase at the request of George E. Faust, vice-president of 
the company, Fort Worth. 


H. G. Cornatzar, Dallas, assistant treasurer of the Lone 
Star Gas Company, said his company and officials wanted to 
urge the I. C. C. to grant the railroads increased rates. 

F. W. Pulliam, Crystal City, Texas, who spoke for the 
Winter Garden Chamber of Commerce, said higher rates might 
stop shipments of spinach from his section. He said the av- 
erage annual movement was 4,000 cars to New York. He was 
examined by R. V. Dover, manager of the San Antonio, Texas, 
Freight Bureau, who asked Mr. Cornatzar: “If the spinach 
movement was killed by higher rates would you still be in 
favor of them?” 

“I do not eat spinach,’ Mr. Cornatzar replied. However, 
he added, he would not favor rates that would stifle anything. 
He did not believe the 15 per cent advance would stop Texas 
spinach from going to New York. 

C. W. Waterman, appearing for the Texarkana, Ark., 
Chamber of Commerce, said carriers were entitled to relief 
and should have the increase. 

Jack B. Dale, president of the Briggs-Weaver Machinery 
Company, Dallas, said: ‘‘We cannot do without the railroads 
and I believe that, unless the present asked for increase is 
given the railroads, they will have to cease operating as they 
are. They might become an operation of the government, 
which, I believe to be improper, inefficient, and very few peo- 
ple of this country desire government operation of our rail 
facilities. I believe it very urgent that the increase asked for 
be granted.” 

Rupert Harkrider, vice-president and secretary of the J. 
M. Radford Grocery Company, Abilene, Texas, said: “Our 
position is that the railroads must have cost of economical 
operation, the cost of taxes and upkeep and a reasonable re- 
turn of the investment and that this can be provided only by 
rates sufficient to do so, and that if increased rates are neces- 
sary for this, that we, as citizens and merchants of the west- 
ern half of Texas, are willing that our particular section pay 
its proportionate part of any such necessary increase, pro- 
vided such increases are not so fixed as to discriminate against 
our particular section.” 


G. C. McDonald, representing the H. O. Wooten Grocery 
Company, Abilene, Texas, said: “It is our opinion that it is 
to the best interest of the public that our well managed rail- 
ways be able to earn sufficient revenues to accomplish the 
following: 1. To maintain their properties in first class op- 
erating condition, and to make such improvements as will 
keep their equipment fully abreast of the times. 2. To be 
able to meet promptly fixed charges on their bonded indebted- 
ness. 3. To earn for their stockholders a fair return on their 
investment. 

“If the present rate structure will not accomplish these 
results, we believe it to be to the best interest of the public 
that they be granted such increases in rates as will bring 
this about, for the reason that every rail line that is able 
to do these things is a very great asset to every community it 
traverses. Then, too, either directly or indirectly, through 
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life insurance policies and other savings agencies, rail lines, 
in a large measure, are owned by the public, and when rail- 
ways are not earning sufficient to meet their obligations the 
public suffers, and this, in turn, disrupts other business of 
every kind. 

“We, of course, don’t have the necessary information to 
determine what should be done, but feel that it is a matter 
for the Interstate Commerce Commission to determine.” 

T. N. Carswell, secretary-manager of the Abilene Cham- 
ber of Commerce, said: “The railroads are not only a local, 
but a national convenience and necessity. They must not only 
render services as they are now doing, but they must improve 
their services to meet the demands of progress. 

“We, therefore, urge that the Interstate Commerce Com- 
mission, after investigation, sufficiently exhaustive to ascertain 
all of the applicable facts, grant such rate increases as the 
results of the investigation warrant, and which may be nec- 
essary to maintain the financial integrity and private operation 
of the railroads. 

“Freight rates in West Texas are already high. The rate 
on cotton from West Texas points was recently increased. We 
ask the Commission, therefore, to take into account the high 
rate structure already in effect in West Texas, should a gen- 
eral increase in freight rates be found necessary and made 
applicable.” 


O. C. McConnell, secretary of Crombie and Company, El 
Paso wholesale fruit and produce business, said his company 
found it necessary to use its own trucks in transporting 
produce: “First we are unable to pay transportation charges 
assessed by railroads and for-hire truck lines and still meet 
competitive dealer competition in the territory. Second, we 
are unable to compete with so-called itinerant truckers and 
other private carriers if we use for-hire transportation 
agencies. Third, we find by using our own equipment we are 
able to render much better service to the trade than is pos- 
sible otherwise. Fourth, we can serve the trade at much less 
transportation expense than we can by any other method. 

“Prior to the last two seasons, cabbage produced in the 
Hondo Valley in New Mexico moxed in large part by rail in 
carload lots from Tularosa to points in Texas and other states. 
This season we attempted to move some of the crop by rail 
and quoted prices to Dallas, Fort Worth, San Antonio, Houston, 
Beaumont and Paris, all Texas firms. After making the quo- 
tations we were advised that cabbage was moving from the 
Hondo Valley by truck into the Dallas market and other nearby 
markets and was being offered for sale at much lower prices 
than had been made by us on carlot shipments.” 

L. M. Hanson, vice-president of James A. Dick Company, 
El Paso, wholesale grocer, said he was convinced that the 
proposed increase would mean a substantial increased truck- 
ing of grocery items for much longer distances than is the 
case today. He said the unregulated trucks would have a 
much wider margin to play with and the increase would 
place them on a firmer foundation than at present. 

He said: “Summing this up, due to the high differential 
in this section over competitive points, the railroad companies 
would lose more revenue than they would gain by increasing 
their rates 15 per cent.” 

Cross examined by Mr. Bell, Mr. Hanson said he was 
opposed to any increase “on top of present differential rates.’ 

James H. Pierson, traffic manager of Momsen-Dunnegan- 
Ryan Company, El Paso and Phoenix, said his company was 
engaged in a wholesale hardware, plumbing material, stoves, 
household utensils, mine, mill and ranch supply business. He 
said: 

“We have developed that we can ship many and heavy 
moving commodities from New York to Tampico, Mexico, by 
boat line and from Tampico to El Paso by the National Rail- 
ways of Mexico at lower rates than those of the American car- 
riers, both rail, ocean and rail and all-rail. In some cases 
we have moved shipments from New England points to El 
Paso via the Panama Canal to Los Angeles and the lowest 
cost carriers Los Angeles to El Paso at lower rates than those 
of the all-rail and ocean and rail routes. Further increase in 
the rates of the American rail, ocean and rail and all-rail car- 
riers will make the use of the rates applying from New York 
via Tampico and Mexican lines to El Paso and those via the 
Panama Canal more economical and, of course, more attrac- 
tive.” 

E. R. Collins, traffic manager of Charles Ilfeld Company, 
Albuquerque, N. M., wholesale distributor of merchandise op- 
erating 15 wholesale houses in New Mexico and Colorado, said 
his company would transport approximately 1,300 cars a year 
of various classes of merchandise in carload lots to its various 
branches. He said the firm was also interested in the produc- 
tion of sheep, having approximately 50,000 head on its ranch 
at this time. 
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“New Mexico is also handicapped by the so-called differ- 
ential territory rate, while our competitors are not affected 
by any such excess rate added to their base rate,” he said. 
“Any increase based in this manner will, in our opinion, only 
tend to drive tonnage away from the rail carriers, depleting 
their revenue to a much greater extent than they are now de- 
riving. It will also tend to force the farmer and producer to 
buy his own truck equipment which will take all that tonnage 
away from the carriers. It is true in the merchandising busi- 
ness, as far as New Mexico points are concerned, that both 
Colorado and North Texas points are favored not only with 
lower freight rates, but they also have the edge on commodity 
prices. The two together forces us to deliver merchandise to 
our trade territory by our own truck equipment.” 

Fred Ryan, sales manager for Momsen-Dunnegan-Ryan, 
said: “In the last twelve years the changes that have been 
made in freight rates in our territory, favorable to other 
jobbing centers, have made it necessary for us to reduce the 
margin of profit, we feel we are entitled to in order to meet 
the position of our competitors. We found it necessary to es- 
tablish a branch in Phoenix, carrying there such items as it 
was impossible for use to move out of El Paso on account of 
the lower rates enjoyed by coast jobbers.” 


W. L. Benton, secretary-treasurer of the El Paso Brick 
Company, said the trend was toward native materials, such as 
stone, because of the high price of manufactured products. 
He thought any increase in costs might retard the Adminis- 
tration’s housing program. Mr. Bell objected to the injection 
of that federal project, but Commissioner Porter didn’t think 
any harm would be done by having it in the record. Mr. Ben- 
ton was opposed to the 15 per cent increase. He said business 
had not been normal for a number of years. 


Robert W. Mann, who supervises the buying and selling 
for the Zork Hardware Company, El Paso, said any increase 
would make El Paso’s inbound and outbound rates still higher. 
He said: “Other jobbing centers which have not experienced 
our increases in rates have expanded. We feel the rates in this 
territory are so much higher we should be left alone for a 
while. We have had advances that have not been heaped on 
other sections.” 

“Are you aware that carriers are badly in need of addi- 
tional revenue?” Mr. Outlaw asked Mr. Mann. 

He replied: “I am not familiar with their situation, but 
isn’t it possible they could effect some economies like others 
in other lines have been compelled to do?” 

M. S. Darbyshire, manager of the Darbyshire-Harvie Iron 
and Machine Company of El Paso, said he was opposed to 
more freight rate increases. He said: “In the 35 years we 
have been in El Paso we have never before had to consider 
the movement of traffic through Mexico in order that we might 
survive in business. This constant pyramiding of our rates 
and disruption of competitive relationships has forced us to 
investigate the charges and services of the Ward Steamship 
Line from New York to Tampico, Mexico, thence via the Na- 
tional Railways of Mexico to El Paso. Unless something is 
done within the near future to relieve the present situation, 
we can and will move traffic via that route. There is no alter- 
native and the increases here proposed will certainly not 
mean any additional revenue to the United States water or 
rail lines on this particular traffic.” 

Mr. Darbyshire said his company turned out steel items 
and castings. 

“Does it make any difference to you if the railroads buy 
your products?” Mr. Bell asked him. 

“The railroads buy where they can buy the cheapest... 
and that is not in El Paso,” Mr. Darbyshire responded. 

Oscar Allen, manager of Globe Mills, flour and mill prod- 
ucts, said his opinion was that an advance in rates would in- 
crease the movement of grain into El Paso by truck. Whether 
that would be profitable for his company would have to be 
decided when the time came, he said. He admitted, in answer 
to Mr. Outlaw, that he was in the ice business and the icing 
for the Pacific Fruit Company was “very substantial.” 

Mr. Outlaw asked: “Can you tell me how the railroads 
can keep their heads above water without increasing rates?” 
Mr. Allen said he could not. 

A. B. Poe, president of the A. B. Poe Motor Company, dis- 
tributor and dealer in Chrysler and Plymouth automobiles, said 
he had never convoyed “a single car to El Paso.” If there was 
an increase in rates he said he would not give that business to 
rail carriers. He said: “I will figure further with people in 
the trucking business who are now taking automobiles over- 
land by truck. We have endeavored to show railroad officials 
we could bring automobiles to El Paso for less than the rail- 
road rates we have paid.” 

Harvey Wilcox, president of the Lone Star Motor Com- 
pany, said: “At the request of customers in 1936-37 we trucked 
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in cars at a great saving to them. A customer can take deliv- 
ery at the factory. He can save $85 on a Cadillac and $40 on 
a Chevrolet. That is business the railroads are beating them- 
selves out of.” In 1936, Mr. Wilcox said, he sold 1,185 automo- 
biles and 110 of those purchasers took delivery at the factory. 
He said he sold 984 cars in 1937 and 128 of those buyers drove 
their cars away from the factory. 

Idus T. Gillett, Canutillo, Tex., farmer and canner, op- 
posed the petition. A recent resolution adopted by the direc- 
tors of the El Paso County Farm Bureau opposed the advance. 

Mr. Gillett said: “El Paso about 15 years ago was re- 
ferred to as the ‘Chicago of the Southwest’ and had a great 
number of branch houses which distributed all kinds of goods 
and machinery over the entire Southwest. Since that time, 
however, instead of going forward, she has steadily slipped, 
and her markets were lost to Fort Worth, Los Angeles, Denver 
and other places. It occurs to me that jacking up of rates is 
not the solution of the railroads’ problem. Would it not be 
more in keeping with modern business trends to reduce freight 
rates rather than raise them, and thereby increase the volume 
of tonnage hauled to such an extent that revenues would be 
adequate, and certainly the competitive truck lines would have 
no reason for existence.” 

Mr. Tanner told Mr. Bell that El Paso’s differential rate 
was just one part of his objection to any further rate increases. 

“Considering our present high rates, any further increase 
would throw us completely out of line,” Mr. Tanner said. 

Wallace Green, general traffic manager for Huey and 
Philp Hardware Company, favored increased rates for the car- 
riers. Mr. Green said his company operated trucks, Midland, 
Tex., being one point, and also used trucks to transport its 
shipments from Texas ports. Commissioner Porter said, “Then 
the 15 per cent advance would not affect you in that case.” 
Mr. Green said it would not. 

N. L. Hamilton, traffic manager, Peytin Packing Company, 
El Paso, Tex., said: “The long haul and differential traffic 
such as ours will suffer increases entirely out of line with 
short haul and common point traffic. It will be noted from the 
exhibit that many of our rates, previously prescribed as max- 
imum reasonable rates by the Commission, were raised Decem- 
ber 20, 1937. These increases went into effect without shippers 
having the opportunity of being heard on them.” 

F. H. Orgren, assistant traffic manager of the Holly Sugar 
Corporation, Colorado Springs, Colo., said the increase would 
discourage farmers from raising beets. The corporation oper- 
ates eleven factories in Colorado, Wyoming, Montana and Cali- 
fornia. Cost sheets introduced showed operation of the com- 
pany’s trucks at a less rate than freight charges. Mr. Orgren 
remarked: “It is foolish not to truck now.” 

“Why don’t you?” Mr. Bell asked. 

“We have always cooperated with rail carriers,” Mr. Or- 
gren said. 

Reference was made to the testimony of F. W. Robinson, 
vice-president of the Union Pacific, in I. & S. 14080, in which 
he said western rail carriers received in freight revenue from 
$35 to $40 an acre of sugar beets grown. 

With something over 7,000,000 tons of sugar consumed in 
the United States yearly, the increase already made and the 
increase proposed would result in additional revenue to the 
carriers of something like $17,000,000 a year, witnesses said. 

Atty. L. P. Siddons of Colorado Springs, examined the 
witnesses who appeared for the sugar corporation. 


LOS ANGELES HEARING 


Belief that the railroads were entitled to a reasonable 
advance in rates was expressed by representatives of Pacific 
coast business and industry having an annual sales volume of 
more than $500,000,000 at the hearing on the carrier’s peti- 
tion for a 15 per cent rate increase which opened at Los An- 
geles, Cal., January 10 before Commissioner Porter and David 
T. Copenhafer, examiner. 

On the other hand, protests against any increase in the 
rates were entered by several shipping groups, notably those 
representing the deciduous fruit industry, vegetable shippers 
and poultry, egg, butter and cheese producers. 

Attorneys J. R. Bell, Southern Pacific, and R. S. Outlaw, 
Atchison, Topeka and Santa Fe, represented the railroads. 
Commissioner Ray C. Wakefield and Attorney Frank C. Austin 
attended the hearing on behalf of the California Commission. 
H. R. Brashear, traffic manager for the Los Angeles Chamber 
of Commerce, represented various chambers throughout the 
state. 

Frank H. Powers, traffic manager for Sears, Roebuck and 
Company, and chairman of the rate committee of the Western 
Traffic Conference, which is comprised of 67 retail and mail 
order stores on the Pacific coast having in that territory an 
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annual sales volume of one-half billion dollars, declared that 
“the Western Traffic Conference believes a reasonable rate 
increase is justified.” 

However, he made the qualification that a number of fac- 
tors should be considered in granting an increase. He declared 
that commodities bought and sold by members of the Western 
Traffic Conference did not participate in the savings resulting 
from cancellation on December 31, 1936, of emergency charges 
because they were added to and made a part of L. C. L. and 
C. L. commodity rates in the T. C. F. B. tariffs 1 and 4 series, 
as published by L. E. Kipp, agent, and in subsequent issues. 
Therefore, he said, it was the conference’s belief that ‘before 
any increases are granted, due consideration should be given 
this fact and any increases that may be allowed by the Com- 
mission should be added to the rates in existence prior to the 
establishment of emergency charges. 

“We believe rates on furniture should be treated sepa- 
rately and differently from other commodities our organization 
is so vitally interested in, in order that the present marke 
relations can and will not be disturbed.” 

He declared that any increase that might be grantec 
should be with the understanding that the carriers would pro- 
vide “universal pick-up and delivery service, and that present 
all commodity carload rates such as are in existence to the 
western gateways of Denver, El Paso and Albuquerque, be 
extended to and made applicable to the Pacific coast terminal 
cities.” 

He drew the Commission’s attention to conclusions reached 
in a report by the Federal Coordinator of Transportation on 
merchandise traffic as published in May, 1936, as follows: 


The special report, which was unanimously approved by the 
regional coordinating committees, reflected substantial agreement be- 
tween the special committees of railroad officers and my section of 
transportation service as to principles, objectives and largely as to 
methods. The principle of coordination was approved, as were the 
common use of facilities and terminal service for all classes of mer- 
chandise traffic; improvement of service in speed, dependability and 
regularity; simplified rate structure, classification and packing re- 
quirements; simplified billing and accounting methods; realization 
of all practical economies in the handling of merchandise; the mould- 
ing of rates, service, plant and facilities to meet the needs of the 
shipping public; collection and delivery service, to be included in 
the rate with certain exceptions. 

The report proposed immediate merchandise pooling by all rail- 
roads. The special committee proposed to leave the establishment 
of merchandise pools to the carriers themselves, acting individually 
or in groups, regionally or otherwise, with pooling accomplished either 
directly or through the Railway Express Agency, or by the organiza- 
tion of one L. C. L. freight traffic agency. 


“We have not evidenced any appreciable attempt to carry 
out any of these vital, most important suggestions of economy. 
Yet economies must be recognized as most urgent. 

“We are not accusing the railroad ownership of bad man- 
agement, yet we do sincerely and deeply feel that all possible 
in economy of freight handling has not been accomplished.” 

Going back to the Federal Coordinator’s 1936 report, Mr. 
Powers quoted an excerpt which pointed out that action on 
the suggestions was left to the railroads’ initiative and that 
in two years little progress had been made. “‘In a word,’” 
Mr. Powers quoted the report, “ ‘there is every indication that 
the plan advanced by my section of transportation service for 
solving merchandise traffic problems has the general approval 
of railroad officers, in local or regional, if not national form. 
This being the case, it is impossible for me to understand or 
excuse the failure of railroads to take voluntary action in line 
with the principles they have approved. The conclusion is 
forced upon me that, if progress is to be made, some form of 
compulsion is necessary, either by the Association of Amer- 
ican Railroads or by the government.’ ” 

“We wish to go on record as heartily endorsing the prin- 
ciples set forth by the coordinator,” Mr. Powers said. “In 
addition, we wish further to call the Commission’s attention 
to the discrimination existing between localities because of 
conditions now operative in the present method of handling 
L. C. L. tonnage. 

“In conclusion, we believe that carriers should be granted 
reasonable relief, but in granting said relief that the carriers 
be compelled to eliminate discriminatory practices mentioned 
herein as they affect the territory in which the membership 
of the Western Traffic Conference tonnages are received. 

“Further, that when increased rates are granted, said in- 
creases should be based upon rates in effect prior to the estab- 
lishment of the emergency charge on transcontinental traffic. 

“Further, that national pooling of merchandise traffic be 
made compulsory, thereby making for increased financial earn- 
ings and other economies. 

“And, further, that the all-commodity carload rates now 
enjoyed from eastern and mid-western points to Denver, El 
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Paso and Albuquerque be extended to include Pacific Coast 
Terminal cities.” 

Atholl McBean, large Pacific Coast industrialist and presi- 
dent of Gladding McBean and Company, manufacturers of clay 
products with eight plants in California and Washington, said 
he felt the “railroads should be given some relief. 

“It is plain,” he said, “that they can make little if any 
money at the present time. In view of increases granted to labor 
and advances in materials and equipment, in all fairness they 
should be given sufficient increase to offset their higher operat- 
ing costs.” 

Mr. McBean testified that his gross business last year was 
approximately $5,000,000 and that shipments of tile and Fran- 
ciscan ware were made to all parts of the United States. 

Business of his company, he said, had declined recently to 
a point where it was operating only at about 50 per cent of 
capacity and operations were on the borderline between red 
and black. 

Questioned by shipper’s counsel as to his willingness readily 
to accept freight increases when his company was so close to 
the borderline, Mr. McBean admitted it was questionable 
whether the increases could be passed on to consumers, but 
thought that, nevertheless, the railroads were entitled to a 
reasonable increase. 

In answer to a question by Commission Porter, Mr. McBean 
made it clear that he was speaking only for his company and 
not for the industry as a whole, which is expected to oppose 
the increase. 

Opinion that the railroads were entitled to an upward ad- 
justment also was expressed by Charles H. Segerstron, of 
Sonora County, who represented several lumber and mining 
companies operating in that section of California. He esti- 
mated that the aggregate volume of sales of the several com- 
panies he represented would run between $5,000,000 and $6,000,- 
000 annually. 

William Guthried, resident agent at Los Angeles for the 
California Portland Cement Co., which handles some 450,000 
tons annually, also went on record as favoring increase in rail 
rates. 


Water Carriers 


Water carriers also came to the support of the rails in 
their plea for increased rates. H. C. Cantelow of San Fran- 
cisco, representing the Pacific Coastwise Conference of Steam- 
ship Lines operating between coast points, said the water car- 
riers had felt the need for increased rates for some time, but 
had been unable to advance them because of the necessity of 
maintaining a differential between ship and rail rates. 


“Our situation has become increasingly precarious, due 
largely to the labor situation. Coastwise water carriers are 
jeopardized unless rail rates are increased so that water rates 
can be increased proportionately,” he said. 

Stating that he recognized the fact that railroads were 
entitled to a reasonable return for service performed, B. F. 
McKibben, representing the Pacific Coast Butter, Egg, Cheese 
and Poultry Association, said member of his group already 
were faced with higher transportation costs than most other 
producing sections. This situation also obtained with respect 
to charges for transportation of feed and other supplies used 
by members, he said. 


In 1932 the movement of butter from mid-west to Los 
Angeles and San Francisco totaled about 500,000 pounds, but 
this increased to approximately 13,000,000 pounds by 1936 
because of preferential rates on west bound freight, Mr. Mc- 
Kibben said in substantiating his statement that the local mar- 
ket was being encroached upon by outside supply. It was his 
belief that Pacific coast producers of butter, eggs, cheese and 
poultry were now paying higher transportation rates than pro- 
ducers of similar products with a like volume. For these rea- 
sons, he declared, the industry believed it was contributing 
more than its fair share of railroad revenue. 

Commissioner Porter asked the witness whether Califor- 
nia was, on the whole, an exporting or importing states of these 
products. Mr. McKibben said there was a surplus of produc- 
tion of eggs in the state which, of course, had to be shipped. 
The same was true for most varieties of poultry. 

California formerly exported considerable butter, but this 
movement has been largely discontinued because of high 
freight rates and only in certain seasons was there any move- 
ment now out of the state. With regard to cheese, he said the 
Pacific coast states had long been importing centers. How- 
ever, in the last two years, particularly in the Northwest, 
there had been prospects of moving cheese eastward and the 
producers were asking for lower freight rates to make this 
possible. 


John Lawler, general manager of the Poultry Producers of 
Central California, a cooperative marketing agency for eggs 
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and poultry, said his organization handled 1,218,000 cases of 
eggs in 1937 and purchased 153,500 tons of feed for members. 
Because the poultry industry was in distress it could not afford 
to pay any part of the rate increase asked, he said. Mr. Law- 
ler maintained that any increase would result in a decreased 
movement of poultry and eggs which would offset any rate 
gain. 

The 15 per cent rate boost would mean the addition of 16 
cents a case on the cost of eggs and this, he said, was more 
than the entire sales cost of marketing the product by the 
association. Such an increase could not be passed on to the 
consumer because of competition from other producing centers 
and would, therefore, have to be absorbed by the California 
producer. 

Henry E. Cole, traffic manager of the California Fruit 
Exchange and chairman of the traffic committee of the Cali- 
fornia Shippers and Growers Protective League, said his ex- 
change marketed about 10,000 cars of fruit annually, most of 
which was sold at 13 large eastern auction markets. 

In the past, he said, decreased freight rates had aided in- 
dustry and also benefited the rails by larger volume. How- 
ever, recently there had been a decline in volume of fruit 
shipped from California due to inability to place it profitably 
in eastern markets in volume. This was because of the stead- 
ily increased competition from eastern fruits and this factor 
made it impossible to pass any increased cost on to the con- 
sumer. Granting of the rate increase would, in his opinion, 
reduce the volume of California fruit moving east, result in 
curtailment of crops or an increase in canning and use for 
by-products, and cause many growers to go out of business 
with the resultant abandonment of much acreage. 

Mr. Cole said the annual freight bill of his industry now 
amounted to between $20,000,000 and $22,500,000 for fresh 
fruit alone. The proposed increase in rates would add from 
$2,000,000 to $2,500,000 to these figures. 

With regard to the possibility of using more California 
fruit for canning and by-products, Mr. Cole pointed out that 
in this event the rails would lose the freight anyway as most 
canned fruits and by-products move eastward by water. 

Questioned by Mr. Bell, Mr. Cole said California grape 
production had not increased in any substantial volume since 
1930 and that about 80 per cent of the export market was east 
of Chicago and the remaining 20 per cent west of Chicago. 

H. C. Asher, manager of California Grape Growers and 
Shippers Association, said his organization was non-profit and 
represented about 75 per cent of the industry. Asserting that 
grape growers were not in a position to bear any increased 
freight costs, he said many vineyards had been foreclosed re- 
cently and that real estate values in the grape districts were 
at a low ebb. He claimed that many cars of grapes were sold 
in the east at less than freight costs when the market broke 
after last mid-year. 

The 1937 season was one of unusually high productivity, 
but he expected this year to witness a smaller volume from 
California. He said the carryover of raisins was the largest 
in several years. 


Stating that he believed himself to be the largest vege- 
table shipper in California, Henry P. Garin testified that, if 
the proposed increase was granted, he would be forced to 
curtail his production to about 25 per cent of its present vol- 
ume. From his growing fields in California, Arizona, Idaho, 
Washington, Colorado and Texas, Mr. Garin estimated that he 
shipped between 8,700 and 9,000 carloads in 1937 of which 80 
per cent was destined for points east of the Mississippi. 


Mr. Garin said it would be impossible for him to pass on 
the increase to consumers, due to heavy competition with home 
grown products and canned goods. This statement, he said, 
was based on experience, which always had been that it was 
difficult to pass on rising costs whether producing, taxes or 
transportation. 

Adding that his company already was operating in re- 
ceivership, he said the proposed increase would add $250,000 
to his annual freight bill and put him out of business in a 
year without any chance of working out of receivership. 

Mr. Garin agreed with Mr. Bell that business of all kinds 
was dependent on purchasing power and that the rate increase 
undoubtedly would increase employment in the railroad and 
equipment industries, but thought any such improvement would 
not be sufficient to allow him to pass on the increase to con- 
sumers. 

W. A. Lambert, of Sacramento, Cal., president of the Lam- 
bert Marketing Company, told the Commission that any in- 
crease in railroad rates would result in a further restriction 
of shipments unless prices advanced enough to offset the higher 
transportation costs. He did not think prices would move up- 
ward and pointed out that about 17,000 acres of pears had 
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been uprooted in California since 1933 because they were 
unprofitable to growers. 

Also going on record against the proposed rate boost, 
Henry E. Butler, manager of the Penryn Fruit Company and 
vice-president of the Placer County Bank at Auburn, Cal., 
stated that deciduous fruit growers in that territory were in 
a precarious situation and could not stand higher transporta- 
tion expense. He said that, while the growers made a little 
money in 1935 and 1936, they suffered losses in 1937. 

It was brought out through questions by railroad counsel 
that these losses were in part due to unusual lateness of the 
crop of 1937. 

Mr. Butler said mortgage delinquencies on fruit lands had 
increased sharply in the last few years and that, at the present 
time, about 28 per cent of the mortgages were delinquent as 
to interest. As to the value of the fruit lands, he said that in 
1925 they were valued between $400 and $500 an acre, but in 
the last decade had dropped until now they were of unques- 
tionable value, with bankers unwilling to make loans on fruit 
property. 

James T. Langford, of Lodi, Cal., a grower of Tokay grapes 
and walnuts and a winery director, stated his belief that the 
grape growers in the Lodi area would not be able to continue 
operating cn the present basis if freight rates were increased. 
He said the proposed increase would force many growers to 
abandon table grapes, which are shipped to eastern markets 
by rail, and concentrate on juice grapes for the wineries. Be- 
cause of this, he estimated that the rate increase would lower 
rather than increase the revenue of carriers in the Lodi grape 
shipping area. 


Need for Relief Admitted 


Shippers and producers of the Pacific coast territory testi- 
fying January 11 expressed a fair unanimity as to the carrier’s 
need for relief, but protests were entered in most instances 
against any increases on the products represented by the par- 
ticular witnesses, or modifications from a flat 15 per cent in- 
crease were urged for their products. 


Considerable time was devoted by the various producers 
and shippers in an effort to show their inability to pay an 
increase in rates and the inability of the consuming market to 
absorb it. In some instances, it was alleged that the boost, if 
granted, would divert traffic to water or truck. In many cases, 
notably covering agricultural products, it was maintained that 
an increase in rates would force curtailment of crops and 
thereby reduce, rather than increase, the amount of railroad 
revenue. 


But, either in direct testimony or on cross-examination, 
most witnesses admitted, in view of rapid cost advances in their 
own industry, that they could readily see the railroads must be 
faced with similar problems and, therefore, be in need of relief. 

Supporting the position of the carriers, H. R. Brashear, 
manager of the trapsportation department of the Los Angeles 
Chamber of Commerce, declared the area was more dependent 
on railroads than on any other type of transportation. Point- 
ing out that this area was a large producer both of agricul- 
tural and manufactured products, most of which was shipped 
east of the Mississippi, he maintained fast and efficient railroad 
service was essential to the continued well-being of southern 
California. The distance of most shipments, he said, was too 
great for reliance on trucks. 


“We believe,” he concluded, “and are on record as favor- 
ing increased rates so as to enable the railroads to meet the 
increased operating costs which have accrued in the last few 
years.” 


W. F. Williamson, vice-president of the El Dorado Oil 
Works, representing Best Foods, Inc., Durkee Famous Foods, 
and Pacific coast mills engaged in the crushing of copra and the 
shipping of bulk coconut oil to transcontinental destinations, 
told the Commission: “We realize the carriers are compelled to 
meet increased operating expense and, therefore, may be en- 
titled to increased freight rates, but we cannot support a hori- 
zontal percentage increase because it would penalize Pacific 
coast crushers beyond the unjust differentials we are already 
forced to meet and of which we have heretofore complained. 

“Considering the through transportation charge from the 
Philippine Islands to four of the principal consuming centers 
of coconut oil such as Kansas City, Cincinnati, St. Louis and 
Chicago, Pacific coast crushers are at a disadvantage ranging 
from 8 cents to 17 cents a hundred pounds. . . . The 
addition of a 15 per cent increase to all the rail freight rates 
would increase the rates on coconut oil from the Pacific coast 
to the four points mentioned between 9 and 10 cents a hun- 
dred pounds, but only 4 cents to 6 cents from the Gulf and 
Atlantic ports. The corresponding differences to the disadvan- 
tage of the Pacific coast shippers under the through movement 


The Traffic World 


PAGE 133 





from the Philippines would vary from 12 to 23 cents a hun- 
dred pounds. 

“The Pacific coast crushers have been compelled to absorb 
the differences in transportation costs and have suffered some 
diversion of business because of inability to meet competition. 
A further increase in the existing transportation cost disad- 
vantage via the Pacific coast will force the copra crushing 
industry almost entirely to the Philippine Islands to the detri- 
ment of American labor and capital and to the benefit of 
Philippine labor and foreign capital. 

“The investment in plants and equipment of the Pacific 
coast copra crushing industry is estimated in excess of $10,- 
000,000. About 2,000 people are directly employed, and a 
similar number indirectly. The total wages paid directly and 
indirectly is about $6,000,000 annually.” 

Estimating that about 7,800 cars of coconut oil originated 
at Pacific coast mills each year, Mr. Williamson indicated that 
the horizontal 15 per cent increase in rates would make for 
movement of bulk oil from the Philippines to Gulf and Atlan- 
tic ports for short haul, instead of moving to Los Angeles as 
copra for crushing and taking a long haul. 

__ He estimated that present crushing capacity of Pacific Coast 
mills, equivalent to 468,000,000 pounds, would return to trans- 


continental carriers $2,831,400 revenue based on the lowest pres- 
ent rate. 


“In view of the special competitive conditions involving the 
transportation of coconut oil which has its origin in a territory 
outside the jurisdiction of the Interstate Commerce Commis- 
sion, the Pacific coast copra crushers pray that coconut oil be 
excepted from the effects of a percentage increase, and that, 
instead, a uniform increase of 4 or 5 cents a hundred pounds 
be added to all coconut oil rates from all United States ports 
to the destination territory.” 

He presented statistics showing that, in 1926, the Pacific 
coast was 102,816,871 pounds ahead of Atlantic and Gulf ports 
In coconut oil importations, but that in 1936 the Atlantic and 
Gulf were 124,354,813 pounds ahead of the Pacific coast. 

This reversal was equal, he said, to a loss of 2,072 carloads 
of 60,000 pounds each, or a loss to transcontinental railroads 
of $752,136 in freight revenues. For the period 1926 to 1936, 
he estimated the loss in freight revenues at $4,640,955. 


Walnut Growers 


Protests against the rate increase were made by the Cali- 
fornia Walnut Growers’ Association, a cooperative non-profit 
organization with a membership of 8,150 growers representing 
85 per cent of the state’s total crop. 

A. W. Christie, field manager of the association, said that 
45 out of 58 California counties produced walnuts and there 
were 114,000 bearing acres of walnuts in the state. Investment 
in the industry, including packing houses, he estimated at 
$157,000,000. The area’s production last year he placed at 
910,000 bags, or about 91,000,000 pounds. As to the outlook 
of the industry, he estimated that production would increase 
substantially because some 20,000 acres already planted were 
not yet bearing and much of the bearing acreage was not full- 
bearing. 

Sales Manager W. T. Weber, of the association, protested 
the rate increase because of inability to pass it on to consum- 
ers in view of overproduction and fear of further restricting 
demand, and inability to absorb the increase because “about 
two-thirds of the growers already are going broke.” 


Water movement of walnuts, according to Mr. Weber, 
was feasable and possible. Formerly shipments by water were 
fairly heavy, but now were negligible because of a narrow 
differential between rail and water rates. 


Estimating that over 40 per cent of the association’s annual 
shipments could be diverted to water and more than 10 per 
cent to truck, he predicted a trend in this direction if railroad 
freight rates were increased. 


Annual freight bill of the association in recent years had 
averaged about $750,000, he estimated. 


Dirt Farmers 


C. B. Moore, managing secretary of the Western Growers’ 
Protective Association, headed protests from dirt farmer groups. 
Declaring that the California and Arizona vegetable and melon 
industry now paid an annual freight bill of $35,365,338, he 
maintained that the industry was in no position to stand an 
increase amounting in the aggregate to approximately $4,000,- 
000, based on volume in 1936. 

“Our industry already is overburdened,” he said, “and has 
no way of passing on an increase to consumers.” 

Expenses had increased sharply in the vegetable and melon 
industry recently, Mr. Moore testified, both as to wages and 
— with added expense in some areas as the result of 
strikes. 
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“The 10-day Salinas lettuce strike alone cost producers over 
a half million dollars,” he said. 

Mr. Moore claimed that wage rates in Texas, Florida, and 
other competing areas averaged only half of those in Cali- 
fornia and Arizona. Increases in material costs had ranged 
from 3.3 per cent to 25 per cent since 1933, he stated. 

Citing what he claimed to be a typical example in an effort 
to uphold his contention that producers were unable to meet 
a freight increase, he said operation of 4,500 acres of lettuce 
lands in the Salina-Watsonville area in 1937 resulted in a net 
loss of more than 32 cents a crate. 

Total cost of producing on the 4,500 acres, he testified, was 
$913,514 while the sales prices was $748,679, resulting in a net 
loss of $164,835. 

If this situation obtained throughout the district, he said, 
total net loss on the 25,980 cars shipped amounted to some- 
thing in excess of $2,600,000. 

Wages of field labor had been increased between 1934 
and 1937 from 25 per cent to 33.4 per cent and of packing 
house labor from 6.7 per cent to 20 per cent. 

J. J. Deuel, director of the law and utilities department 
of the California Farm Bureau Federation, testified that the 
“record clearly shows that application of a 15 cents a hundred 
pound rate increase would not result in an increase in total 
revenue for the railroads but, rather, a decrease.” 

At the present time, according to Mr. Deuel, many farm- 
ers were unable to meet their out-of-pocket production costs. 
He estimated that the increase would increase the number of 
farmers in California who did not make costs to about 43 per 
cent of the total, which would soon bring a restriction of pro- 
duction and lower freight volume. 

He urged the railroads not to jeopardize their volume by 
the application of a blanket freight increase on farmers. 

“That farm volume,” he said, “is sufficient to send one train 
of 75 cars every three hours of every day in the year from 
California to eastern points.” 

Cross examined by Mr. Outlaw, Mr. Deuel admitted that 
there probably would be crop curtailment in California regard- 
less of the fate of the rate case. 

While his experience had shown an average profit of $30 
a car on lettuce and about $23 a car on carrots, O. D. Miller, 
vegetable shipper of Salt River Valley, Arizona, testified that 
his entire profits would be wiped out and a loss result if the 
proposed freight rate increase became effected on vegetables. 

Lee C. Seibert, treasurer of American Fruit Growers, 
Inc., said that, if the rate increase was allowed, his company 
would have to curtail or quit business entirely in the Imperial 
Valley where it produces lettuce and melons. 

“For the last eight years, our average annual loss in Im- 
perial Valley has been $7,500,” he said. 

On examination by railroad counsel, it was developed, how- 
ever, that 1937 was the best year in the company’s history in 
the valley, having resulted in a profit of $194,472 on lettuce 
and $15,447 on melons. 

Mr. Seibert maintained, however, that the bad years must 
be included with the good in an average in order to give a 
true picture. He said that at present the producers were suf- 
fering a loss of 35 cents a crate on lettuce. 

His company also was engaged in the shipping business, 
he testified, handling between 3,500 and 4,000 cars annually 
for other growers. 

In the opinion of R. J. Richards, of the S. A. Girard Com- 
pany, the entire farming industry in California and Arizona is 
on the verge of insolvency. The 15-cent rate increase on vege- 
tables, he alleged, would push the industry over the brink and 
bankrupt it. 

_ His solution, he said, was not a rate increase, but consolida- 
—_ of railroads and turning much of class 1 track into feeder 
ines. 

Commissioner Porter interrupted to ask if he meant to 
save the railroads money by abandoning lines, and commented 
that it always was his experience that the growers and ship- 
pers presented stiff opposition when such action was suggested 
by the railroads themselves. 


Mr. Richards said he did not mean to abandon useful lines, 
but thought the carriers could operate more efficiently so as to 
offset wage increases by operating economies rather than 
coming to already hard-pressed businesses. 

Mr. Bell interjected that wages were not the only increased 
expense, but that the railroads also had been faced with higher 
cost of materials and equipment and increased taxes. 


Canned Goods 


Irving F. Lyons, traffic director for the California Packing 
Corporation, appearing also for the Canners’ League of Cali- 
fornia and the Dried Fruit Association of California, said both 
associations recognized the need for additional revenue for the 
carriers and had no objections to a reasonable rate advance. 
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“However, the Commission should take into consideration 
competition between commodities and present rate relation- 
ships,” he said. In this connection he pointed out that the 
California transcontinental rate on canned goods was raised 
5 cents a hundred pounds in Ex Parte 115 and represented the 
only canned goods rate increase in that case. 


Discussing the contribution made by the canned goods 
industry to the total railroad revenue from the area, Mr. 
Lyons pointed out that production of California products alone 
at California plants in 1936 aggregated in excess of 37,000,000 
cases of fruit and vegetables. 


H. J. Smith, president of the Ward Heater Company, Los 
Angeles, favored the increased rates. “Everything else has 
gone up and I fully expect rail rates to advance in proportion,” 
said he. 


A resolution favoring the rate increase was passed by the 
Ninth District of the Western Pine Association, according to 
J. C. Dolan of Flagstaff, Ariz., director of that district and 
president of the Arizona Lumber and Timber Company. He 
said his company shipped 1,500 to 2,000 cars a year. 


When Mr. Dolan remarked that railroad expenses had 
increased sharply while revenues had been unable to keep pace, 
Commissioner Porter interjected: “You propably understand 
why that is—while the railroads have come to the Commis- 
sion many times seeking increased rates on lumber, your 


industry has vigorously opposed such action and you have been 
upheld.” 


Shannon Crandall, president, California Hardware Com- 
pany, also supported the position of the railroads. He said 
they should have some increase in revenues to offset higher 
operating costs. “We are willing to pay our fair share,” he 
said. 


Protests from the Northwest Turkey Growers Association 
was entered by E. Willardson, president of the cooperative. 
Stating that producers of turkeys already paid high rates, he 
maintained that they could not stand any increase because 


consumers’ buying power was such that the increase could not 
be passed on. 


Los Angeles Hearing Ended 


Commissioner Porter, following conclusion of the three- 
day regional hearing at Los Angeles, said the entire case would 
be completed and under advisement by the Commission before 
the end of January. Calling attention to the request of the 
carriers for an expeditious hearing, he pointed out that oral 
arguments would be made immediately at the close of the 
Washington hearings, which start January 17. 


Much of the final session was taken up by representatives 
of the citrus industry who protested the increase and pre- 
sented voluminous data in an effort to show inability to pass 
it on to consumers and the economic impossibility of growers 
to absorb it. Statistics also were presented in an effort to 
show that the increase might result in diversion of more fruit 
to by-products and diversion of traffic to water. 


Appearing in support of the plea for increased rates were 
representatives of a number of southern California chambers 
of commerce and representatives of several industries. T. A. 
L. Lorentz, traffic manager of Consolidated Steel Corp., Ltd., 
told the Commission that his company had carefully analyzed 
the probable effect of an increase in rail rates upon the com- 
pany, and, after weighing that against the probable favorable 
effect on the railroads, which should indirectly benefit all 
business and especially the steel industry, had come to the 
conclusion that the boost was necessary and had decided to 
go on record approving the petition with the proviso that it 
be applied uniformly to all commodities. 

He added that the Consolidated Steel Corporation was 
in need of additional business and revenue and believed that 
granting of an increase to railroads would react favorably to 
his industry. 

William A. Fort, assistant secretary of Pacific Clay Prod- 
ucts, testified that his company wanted to go on record as 
favoring the increased rates as proposed. 


Trucks Also 


Declaring that the trucking business was in the same boat 
as the railroads, C. G. Anthony, general manager of Pacific 
Freight Lines, operators of a trucking fleet, told the Commis- 
sion: “It is the intention of Pacific Freight Lines to file with 
the Interstate Commerce Commission an application to in- 
crease all interstate truck rates.” 


“We are in thorough accord with the petition of the rail- 
roads, except that we think some of the requested increases 
are too low,” he added. On objection, Mr. Anthony was not 
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allowed to pursue his arguments as to which rate increases 
asked should be greater. 


Citrus Fruit 


The first witness for the citrus industry was Paul S. Arm- 
strong, general manager of the California Fruit Growers’ 
Exchange, a cooperative marketing organization having a 
membership of 14,000 growers. Mr. Armstrong said the indus- 
try was largely concentrated in Southern California, about 
85 per cent being within 100 miles of Los Angeles. He estimated 
that there were 20,000 growers in California and Arizona, 
90 per cent of which lived on their property and actively 
managed it. He placed the value of investments in the industry 
in California and Arizona at approximately $630,000,000. Di- 
rectly dependent on citrus for a livelihood were 200,000 people, 
and indirectly many more, he reported. 

“Transportation,” Mr. Armstrong said, “is the largest sin- 
gle element of cost in the citrus industry.” Annual freight 
bill of the industry, based on 1936 movement, he placed at 
$40,687,000 and estimated the proposed increase at $4,500,000 
annually. 

“The additional burden that the industry must bear if the 
proposed increase becomes effective is equivalent to saddling 
the industry with an indebtedness of $75,000,000, on which 6 per 
cent interest must be paid (the total proposed freight increase 
capitalized at 6 per cent).” 

He said it was impossible for producers to pass increased 
transportation charges to the buyers because the price was 
based on supply and demand and for some years there had 
been a surplus; citrus was not sold on a cost plus basis. 

In addition to its inability to pass on the increase, he said, 
the industry would have to pay increased prices for supplies 
used in production and packing which may result from any 
increase in freight rates. 

Present market prices of citrus, according to Mr. Arm- 
strong, were the lowest in his experience. Exchange average 
f. o. b. prices at January 1, 1938, on oranges were $1.29 as 
compared with an average in the last year—a frost year—of 
$3.11. The reason for the high prices in the 1936-37 season 
was the shortage occasioned by frost, which reduced shipments 
by 25 per cent from the preceding year. 

“However, higher delivered prices of the past season did 
not mean substantial income to growers because of excessive 
cost of heating and because of large losses of fruit by many 
growers,” he pointed out. 

He said many growers lost their crop entirely, and others 
spent a substantial part of their crop value to heat it. Heat- 
ing cost he estimated at $6,000,000. 

He alleged that citrus, which moves long distances by rail, 
is required to pay a disproportionate part of its price to the 
carrier for transportation and added that “this disparity be- 
tween price levels and charges for transportation cannot con- 
tinue.” 

“The freight increase requested,’ he concluded, “would 
exceed each year the combined marketing expense of all mar- 
keting agencies in California and Arizona.” 

A total of 70 per cent of all California shipments of citrus 
were destined for the area east of the Mississippi and north of 
the Ohio rivers, wherein lies the large buying power of the 
country, according to T. H. Powell, general sales manager of 
the California Fruit Growers’ Exchange. 


Due to the advantage accruing to the Florida citrus indus- 
try in the matter of freight rates, Mr. Powell said, California 
had not maintained its percentage of the eastern markets. He 
presented charts showing a steady decline in the percentage 
of California citrus unloads at leading eastern auction centers 
as compared with Florida. 

Mr. Powell testified that the exchange, which represents 
some 70 per cent of the crop in this area, has regulated ship- 
ments for a number of years, in recent years through the 
marketing agreement now in effect under the AAA. This had 
been done, he pointed out, in an effort to avoid red ink. 

But, he said, Florida for several months had not operated 
under a marketing agreement and none was now in effect. 
In years like the present, he went on, there was a strong feel- 
ing in California that any restriction of shipments only allowed 
Florida to move more fruit and did not improve the market 
as intended. 

Growers in this area, Mr. Powell said, were now operating 
at a loss of 30 to 40 cents a box on oranges, with prices the 
lowest in many years. 

“Never have I seen a time when the future of the citrus 
industry looked worse than at present,” he said. 

H. A. Lynn, chairman of the traffic committee of the Fruit 
Growers’ Exchange, reported that rail rates on citrus had 
risen materially since 1917, when about two-thirds of the 
present acreage already had been planted. 

In the 20-year period of rate increases, he testified, records 
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showed Florida acreage had been increased more rapidly than 
in California, while practically all of the Texas acreage was 
planted subsequent to 1917. 

This trend, according to Mr. Lynn, was the result of the 
method of increasing freight rates on a percentage bases, giv- 
ing Florida and Texas an advantage in the big eastern markets 
over California. 

Discussing effects of the proposed increase on oranges, 
he placed the increase a box at 11.7 cents. Based on an average 
of 207 boxes an acre, the average for the past six years, the 
additional freight charges an acre would amount to $24.22 cents, 
which, capitalized at 6 per cent, represented the equivalent of 
an added mortgage an acre of $403.65. 

Cost of materials to the citrus industry at the present time 
was 10 per cent above a year ago and property taxes in his 
particular area—Riverside County—were up 22 per cent to 25 
per cent. Labor, which increased rapidly in the last few years, 
was even higher than in 1937. He said orchard heater oil was 
now quoted at $2.10 a barrel f. o. b. refineries, as compared 
with $1.68 to $1.89 in December, 1937, and $1.00 to $1.30 in 
1936. 

While the Fruit Growers’ Exchange had never encouraged 
the movement of citrus by truck, independent marketing 
agencies had successfully shipped by that method as far east 
as Missouri River points, according to Robert C. Neill, as- 
sistant traffic manager of the exchange. Citrus was moved in 
some quantity to the Pacific northwest by truck, but that area 
was an f. o. b. territory and the method of transportation was 
dictated by the buyer. 

“The fact that this area has continued to employ truck 
transportation rather than rail for a number of years, leads 
us to believe that it is an economical method for them,’ he 
said. 

Cross examined by Mr. Bell, he admitted that trucking 
service was not entirely satisfactory. 

In his direct testimony, Mr. Neill had presented a tabu- 
lation purporting to show a comparison of freight revenue and 
expense a thousand revenue ton miles from 1921 through 
1936, in which period revenues were off 23.7 per cent and ex- 
penses off 40.6 per cent. Referring to that, Mr. Bell asked 
why the computation was stopped at 1936. Pointing to Exhibit 
10, entered by Hale Holden, of the Southern Pacific, Mr. Bell 
asked Mr. Neill if he was familiar with the fact that that 
exhibit showed an increase in 1937 over 1936 of $14,500,000 in 
wages and taxes alone and that, while Southern Pacific 1937 
revenues were up more than $22,000,000, nevertheless, increased 
operating expenses resulted in a decline in net operating in- 
come of more than $11,000,000. 

Asked to assume these figures to be in the record and 
accurately quoted, Mr. Beil asked if Mr. Neill’s exhibit showed 
the true situation as it obtained in the railroad industry today. 
Mr. Neill replied he did not know how the figures would re- 
flect in the unit costs which he used in his computation. 

R. L. Knox, a director of the exchange, said it was possible 
to divert a large part of the citrus movement from rail to 
water. 

“Steamer refrigeration is more efficient than that of the 
railroads and fruit at destination compares favorably with that 
transported by rail despite the longer period of transit,” he 
said. 

He said a number of shipping lines could easily convert 
cargo chambers by installing a new type air conditioning, so 
as to transport citrus. The expense of so doing, he added, 
would be nominal. While the new method was still in more or 
less of an experimental stage, Mr. Knox reported that sev- 
eral test shipments in recent years had resulted successfully. 

In an effort to show a danger of greater diversion of fresh 
fruit into by-product channels in the event of a 15 cents a 
hundred freight rate increase, the California Fruit Growers 
Exchange called C. P. Myers, a director, to testify. 

Production of by-products in the last three years, he said, 
had increased nearly 100 per cent. ‘With increasing surpluses, 
we are forced to try every means possible of salvaging some 
return for the growers and this tends toward an expansion 
of the by-product field.” 

The increase in freight rates and increasing production 
costs, he predicted, would increase surpluses and tend to in- 
crease by-product production, which would get out of the 
perishable classification. 

This trend, according to the witness, would result in lower 
revenues to the carriers rather than larger. In support of his 
contention he offered an exhibit showing a comparison of the 
railroad revenue from fresh oranges and the revenue from by- 
products made from the same quantity of fruit. 

The cost of transporting a carload of fresh oranges to 
Chicago at the rate of $1.35 a hundred pounds at a minimum 
weight of 36,000 pounds was placed at $486. 








PAGE 136 


This same carload of oranges would produce only one of 
the following: 16,000 pounds of juice, which would cost $136 
to move to Chicago based on a rate of 85 cents; 7,872 pounds 
of dairy concentrated orange juice, which would cost $66.91 
to move; 3,904 pounds of bottlers orange juice, which would 
cost $33.18 to move; 2,592 pounds of concentrate of orange 
juice, which would cost $22.03 to transport to Chicago. In 
addition, the same carload of fresh oranges would produce 512 
pounds of pectin, 27.2 pounds of orange oil, and 4,000 pounds 
of dried orange peel, which would cost a total of $31.36 to 
move to Chicago. 


Furniture 


Asking an exemption on transcontinental territory furni- 
ture rates, Harry W. Leiser, traffic manager of Barker Bros. 
Corporation, one of the largest furniture retailers on the Pacific 
coast, testified that granting of a blanket increase would prac- 
tically force coast dealers out of the eastern furniture market. 

This, he claimed, would result in a serious loss of revenue 
to the carriers. 

“If the present rates were increased 15 per cent,” he said, 
“it would result in increased freight charges ranging from 
approximately $48 per car on carloads from the middle west, 
up to $145 per car on carloads from the Carolina territory and 
other producing centers in the southeast. Under the present 
rates, the freight charges range from 12.1 per cent to 24.5 per 
cent of the invoice price of the merchandise. The proposed 
increase of 15 per cent would result in landed cost as high 
as 28.2 per cent. 

“In previous years, approximately 80 per cent of the fur- 
niture sold on the Pacific coast was purchased from eastern 
factories, but, due largely to high freight rates, local factories 
sprang up in Los Angeles. Local factories are supplying ap- 
proximately 70 per cent of the furniture sold in this territory. 
Los Angeles has become the third largest manufacturing center 
in the United States.” 

On less than carload shipments (and he added that deal- 
ers were unable to order any straight carloads of many lines 
of furniture) the 15 per cent increase applied to present rates 
would result in a freight cost as high as 47 per cent of the 
value of the furniture, he said. 

“It is obvious that with any further increases in freight 
rates, Pacific coast dealers cannot continue to stock lines of 
eastern merchandise which require constant fill-in, replacement 
of special orders which must move at full L. C. L. rates, unless 


the factory happens to be within a short distance of one of the 
three forwarding centers.” 


San Diego Favorable 


“After careful study,” testified T. C. McCawley, secretary 
manager of the San Diego Chamber of Commerce, “our organ- 
ization has decided to endorse the application of the railroads 
for a 15 per cent increase in rates.” 

Robert J. Shanahan, executive vice-president of the South- 
east District Chamber of Commerce representing a large indus- 
trial area, in a statement before the hearing, said, “We are 
concerned with continued efficient operation of the railroads. It 
is of interest to the Southeastern section of the county and to 
the country as a whole that railroads remain in private hands 
and we fear that continued unprofitable operation is a grave 
threat to that continued private management. With this in mind, 
we endorse the petition of the carrier’s for a 15 per cent in- 
crease in freight rates.” 

Although urging the citrus industry be exempted, S. J. 
Arnold, secretary of the San Bernardino Chamber of Com- 
merce, said his organization believed the 15 per cent increase 
in rail rates advisable. 

Commissioner Porter, at this point, interjected the com- 
ment that the witness was willing to tax every industry except- 
ing the one that surrounded his community. 

Support of the carriers’ petition also was put in the record 
by J. W. Chartrand, traffic manager of the Petrol Corp., R. D. 
McCook, president of the American National Bank of San 
Bernardino; Gerald Cooper of Copper, Inc., Burbank; J. W. 
Broxholme, president of the L. A. Marble & Tile Co.; A. T. 
Williams, vice-president of the French Sardine Co.; William L. 
Hagenbaugh, manufacturer of automobile oils and greases; 
X. H. Hollar, of Hollar Chemical Co., and Edward Pollack, 
vice-president of the Marble & Tile Co. 


NEW ORLEANS HEARING 


Opposition of lumber and brick manufacturers grain in- 
terests, cottonseed oil, plant operators to the proposed rail 
rate increase was voiced in a dual hearing conducted at 
New Orleans, opening January 10. Spokesmen for manu- 
facturers and general traffic organizations spoke against the 
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rate increase as tending to hamper business recovery and 
destructive of established relationships based on markets ad- 
justed to existing rates, declared to be thrown into confusion 
by a horizontal raise. 

Testimony relating to commodities was heard in a session 
over which Chairman Walter M. W. Splawn presided, assisted 
by Examiner Frank E. Mullen. Commissioner Caskie, assisted 
by Examiner J. P. McGrath, heard the opposition of lumber 
interests, already presented for the industry as a whole in 
Washington. 

The detrimental effect on general business that might 
result from a general increase was brought to the fore by L. 
Carter Johnson, of Hope, Ark., representing the National Clay 
Products Association. Speaking for the Hope (Ark.) Brick 
Works, of which he is traffic manager, Mr. Johnson’s point 
was that “our largest objection to the increased rates is that 
some other producer will get the business.’”’ He forecast de- 
centralization of the brick business and the rise of small units 
in more communities. 

Minimum shipment (weight) requirements were criticized 
by T. J. Butler, Austin, Texas, brick manufacturer, who de- 
clared the present rules did not take into consideration the 
average small construction project. George W. Black, of 
Athens, Ga., asserted “the increase can’t be passed on to the 
buyer” nor can the brick manufacturer costs stand to absorb 
the increase. 

The increase in rates would cause diversion of business 
from the rails to competitors, according to Frank A. Leffing- 
well, of Dalls, Texas, spokesman for the Texas Crushed Stone, 
Sand and Gravel Association and also for the Texas Industrial 
Traffic League. Exhibits were introduced by spokesmen for 
soil products group. Testimony from this group included that 
of Roy Hancock, St. Louis, Mo., shipper of silica sand products. 

Criticism of railroad organization was voiced by J. H. 
Johnston, Oklahoma City, representative of cottonseed oil ship- 
pers, who declared “the railroads are not in a position to give 
service commensurate with the overhead plant set-up.” 

“In some respects,” the witness testified, ‘‘the railroad 
service on branch lines is as much out of date as the ox cart 
and the stage coach. I do not believe the total volume of 
transportation was less in 1936 than in any previous year in 
our history. If it was, how does it happen that such vast sys- 
tems of bus and truck transportation have been built up in the 
last 10 or 15 years, and built up even in the worst years of 
the depression? Increasing rail rates will encourage motor 
carriers to develop what seems to be a desirable and profitable 
field of endeavor.” 

L. H. Stewart, Los Angeles, also testified as to detrimental 
effects of the proposed increase on the cottonseed trade. 

Any changes in rail rates, according to D. R. Simpson, 
Dallas, Texas, spokesman for fourteen grain companies, should 
be effected in such a manner as to maintain intermarket rela- 
tionships. The proposed flat increase, he asserted, would add 
$3,000,000 to present rail revenue collected on wheat shipments 
from Texas and Oklahoma. 

E. P. Byers, of Fort Worth Freight Bureau, testified in his 
capacity as representative of the Texas Grain Dealers’ As- 
sociation. 


Testimony as to the disturbance of rates to competitive 
ports was given by E. L. Thornton, manager, New Orleans 
Joint Traffic Bureau, who pointed out, for instance, that where 
a rate to Chicago from New Orleans was 50 cents and from 
New York, 40 cents, the 15 per cent increase would increase the 
differential and disturb existing rate adjustments, resulting in 
diversion of traffic. 


Opposition of the Southern lumber industry was voiced in 
testimony of individual manufacturers in substantiation of pre- 
sentation of industry views by A. G. T. Moore, traffic manager 
for Southern Pine Association; K. L. Simmons, president of 
Southern Hardwood Producers’s Inc.; and, J. W. Craft, of St. 
Louis, for the cooperage interests. 


“Southern pine products and shipments,” asserted Mr. 
Moore, “have been constantly declining since 1923. Our com- 
petitors have been constantly moving up. Our freight rates 
have constantly gone up since 1917. Our competitors, the 
transcontinental shippers, have been getting rates that have 
been going down. 


“Consequently, Southern pine lost, first, its markets in the 
Mid-west; then the opening of the Panama Canal and the in- 
tercoastal movement along North Atlantic Ports drove us in- 
land. Now the proposal to pay the carriers 15% more to CFA 
territory north of the Ohio and east of the Missippi river com- 
pares with the 742% applying to our competitors’ shipments. 

“Lumber has reached a saturation point. What is needed 
is a reduction in rates to stimulate production and further the 
lower cost housing campaign.” 

The increase, according to C. C. Day, Aberdeen, Miss., 
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lumber manufacturer, “would stifle the demand” for the pro- 
duct of the small mills. 

Individual lumbermen testifying included W. T. Neal, 
Brewton, Ala., president of the Southern Pine Association; C. C. 
Sheppard, Clarks, La.; Hubert D. Whittaker, Prescott, Ark; 
M. L. Fleishel, Shamrock, Fla.; and Eli Wiener, Dallas, Texas. 

Chairman Splawn pointed out that the Commission was 
attempting to pass on the issues in the shortest time consistent 
with competent disposition of the questions involved. The rail 
carriers, he said, submitted their application because of “rapid 
increase in expenses and decline in traffic revenue. 


Against Increase 


Testimony in opposition to the proposed rate increase was 
heard in a second day’s dual session with Commissioner Splawn 
presiding over the ctirus fruit hearing and Commissioner Caskie 
receiving the views of cotton shippers. Citrus and vegetable 
growers sought exemption from the increase, pleading that 
freight rates and structures already excessively restricted their 
distribution. Cotton shippers and exchange representatives 
pointed out that imposition of the increase would be a burden 
on sellers of cotton on contracts already effected and serve 
to depress cash receipt of the growers. 

The case of the small citrus fruit shipper was presented 
by L. W. Tilden, president, Florida Citrus Exchange, Orlando, 
Fla., who urged that the smaller grower would be particularly 
injured by the increase. He referred to the disturbing economic 
conditions now facing the growers, asking that the freight rate 
increase not be added to the burden. The first result of the 
increase, he averred, would be to shut the small grower out 
of the market altogether. 

W. C. Pedersen, representing the Waverly (Fla.) Grow- 
ers’ Cooperative Association, in answer to questions from 
Commissioner Splawn, testified that the present trucking radius 
for citrus fruits out of Florida extended as far as Richmond, 
Va., and that the application of the 15 per cent would extend 
the territory into Philadelphia on regular schedule. Some trucks 
now reached Washington, D. C., he said. 

John Maxey, chairman of the Florida Citrus Commission, 
Frostproof, Fla., said more than 20,000 growers and 400 ship- 
pers were engaged in producing and marketing citrus in 
Florida, and their investment represented at least half a bil- 
lion dollars. The commission is opposed to any increase in 
freight rates and directed him to appear at the hearing. 
“Unquestionably,” he said, “if freight rates are increased, the 
effect will be to impede and hamper the movement of citrus 
fruit by rail. This will mean that other forms and methods 
of transportation must be used because producers and _ship- 
pers cannot reasonably be expected to suffer continued and 
consistent losses which are brought about, in part at least, by 
transportation costs, or it will be necessary for the growers 
to leave their fruit in the groves rather than ship with _the 
certainty of getting only red ink on account of higher freight 
rates.” 


Joshua C. Chase, Winter Park, Fla., said he had been a 
Floridian for 53 years and had large interests in citrus and 
vegetable growing, 1,019 acres in vegetables and 1,500 acres 
of bearing and nonbearing citrus property. He said raising 
freight charges on fruits and vegetables would force growers 
to seek other methods of transportation. The Florida initial 
carriers had witnessed the dwindling citrus movement into the 
Western and Canadian markets, because they ignored the 
pleadings of growers to substitute a more elastic freight struc- 
ture for the antiquated one in effect, and had driven Florida 
to market 64 per cent of its crop in markets containing only 
30 per cent of the population, and the territory containing over 
50 per cent of the population received only 21 per cent of the 
fruit. Freight charges were always collected first, were 
generally the greatest item, and frequently left nothing for 
the grower. On perishable products such charges could not be 
added to the selling price and passed on to the consumer. 


R. B. Woolfolk, Orlando, Fla., president of the Growers and 
Shippers League of Florida, and vice-president of American 
Fruit Growers, Inc., said he believed any increase on fresh 
fruits and vegetables would be disastrous to the growers and 
detrimental to the railroads as related to these industries. The 
proposed increases on fertilizers, sprays, insecticides, crate 
materials, nails, wrapping papers, and other materials and sup- 
plies would greatly increase his costs, thereby decreasing his 
ultimate net return from the sale of his produce. 

W. C. Hutchison, traffic manager of Chase and Company, 
Sanford, Fla.. presented several exhibits showing compara- 
tive rates. He gave figures on the operation of trucks. He 
said the effect of increased rates would be a diversion of a 
substantial volume of traffic from the rails to their competitors. 

Frank H. Scruggs, Jacksonville, statistician for the State 
Marketing Bureau, presented statistics relating to the move- 
ment of citrus fruits and vegetables. He gave it as his opinion 
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that it would be to the advantage of the railroads to make 
additional rate concessions to the fruit and vegetable industry 
in Florida, if they are to increase or even maintain their vol- 
ume in Florida. 

G. W. Lee, Hastings, Fla., manager of the Hastings Potato 
Growers’ Association, a cooperative marketing concern, said 
that, with conditions as they were, the grower must of neces- 
sity use the cheapest means of transportation in order to 
hold his loss down to a minimum. An increase in the freight 
rates on potatoes at this time would result in a diversion of 
traffic to other means of transportation and, instead of result- 
ing in increased revenue to the rail lines, it could only result 
in a decreased revenue. 

J. Lamar Paxson, Perrine, Fla., is the largest tomato grower 
in the world, having 4,000 acres exclusively in tomatoes. He 
testified that the growers of tomatoes had a burden of increas- 
ing costs. If freight rates were increased a corresponding 
reduction in volume of tomatoes shipped would result. 

Testimony along the same lines were given by L. D. Aulis, 
traffic manager for Florida Citrus Exchange; J. R. Crenshaw, 
of Sanford, Fla.; and A. S. Herlong, of Leesburg, Fla. 


Cotton 


Portrayal of the proposed increase as an amount to be 
taken out of the pockets of the cotton growers was made by 
L. D. Estes, traffic manager for the American Cotton Coopera- 
tive Association, who protested the change in rates being made 
“in the course of a season instead of between seasons, because 
thousands of bales are purchased during the early part of the 
season and sold to the consuming mills for delivery throughout 
the season.” 

“If an increase is granted now,” he said, “it would cost 
the farmers we represent many thousands of dollars. It is my 
firm belief that if a 15 per cent increase is granted, it will 
mean wholesale truck and barge operations during this year 
and will place the carriers’ revenues in as much jeopardy as 
they were in 1931-32.” 

Oscar P. Guerin, spokesman for the New Orleans Spot 
Cotton Merchants’ Association, declared that “a rate increase 
would operate against the port of New Orleans as well as the 
producers of cotton and would foster an increased movement 
by truck and barge.” 

Opposition to a percentage increase was voiced by R. D. 
Portwood, Greenwood, Miss., traffic manager for the Staple 
Cotton Cooperative Association, who said his organization 
“favors a reasonable increase in cotton freight rates that will 
enable the railroads to give satisfactory service and at the 
same time obtain revenue so necessary to their successful 
operation. Our member are almost wholly dependent upon rail 
transportation. In increasing rates on cotton, it is our opinion 
that the rates should be increased in flat cents per 100 pounds 
rather than on a percentage basis in order that the same rela- 
tionships to the various consuming destinations may be main- 
tained. We also feel that if possible the increase on cotton 
should not be effective until the next cotton season beginning 
August 1.” 

Mark Anthony, Dallas Cotton Exchange, said higher freight 
rates would drive more business from the carriers to the trucks. 
He also pointed out that “forward sales” would be injured by 
rates increased before August 1. He suggested that the rail- 
roads’ only relief lay in increasing rates on commodities that 
were not moved by trucks in the Southwest. 


V. Alexander, assistant secretary of the Memphis Cotton 
Exchange, in charge of traffic, brought in the farmers when 
he said they would receive lower prices for their product. 
He also said that an increase would cause injury to future 
contracts. A flat percentage advance in rates would eliminate 
buying competition, which would result in lower prices and real- 
ization, and work more damage than the benefits the railroads 
would receive if the rates were advanced. If increased rates 
were granted, and put into effect befor August 1, future deliv- 
ery contracts based on constant rail rates would be destroyed. 

Cc. A. Mitchell, assistant general manager New Orleans 
Joint Traffic Bureau, said New Orleans was opposed to any 
change in rates. 


John H. Todd, representing the Associate Warehouse Com- 
pany, Memphis, opposed a percentage increase and said that, 
if an advance was necessary, it should not exceed four cents a 
hundred pounds maximum. 

T. N. Pendleton, Atlanta, Ga., spokesman for the Atlantic 
Cotton Shippers’ Association (Southeastern group), opposed 
the advancement of rail rates in the course of the season. 

L. T. Barringer, Memphis, Tenn., buyer for Carolina cot- 
ton mills, stated the increase might shut some mills out of 
buying from western growing territory to any considerable 
extent. 

T. E. Gregory, Memphis, Tenn., president, National Cotton- 
seed Products’ Association, said his organization did not oppose 
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the rate increase “provided no exceptions are made in regard to 
competitors of our products and provided further that such in- 
crease shall be effective as of December 19, 1937,” thus pre- 
ceding by three days increases approved on several commodities. 


Pipe Line Threat 


Threat of construction of pipe lines to displace rail move- 
ment of petroleum was voiced in the hearing January 12. En- 
dorsement of the increase from a lumber executive broke the 
otherwise uniform opposition expressed. 

“We are supporting the proposal of the railroads,” declared 
E. L. McClelland, president of the Chicago Mill and Lumber 
Company, “as it is conceded that they need money and their 
only means of support is the rates they charge. 

“We know that anything that will add to railroad employ- 
ment and purchases, which are reflected in the consuming 
power of the public as a whole, will result in an increased 
demand for our products. Distribution of our products de- 
pends on an adequate system of rail transportation, and we 
think that the demand for products would be increased if rail- 
roads could be restored to a position of vigor and strength in 
our national industrial setup.” 

Testimony of the citrus fruit industry in opposition to 
the proposed higher rates was continued before Commissioner 
Caskie with Texas (Rio Grande Valley) shippers and growers 
in appearance. In speaking for grower-shippers of the lower 
Rio Grande, James H. Hartzog of Weslaco, traffic manager 
for the Rio Grande Valley Citrus Exchange, asserted the higher 
level would prove “an undue burden upon the Texas citrus 
industry” and would bring a lower return to the grower and 
demoralize the present wide distribution. He asserted that, 
“if the Texas citrus industry is forced to water transportation, 
this will mean the shipment of greater quantities of fruit to 
the larger cities on the Atlantic coast in competition with Flor- 
ida and California.” The result was forecast as a general 
disturbance of the present tonnage distribution enjoyed by the 
rail carriers. The witness placed the transportation cost as 
representing about 40 per cent of the present prices of Texas 
grapefruit and oranges in the Chicago consuming market. 


H. R. Mills, spokesman for independent Rio Grande Valley 
citrus shippers, predicted diversion to water carriers on ap- 
proval of higher rail rates. 

Manufacturers of muriatic acid and salt cake are willing 
for the carriers to have what they need, according to testimony 
of R. H. Polack, vice-president and treasurer of Bay Chemical 
Company, Weeks, La., but prefer that increases be on a flat 
* basis rate rather than on a percentage rate increase so as not 
to destroy the more distant salt hauls necessary to a com- 
pletely profitable market. 


Possibility of construction of additional pipe line with 
diversion of tonnage of petroleum from the rail lines and 
expressed preferences for increases on a flat basis in prefer- 
ence to the percentage method as applicable to wall board and 
clay pipe were advanced in Chairman Splawn’s section. It was 
asserted that the answer to any further differentials given 
lines needing only transcontinental consideration as against 
independent producers would be more pipes and trucks. 


If the 15 per cent increase is granted, declared A. G. Tal- 
bot, of Chicago, representing the Cosden Oil Company and Oil 
Exchange, the Cosden refinery at Big Springs, Tex., will either 
have to construct a pipe line to Corpus Christi or Houston or 
else go out of business. The oil men, he stated, had decided to 
embark on a program of pipe line-water carrier routing if 
increases are allowed. 

The Anderson-Pritchard Oil Company, according to C. I. 
Mayhall, of Oklahoma City, its spokesman, has been losing at 
the rate of one-half cent per gallon on gasoline produced since 
June, 1937, and a higher rail rate would increase the losses. 


If the railroads would take away from the shippers the 
choice of alternate routing of freight the carriers would not 
need the 15 per cent increase declared by them to be neces- 
sary to obtain the revenue desired, according to M. H. Cham- 
pion, of the Col-Tex Refining Company. 


The proposed percentage increase, declared P. D. Walsh, 
of Chicago, assistant traffic manager for the Celotex Corpora- 
tion, would disturb the relationship that has grown up with 
the industry (wallboard) and should be on a flat basis of cents 
per 100 pounds. He indicated his company would not oppose 
the flat basis increase. 


A similar viewpoint was expressed by B. R. Shepherd, of 
St. Louis, traffic manager for the clay pipe manufacturers and 
spokesman for a group of forty, who also contended that rais- 
ing of freight costs at the present time might limit the volume 
of available freight. 
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SALT LAKE CITY HEARING 


Demands that the railroads reduce their operating costs by 
consolidations instead of seeking increased revenue through 
their proposed 15 per cent freight rate increase were made by 
representatives of western livestock interests as the hearing on 
the proposed rate increase opened January 10 at Salt Lake 
City before Commissioner Lee. 

Charles E. Blaine, representing the American National 
Livestock Association, the National Wool Growers Association, 
the Texas and Southwestern Cattle Raisers Association, the 
Texas Sheep and Goat Raisers Association, the Highland- 
Hereford Breeders Association, the Livestock Traffic Associa- 
tion, and the National Livestock Marketing Association, was the 
first witness. 

It was Mr. Blaine, a resident of Phoenix, Ariz., who urged 
that the railroads consolidate their operations instead of in- 
creasing their rates, asserting that they could save in excess 
of $100,000,00 a year by such a course. He further declared 
that livestock and other industries that must bear the brunt 
of the increase, should it be granted, were in a position less 
favorable than that of the railroads themselves. 

Hubbard Russell, Los Angeles, Cal., representing the same 
organizations, was the only other witness the first day. Addi- 
tional testimony was presented by B. P. Manley, executive 
secretary of the Utah Coal Operators Association, and Harley 
Harman of Carson City, Nev., chairman of the Nevada Public 
— Commission, and entered in the record without being 
read. 

“It was shown in the Eastman report to the Interstate 
Commerce Commission in 1934 that the railway carriers of the 
country could save 100 million dollars a year by forming a 
corporation and placing together their box car traffic alone in 
order to reduce the empty haul,” Mr. Blaine declared. ‘This 
factor of empty haul in itself would account for 75 million of 
the 100 million total, with the additional $25,000,000 reduction 
coming on carrying charges.” 

Still further savings could be effected, he averred, by 
consolidating terminal facilities. He gave as an example the 
situation in Phoenix, where the Southern Pacific and Santa Fe 
Railroads enter the city only 50 feet apart and could by con- 
solidation, he said, save $50,000 a year. 

“On June 1, 1935 Mr. Eastman again pointed out that the 
carriers have numerous banking agencies to handle their fiscal 
work and that by consolidation in this department another 
$750,000 yearly could be saved,” he continued. ‘Then, in the 
field of scrap materials, there is room for a four million dollar 
annual saving, while the amount to be saved through elimina- 
tion of wasteful competition is incalculable.” 

The witness cited the example of cattle shipments from 
Whitewater, N. M., to Los Angeles. The direct route, originat- 
ing on the Santa Fe and then passing over the Southern Pa- 
cific, is 750 miles and the cost is 71% cents a hundred pounds. 
The Santa Fe would take the shipments on its own line to 
Demming, thence north to Albuquerque and on to Los Angeles, 
a total distance of 1,081 miles, at a cost of 51% cents a hun- 
dred pounds he said. 

“For the privilege of hauling that freight an additional 
distance of more than 330 miles over the direct distance, the 
railroad is paying 20 cents a hundred pounds,” he said. “It is 
purely the adverse effect of ruinous competition. Due to the 
inhibition in sections 15, 3 and 4, of the interstate commerce 
act, the Commission is now powerless to do anything about this 
particular condition, but the carriers themselves could quickly 
provide the remedy.” 


On the figures of 1936, taken as base year by the railroads 
in presenting their case, an additional cost of $8,915,529 a year 
would have to be borne by the producers of edible livestock 
alone, Mr. Blaine contended. Of this, more than $6,000,000 
would be paid by western livestock growers, with still further 
increases to come in matters of fattening, switching, watering, 
and other such thing en route to the market. 

“The total increase, or a good per cent of it, will be borne 
by the producers. Previous tests have shown that what the 
packers pay the producers is what the consumers will pay for 
their product, less all transportation, processing and distribu- 
tion costs and a fair profit. It is impossible to fortell just 
what the total cost of the proposed increase would be to the 
livestock growers,” he said. 

The present freight rates on livestock and similar things, 
he said, were prescribed by the Commission as maximum rea- 
sonable rates in eastern, western, and southern districts in the 
following three cases: Eastern District, 144 I. C. C. 731, July 
14, 1928, and 165 I. C. C. 277, July 8, 1930; Livestock Western 
District Rates, 176 I. C. C. 1, June 8, 1933 and on further 
hearing 190, I. C. C. 611; Livestock Southern Temporary Rates, 
171 I. C. C. 721, December 8, 1930. These rates were generally 
in effect today, as brought out in the recent Washington hear- 
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ing, he added, though a few isolated reductions had been made 
in special cases to meet motor competition, published as tem- 
porary rates and later extended, notably in Western Trunk 
Line Territory, to points in southern Idaho, to Ogden and Salt 
Lake and a 15 per cent reduction on the fat cattle rate for ‘a 
very restricted district” in Arizona to Los Angeles. 

He then outlined ten previous cases of railroad petitions 
for rate increases and their reception by the Commission, as- 
serting that the present instance was “just a reiteration of the 
ten previous attempts to obtain increases.” 

The cases, as briefly outlined by Mr. Blaine were the 
following: 

1. In the early summer of 1910 the railroads in official ter- 
ritory filed applications for increased rates with the I. C. C. 
which ruled, in February, 1911, that they should not be granted. 

2. In June, 1910, the western trunk lines and Missouri and 
Western Illinois filed rates with increases on a list of 200 com- 
modities. The February, 1911 ruling of the I. C. C. refused 
the request. 

3. In May, 1913 the official territory railroads filed petition 
requesting rate increases of from five to 15 per cent. July 29, 
1914 the I. C. C. authorized a five per cent increase on intra- 
territorial commodity rates, later modifying the ruling to in- 
crease not more than five per cent again on a few exceptional 
cases. 

4. In March, 1917 the railroads pleaded an emergency and 
asked a percentage increase on all rates. This petition was 
denied but permission was granted to file supplementary tariffs, 
the increase to become effective July 1 of that year. In June, 
1917, the I. C. C. suspended until October all increases in the 
West and South and all in the East with the exception of items 
of bituminous coal and coke. 

5. June 25, 1918, due to stress of war time, a general 25 
per cent increase in rates was asked and allowed. In April and 
May, 1920, the railroads asked and the I. C. C. granted in- 
creases of from 25 to 40 per cent. 

6. In 1921 both railroads and shippers asked the I. Cc 
to look into the reasonableness of rates and in July, 1922, the 
Commission sustained the shippers by ordering a general ten 
per cent reduction. 

(Mr. Blaine here inserted the observation that immediately 
after this cut in rates the revenue of the railroads began to 
expand and continued to do so until the beginning of the 1929 
depression. ) 

7. In 1924 the railroads requested a five per cent increase 
and on July 14, 1926 the I. C. C. ruled that no emergency ex- 
isted and that no increase should be granted. 

(Mr. Blaine inserted another observation to the effect that 
the railroads now conceded that the years 1927, 1928, 1929, and, 
perhaps, 1930 were their most prosperous years.) 

8. On June 17, 1931, the railroads asked a 15 per cent in- 
crease on all freight charges. In October that year the Com- 
mission authorized a 15 per cent increase on certain commodi- 
ties (not including livestock), the increases to be temporary 
surcharges and to expire in March, 1933. In March, 1933 the 
surcharges were approved to be extended until September 30 
of that year. 

9. On August 27, 1934 the railroads petitioned for a gen- 
eral increase. March 26, 1935, the I. C. C. approved some spe- 
cific increases in rates until June 30, 1936. On April 18, 1935 
the time was extended until December 31, 1936, with some 
minor exceptions. On December 18, 1936, the I. C. C. refused 
to extend the time of the increases. 

10. On October 23, 1936, and later the rail and water carriers 
petitioned the I. C. C. to set aside orders on maximum rates 
and in October, 1937, the Commission approved increases in 
heavy freight rates, with some exceptions. 


“This last increase, which became effective November 15, 
1937, the carriers admit should bring them an additional $50,- 
000,000 a year revenue,” Mr. Blaine continued. ‘Then, on De- 
cember 20 last, additional increases on packing house products 
were approved and The Traffic World estimates that these 
higher rates should bring the railroads an additional yearly in- 
came of from 10 to 25 million dollars. The additional 15 per 
cent which the carriers are seeking is beyond all these.” 

Mr. Blaine introduced a 29 page exhibit of freight rates 
and miscellaneous statistics through which he endeavored to 
prove that the current net ton freight revenue on livestock was 
considerably higher, in comparison with pre-war and pre- 
depression years, than on other commodities, and that the rates 
now requested by the carriers were from 2.3 per cent to 20 per 
cent higher than any allowed by the I. C. C. prior to 1932. The 
exhibit further pointed out that, while the rates on stocker and 
feeder animals were 15 per cent less than on fat livestock, these 
rates did not apply on animals shipped to points designated as 
public stockyards and that since the current rates were insti- 
_— ay number of points so designated had grown from 

to 135. 
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“The average revenue a net ton on cattle and calves, sheep 
and goats and swine was in 1936 $7.459 as compared with only 
$6.534 in 1928,” he said. ‘That is an increase of 14.2 per cent, 
while the revenue a net ton on other classifications of com- 
modities was very slightly higher or in some cases actually 
lower in 1936 than in 1928. Why should the livestock growers 
be asked to pay an additional 15 per cent in freight rates?” 

Mr. Blaine was cross examined by Walter McFarland, of 
Chicago, counsel for the Burlington, who questioned him as to 
figures in the exhibit he presented concerning relative costs 
of freight and passenger operation. Mr. Blaine’s computations 
were based on the system used by the I. C. C. 

“Is not any system of computing the differentiation of 
costs for overlapping services bound to be somewhat arbi- 
trary?” Mr. McFarland asked. 

“Not half so arbitrary as to have cattle paying the way of 
human passengers on the railroad,” Mr. Blaine retorted. ‘Why 
don’t you either go out of the bus business into the railroad 
business, or vice versa?” 

On a question put by Examiner Faul, Mr. Blaine said that 
the roundabout route from Arizona to Los Angeles and via 
the Panama Canal to Boston was still cheaper for shipping 
sheep and wool than the direct rail route east. 

Mr. Blaine made the final claim that rail carriers had made 
numerous voluntary reductions in rates on almost all other 
commodities than livestock, as the livestock industry was wide- 
ly scattered and, consequently, no one shipper had a huge 
quantity of material to send by rail. 

“During the worst years of the depression the railroads 
voluntarily reduced the rates on shipping explosives a mini- 
mum of 25 per cent so that now in California the minimum 
rates on this type of shipment are 48 per cent below the rates 
prescribed by the I. C. C. in Arizona,” he said. 

Mr. Russell, who said he had been engaged in the livestock 
industry for more than 40 years, had an annual turnover of 
more than 10,000 head of livestock, and operated on more than 
350,000 acres of land in two states (California and Arizona), 
testified that the livestock industry was far less able to stand a 
freight rate increase than the railroads were able to stand the 
lack of additional revenue. 

“The livestock industry is at the mercy of weather, disease, 
and long cycles of business activity; it is helpless to fix its own 
prices but must pay set prices for the materials it needs and 
its operators cannot close out in order to meet temporary 
emergencies,” he declared. 

He presented a summary of the history of the livestock 
industry, telling of the industry’s depression of the early twen- 
ties, brought on when a flood of inexperienced operators entered 
the field at a time of high prices to glut the market and bring 
near ruin on the entire field. Recovery from this disaster had 
not been effected when the general depression of 1929 arrived, 
to be complicated by the subsequent drought years. 


He entered a 21-page exhibit, prepared by him as vice 
president of the American National Livestock Association in 
conjunction with the officers of the National Wool Growers 
Association, to show the adverse conditions under which the 
livestock industry was operating. Prices for livestock, he 
maintained, were now considerably below those of 1928 and 
only slightly higher, and in some instances actually lower, 
than in pre-war times. Labor costs and taxes were now con- 
siderably higher than in recent years. 


“The movement of cattle is already restricted by the cur- 
rent freight rates and any further increase would retard future 
movement greatly and decrease the purchasing power of the 
industry,” he said. “In addition to this, we have increasingly 
large numbers of cattle imported from other countries, par- 
ticularly Canada, under reciprocal trade agreements and it is 
not too much to say that the industry is now facing an ex- 
tremely critical moment.” 

“Livestock producers want to increase the return on their 
investment, do they not?” asked Mr. McFarland of Mr. Russell. 

“We must,” replied the witness. 


“But you don’t want us to increase our return on our in- 
vestment, which we want for the same reason you want your 
increase,” said the attorney. 

“We need something to call our own, to make something 
more than operating expenses,” said Mr. Russell. ‘We cannot 
possibly have it with increased freight rates to pay.” 

“Does not consumption of meat, which comes essentially 
in the big industrial centers, depend largely on employment 
and general prosperity?” Mr. McFarland asked. 

“To some extent,” said the witness. 

“Then would not the livestock industry benefit by paying 
higher freight rates in order to have more men employed by 
the railroads and consequently more consumers for their 
product ?” 

“It would not balance up,” Mr. Russell replied. 
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Paul E. Blanchard, attorney for the Armor Company of 
Chicago, interposed a question. 

“Does employment determine the amount of food consumed 
in the nation? Do not the unemployed get fed from some 
source and consequently consume food products?” he asked. 

“Yes,” Mr. Russell answered. “Unemployment has rela- 
tively little effect on meat consumption.” 

“New York City butchers recently went on strike because 
of the high price of meat—a price which in no wise reflects the 
price paid to the growers. Do you believe that a freight rate 
increase would help this situation?’ asked Mr. Blanchard. 

“No,” replied the witness. 


Coal Rates 


“This association (the Utah Coal Operators Association) is 
opposed to any increase in coal freight rates for the reason that 
further increases in coal costs to the consumer will result in 
the decreased use of coal as fuel, and cause consumers to turn 
to other forms of fuel which require in their transportation no 
railroad service,’ Mr. Manley stated in the testimony he sub- 
mitted. 

“We are aware of the condition of the carriers and, in a 
general way, we sympathize with them and believe that relief 
should be afforded them; but my purpose in testifying is to 
place before the Commission the facts as they appear in con- 
nection with the coal industry in Utah and the areas served 
by it, and I believe that the carriers should not be adverse to 
having this information given for the benefit of the Commission. 

“The consumers ... are continually seeking a source of 
cheaper fuel supply. It is evident from the reduction of coal ton- 
nages moving into various market areas that such sources are 
rapidly being found and that fuel involving no rail transporta- 
tion is being used. 


“Sales of natural gas in Utah in 1936 were the equivalent 
of 459,254 tons of coal. In the states of Washington, Oregon 
and northern Idaho the sale of forest products has been en- 
hanced to a much larger degree by the processing of sawdust 
into logs suitable for general domestic and industrial uses as 
fuel. This type of fuel, together with slab wood, and other 
types of wood fuel, presents a formidable competition to coal 
throughout the Pacific Northwest and portions of Nevada and 
California. ... 

“The Commission has recognized the effects of the inroads 


of those forms of competition, and has repeatedly addressed 
itself in its decisions to such effects. . 


“In accordance with my testimony, I respectfully request 
that the application, so far as the proposal to increase the rates 
on bituminous coal moving from Utah mines is concerned, be 
denied,. or that any order that the Commission would issue 
would .. . exclude Utah coal from any increase.” 


Nevada Commission 


Mr. Harman presented the attitude of the Nevada Public 
Service Commission as follows: 

“We feel that so far as Nevada and the western states are 
concerned that under a blanket 15 per cent increase in freight 
rates, the further a producer is located from the market, the 
more he will be penalized and the greater the difficulty he will 
have to market his goods. 

“We feel that the increase should not be given unless it 
is applied without discrimination between shippers and com- 
munities, wherever located. For example, a shipper in Reno 
sending his goods to San Francisco would pay, under the pro- 
posed new rates, $11.52 per carload more than now. Only 300 
miles south of Reno, at Goldfield, a shipper would have to pay 
an increase of $20.35 per car, thus increasing the handicap 
under which he would be working in competing with the Reno 
shipper. Such discrimination is obviously unfair.” 

In view of the short time in which the hearing must be 
completed and the large number of witnesses to be heard, Com- 
missioner Lee indicated that, if it should be found necessary, 
two simultaneous hearings would be conducted later in the 
week, at one of which he would continue to preside with the 
other in the hands of Commissioner Faul, 


Two Extremes 


Forced government control of railroads and quick stimula- 
tion of business revival were the two extremes presented as 
possible results of the rate increase as witnesses took the stand 
Tuesday. Western livestock men completed their opposition 
case and one witness favored the rate increase. 

In view of the large number of witnesses to be heard and 


the short time remaining, an evening session was scheduled 
Tuesday. 


Roscoe C. Rich of Burley, Ida., president of the National 
Wool Growers Association, led the opposition. He testified that 
the increase, if applied at this time, might force some roads 
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into government ownership. On direct examination conducted 
by Charles E. Blaine of Phoenix, Ariz., Mr. Rich said: 

“This demand for a rate increase is based on the needs of 
the most inefficient railroads. If the program were to be car- 
ried out now, it would force these same roads into government 
ownership, due to the tremendous falling off of business which 
would result from the inability of shippers to pay the additional 
charges.” 

Not only railroads but many livestock men, operating close 
to the margin, would be forced out of private business by the 
proposed rate increase, he said. 

“Unless some distinct improvement in the outlook for live- 
stock prices should appear in the immediate future, something 
which now looks to me to be quite impossible, it seems to me 
that an increase of 15 per cent in freight rates would embarrass 
practically every livestock producer in the west and might re- 
sult in those in less favorable positions being forced to retire 
from business,” he said, adding: 

“The railway executives say that the additional revenue 
which would come from the higher rates would be put into the 
durable goods markets and so stimulate business generally, 
but I ask what is to prevent a large part of that money going 
to pay higher wages in the industry, added dividends and other 


things which, generally, will not affect fields outside the rail- 
roads themselves?” 


Favors Increase 


A. E. de Ricqles, Denver, Colo., livestock operator, took a 
view exactly opposite when he took the stand as the first wit- 
ness at this hearing to testify in favor of the rate increase. 

He based his arguments on a chart he had prepared show- 
ing the relationship between the declining rate of activity in 
the steel mills of the nation, used as an index of general busi- 
ness activity, and the declining prices of fresh beef and pork. 
He entered as evidence a business letter (self-styled ‘fire 
alarm market letter for the livestock industry”) which he pre- 
pared and sent out last November and in which he outlined the 
dependency of livestock prices on general business activity and 
on steel production in particular and in which he predicted a 
steady decline in the price of fresh meat at the country’s stock- 
yards from the neighborhood of 14 cents a pound last Septem- 
ber to a settled level around seven cents a pound. His chart 
was intended to show that the latter level had been reached 
and had closely followed the decline in steel production. 

In the letter Mr. de Ricqles had strongly advocated that 
stockmen support the railroads’ request for a freight rate in- 
crease on the theory that the railroads were among the heaviest 
customers of the steel mills and that increased railroad pros- 
perity would quickly reflect increased steel mill activity and a 
consequent rise in livestock prices. 


Opening the Tuesday hearing, Mr. Rich presented a 10- 
page exhibit to show the steady decline in the farm value of 
sheep following 1928 to 1933 and the slight gain since that 
time. Wages and production costs in the sheep industry at the 
present time were shown by Mr. Rich to be about 50 per cent 
higher than in 1933, while sale prices for wool this year were 
expected to be sharply below those of last year, when a rea- 
sonable profit was realized. About 30 per cent of the 1937 wool 
crop was still in the hands of the producers, with another 30 
per cent held in the storehouses of dealers, he said. 


“We are now paying a tax for the use of the public domain 
for grazing purposes, and we need to reduce our operating 
costs in every possible way. Most sheep men simply could 


not stand to pay a 15 per cent rate increase at this time,” he 
said. 


S. W. McClure of Bliss, Ida., sheep operator, took the same 
line of argument, adding a touch of humor to his testimony. 

“If the I. C, C. accedes to the request for increased rates, 
then all that the railroads can expect is that we shall give them 
our note for the increased freight costs,” he declared. ‘The 
sheep men are not in a condition to pay more. Most of them 
now have a mortgaged indebtedness of from two to four times 
the commercial value of their flocks. Some of the ewes have 


loans on them up to $8; the damned animals aren’t worth 
that!” 


Mr. McClure, who has had a great deal of experience on 
his regional stock credit board, pointed out that the last “rea- 
sonably profitable” year was in 1929 and that the depression 
that followed wiped out all of the sheep men’s reserve capital, 
forcing the government to create special credit associations in 
order to save the banks. 

Things reached their worst in 1933 and in 1934 the market 
reopened a little. In 1936 we got a fair price and for a time 
in 1937 a good price, but the best you can say now is that we 
have an equity in our own business. All we might make now, 
even with a full return of prosperity, would go to paying off 
the deficits of the bad years, and we are certainly in no posi- 
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tion to pay higher freight rates with a new business recession 
staring us in the face,” he said. 

Sheep men in 1924, according to Mr. McClure, made an 
average profit of 87 cents a head; in 1925 a profit of $1.69; 1926, 
profit of $2; 1927 profit of 74 cents; 1928, profit of $1.74; 1929, 
due to extra high labor costs, loss of 44 cents a head; 1930, 
loss of $2.30; 1931, loss of $2.78; 1932, loss of $2; 1933, broke 
about even; 1934, loss of 79 cents a head; 1935, profit of 11 
cents; 1936, profit of 35 cents, and 1937 an estimated profit of 
about $1.25 per head on sheep. 

“The Department of Agriculture, in amassing these data, 
studied only the better class of producer, so these figures re- 
flect only the top of the industry,” the witness added. “And if 
the 1938 outlook is to be trusted, then we are looking forward 
to lose as much as we lost in the depths of the depression.” 

Mr. McClure estimated that the price of wool would not 
go above 20 cents a pound and that the average sheep men 
would lose about $1.20 a head on their flocks. 

Cc. J. Stauder of Fowler, Colo., testified as to studies he 
made in matters of lamb marketing in New York City. 

“The manager in charge of the purchasing department of 
some 800 retail stores in that region told me that the compe- 
tition between meats and fish was such that an advance of one 
cent a pound in retail prices of any class of meat would be 
= to change the buying public to another product,” he 
said. 

In citing the difficulties of lamb producers in the last few 
years the witness stated that: 

1. Herders are harder to get because of pay offered by WPA and 
the shorter WPA hours. 


2. Reduction in numbers of cattle and sheep in forest and public 


domain increased the cost of operation and has put some operators 
out of business. 


3. The soil conservation act returning eastern plow lands to grass 
stimulated live stock production there, and an increase in freight rates 


would give a double advantage to these ‘‘unnatural’’ eastern producers 
who have smaller distances to ship to market. , 


Edward L. Burke, Genoa, Nebr., cattle raiser and cattle 
and hog feeder, testified that, in recent years, conditions had 
been so bad that he had consistently lost money, particularly 
in feeding stock for market. 

“Prices have gone so low that we have been unable to sell 
the fat cattle for the price we paid for the stockers, without 
considering the freight and cost of feeding,” he declared. 

He said cattle usually traveled about 1,000 miles from 
point of origin to market, in three separate rail movements, and 
presented a statistical exhibit to illustrate the downward trend 
of the industry in recent years. 

Walter McFarland, counsel, for the Burlington Railroad, 
in cross examining the witness, pointed out that the year 1928 
was taken as base year in the exhibit he presented. 

“If 1932 had been taken as a base instead of 1928, then 
figures for the last two years would show as big improvements 
instead of deficits, would they not?” the attorney asked. 

“Yes,” Mr. Burke admitted. 


Mr. Blaine immediately said to the witness: 


“Using 1932 as a base would be taking the depths of the 
depression instead of a normal year as the basis of figuring 
good business, would it not?” 


“Yes,” said Mr. Burke. “We naturally chose a pre- 
ey a year for a base on which to judge our present con- 

itions.” 

John Curry of San Francisco, secretary of the California 
Cattlemen’s Association and counsel for the California Wool 
Growers Association, presented resolutions prepared by each 
of those organizations, opposing the proposed rate increase on 
the grounds that prices for livestock products were higher in 
1928, when the current freight rates were set, than they were 
at present and that, particularly as no rate reductions were 
made in depression years, the industry was not in a position 
to pay higher rates now. 

Mr. Curry testified that approximately 70 per cent of the 
cattle taken to California markets were transported by truck 
rather than by train. He repeated the argument made by Mr. 
Blaine that the railroads could solve their own difficulties by 
consolidation. 

“Certainly a rate increase of four per cent would be ade- 
quate in place of the proposed 15 per cent increase if the rail- 
roads were to consolidate,” he asserted. 

Joseph Metlen of Armstead, Mont., representing 2,500 
Montana cattlemen, took the stand in opposition to the pro- 
posed increase. He testified that the freight increase would 
undoubtedly have to be paid by the growers and that, in recent 
years, the freight charges on Montana cattle had averaged 
from 12 to 20 per cent of the total selling price and that a 15 
per cent increase would be a serious obstacle to the industry. 

“Already that 20 per cent in freight charges affects our 
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profits materially and we cannot possibly stand any further 
increase,” he said. “Furthermore, we would not only be paying 
15 per cent more on the cattle we shipped to market, but on 
all of the equipment and supplies we bought.” 

James A. Hooper, secretary of the Utah Wool Growers 
Association and manager of the Utah Wool Marketing As- 
sociation, introduced a letter sent to Commissioner Aitchison 
by Richard B. Chase for the board of directors of the Boston 
Wool Trades Association, December 8, 1937, in which Mr. 
Chase put the wool trades organization on record as not op- 
posing the proposed rate increase. 

Mr. Hooper testified that the action was taken by the 
Boston group, which passed all freight charges on to the wool 
growers, over the protest of all state wool growers associations 
and that it did not in any way reflect the attitude of the men 
in the industry who were directly concerned in the proposed 
increase. 

Mr. Hooper’s further testimony was designed to show that 
production of sheep and wool was an essential part of Utah 
industry, as there was less than five per cent of the land in 
the state fit for agricultural cultivation and the rest must be 
turned to grazing. More than 20,000,000 pounds of wool yearly 
was shipped out of Utah as well as extremely large quantities 
of lamb and mutton, making the proposed freight rate increase 
a vital item in the sheep men’s prosperity. Figures presented 
by Mr. Hooper showed that over recent years the freight 
charges had represented from seven to 14 per cent of the selling 
price of the sheep and wool shipped out of Utah. 

Walter Danielson, manager of the Deseret Livestock Com- 
pany, Salt Lake, was the last opposition witness in the case 
presented by the livestock men. He testified that the average 
annual freight bill of this company was $32,000 and that the 
proposed increase would mean an additional $4,800. 

“We have not paid a dividend since 1930 and our indebted- 
ness is so heavy that we are paying more than $1,200 a month 
in interest charges alone. We certainly could not afford to pay 
higher freight rates,” he declared. 

Mr. de Ricqles was the final witness at the Tuesday after- 
noon session, closing the livestock case. 

Following the introduction of the “fire alarm” letter and 
testimony in support of the proposed increase, Mr. Blaine and 
Paul Blanchard, of Chicago, counsel for Armour and Company, 
conducted a cross examination to which Mr. McFarland and 
Dana T. Smith, assistant traffic counsel for the Union Pacific 
System, made frequent objection on the ground that it had no 
direct bearing on the case. In several instances they were up- 
held by Commissioner Lee, when the questions became techni- 
cal in relation only to Mr. de Ricqles’ personal qualifications. 

The bulk of his testimony tended to show that the rail- 
roads, in almost every important department of their business, 
had in 1936 materials considerably below the 1926 level and 
that a rehabilitation of the railroads would pressage a general 
business recovery. 

He finally complained of poor health and excessive fatigue 
and the session was terminated. 


Night Session 


Louis Yoder, Nampa, Ida., shipper of fruits and vegetables, 
was the first witness at the Tuesday evening session. Under 
examination by J. G. Bruce, of Boise, rate expert of the Idaho 
Public Utilities Commission, Mr. Yoder testified that any 
freight rate increase ‘would reduce Idaho’s prune acreage to 
practically nil,” and that any additional freight rates “would 
produce less revenue for the railroads because prune growers 
will be unable to produce and ship under the added handicap.” 
In addition to direct effects of increased freight rates in and 
of themselves, Mr. Yoder testified that the rates would also 
adversely affect prune harvest labor and the fertilizer and 
insecticide industries. 

I. M. Early, of Billings, Mont., traffic manager of the Bill- 
ings Commercial Club, took the stand in opposition to the 
proposed increase, stating that it would upset the existing rela- 
tionship between producing centers in the area, to the detri- 
ment of Billings. 

On cross-examination by Mr. McFarland, the witness ad- 
mitted that some other distributing centers competing against 
Billings, notably Cheyenne, Wyo., and Beach, N. D., would be 
placed under the same conditions as Billings, 

H. H. Hammer, manager of the Carpenter Paper Com- 
pany’s plant in Billings, followed Mr. Early and registered 
opposition to the proposed increase on the same grounds, that 
the town of Billings would be unduly penalized in relation to 
other district distributing centers. 

“We have already been heavily penalized lately in that 
Billings has become a ‘hump point’ over which unnecessary 
mileage excesses have been prescribed,” he said. “With the 
added burden of the proposed increase, competing districts 
would be able to take away a large portion of our trade.” 
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Mr. Hammer stated the belief that if the increase is 
allowed a similar increase will soon be allowed in truck rates, 
passing a double burden on to the consumer, which, he thinks, 
the average consumer is unable to stand. 

Joseph Hunter of Billings, president of the local coal 
miners’ union, testified that the proposed rate increase would 
be ruinous to the coal miners of Montana because coal mines 
are already fighting hard against the competition of natural 
gas and any penalty which would affect coal and not the rival 
fuel would tend to close mines and throw miners out of em- 
ployment. 

On cross-examination Mr. Smith pointed out that the in- 
crease in the case of bituminous coal would not amount to 15 
per cent of the total freight charge, but to an addition of a 
maximum of 15 cents a ton and, where the recent increase 
amounted to 15 cents, a maximum of only 10 cents a ton. 

Opposition of Colorado shippers of perishable goods to the 
proposed increase was voiced by D. C. Stone of Denver, counsel 
for the Colorado Perishable Shippers Association, who said 
that rate increases already allowed have sharply cut down 
the amount of rail shipments from Colorado to the Gulf of 
Mexico. 

“Marketing of perishable goods is strongly to be preferred 
by rail rather than by truck, as rail schedules are more regu- 
lar and facilities for handling are better, but if the increase in 
rates is aliowed our shippers will be forced to change over to 
truck transportation,” he said. “The railroads would actually 
lose money by the increase; our profit is already small and is 
declining yearly.” 

Mr. Stone entered a separate protest on behalf of the Far 
Western Feldspar Milling Company of Denver, pointing out 
that this company is already located considerably farther from 
the principal markets (in Ohio, Pennsylvania and Indiana) 
than their chief rival, located in Spruce Pine, N. C., and that 
the 15 per cent rate increase would impose too heavy a differ- 
entiation between the two producers and drive the Colorado 
concern from the field. 

“Our margin is so close that we were only able to ship to 
the Pacific coast when the railiroads granted a reduction of 
from $9 to $8.50 a ton. By raising the rates again we could 
not ship at all, and the carriers would deprive themselves of 
some very considerable tonnage. As it is, the freight charges 
are actually more than the value of the material, and an added 
15 per cent would put us right out of business,” the witness 
stated. 

Mr. Stone entered a third separate protest, for the Kuner- 
Empson Company of Denver, largest canning works in Colo- 
rado. According to Mr. Stone’s statement, the company would 
have to change its source of empty cans from points in Illinois 
to Ogden, Utah, if the rates should go into effect. 

“While one carrier might gain by this, another carrier 
would lose,” he pointed out. 

Fred Dufresne, of Great Falls, Mont., wheat farmer, was 
the final witness heard Tuesday. He introduced an exhibit 
showing the costs of operation of a large wheat farm, the 
yearly profits of which were shown to be slightly over $1,200. 

“If the rate increase were allowed, the decreased use of 
rail facilities for shipping wheat would become imperative,” 
he stated. Mr. Dufresne said that at present he ships his 
grain entirely by rail. 


Pessimism for Farmers 


Pessimism as to the outlook for western farmers was the 
general tone of the third day’s proceedings. 

Unusual testimony in a day which saw the majority of 
witnesses confine themselves to demonstrations of the serious 
straits in which farmers and live stock men now find them- 
selves was offered by one witness who declared that the rail- 
roads were not in need of additional revenues and a sharp 
controversy around the testimony of another witness, the sec- 
ond to appear that far in the hearing in support of the carriers’ 
petition. 

Commissioner Lee continued to direct the hearing, but for 
a large part of the said Wednesday a separate hearing was 
conducted by Examiner Howard C. Faul in order to expedite 
procedure. For the second straight day a special evening 
session was held. 

Michael J. Foley, chairman of the Public Utilities Com- 
mission of Wyoming, was the first witness to deny the railroads’ 
need for further revenue, stating the opinion that to grant the 
requested increase in rates would be to present a veritable 
gift to the railroads at the expense of the general public. 

“T believe that the rail carriers in Wyoming are in per- 
fectly good condition and are in no need of additional revenue,” 
he declared. “Such an increase would be made at the expense 
of the shippers and the public and would come as a pure 
windfall to the carriers.” 
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L. L. O’Connell, assistant traffic rate expert of the Montana 
Railroad Commission, also testifying before Examiner Faul, 
joined the attack on the railroads and charged an effort on 
their part to rush the rate increase through before the opposi- 
tion had sufficient time to arrange and present its case. He 
said: 

“I am much concerned with the hasty manner in which 
these proceedings are being conducted. Certainly the carriers, 
petitioning for this tremendous, drastic and unprecedented in- 
crease knew of the impending situation months in advance and 
have laid careful and concerted plans to rush this matter to an 
early conclusion. No one appearing in opposition to the pro- 
posed increase has had time to prepare a satisfactory case.” 

Mr. O’Connell continued his protest against the increase, 
pointing out that in 1935 a petition for higher rates in Montana 
had been denied following a lengthy hearing and a thorough 
study of the situation, which revealed Montana industries to be 
in a critical condition and unable to stand increased rates, and 
asserted that conditions today are “ten times worse than they 
were then.” 

When the 1936 drought in Montana followed closely on 
the heels of the plague of grasshoppers and Mormon crickets 
which beset the state’s grain fields in 1935, the Commission 
granted special drought and emergency freight rates to the 
farmers of the state, at drastic reductions. 

“And the farmers were not even able to pay those,” said 
Mr. O’Connell. “How then could they be expected to pay a 
15 per cent increase over regular rates now, particularly when 
the drought and cricket plague continued through 1937?” 

The witness entered an exhibit designed to show the 
falling off in grain production in recent years, the decline in 
wool production which dropped the state from second to fourth 
place among the states in this respect, and the plight of Mon- 
tana coal producers. He concluded with a discussion of the 
motor transport situation in Montana, pointing out that 191 
new motor carriers had officially registered in the state since 
1935 and that applications of 153 more were on file before the 
State Railroad Commission. 

“We are highly in favor of the railroads in our state be- 
cause we realize what they mean to us in taxes,” he said. “We 
want them to continue, but I firmly believe that, with a 15 per 
cent increase in rates, they would soon lose nearly all of their 
business to the truckers, particularly as the latter are all mak- 
ing a profit and could not secure permission for a correspond- 
ing rate increase.” 


Another Supporter 


H. W. Morrison, vice-president and general manager of the 
Morrison-Knudsen Company, Inc., and president of Six-Com- 
panies, Inc., was the second witness to support the rate increase 
demand and his testimony was followed by cross-examination 
which elicited from railroad attorneys frequent protest and 
finally prompted Dana T. Smith, assistant traffic counsel for 
the Union Pacific, to speak of “the police court methods being 
used in cross-examination.” 


Mr. Morrison testified that he had been engaged as a gen- 
eral contractor in constructing heavy engineering projects 
throughout Idaho and the western states for the last 25 years 
and had been directly or indirectly connected with organiza- 
tions which had constructed among the largest engineering 
works ever built, including Boulder Dam and the new Golden 
Gate Bridge, and that his company last year paid out more 
than $200,000 in freight rates, in which most of the rail carriers 
of the nation participated, also paying an additional $300,000 


to the rail carriers for transporting construction materials of 
all sorts. 


“Our business was supported 80 per cent by private capital 
and 20 per cent by public construction until about 1930, but 
since that time the situation has changed until now just the 
reverse is true: we do four-fifths of our work on public works 
construction and only one-fifth on private capital,’ he testified. 

“We cannot hope for a continuation of public spending such 
as has occurred during the past six years and we believe that 
conditions can and will again be brought about whereby pri- 
vate industry can again expand, rebuild and modernize their 
plants and properties, thus restoring a normal demand for the 
services of private contractors. 

“T believe that the first step in bringing this about is the 
absolute necessity to permit the railroads to increase their 
earnings sufficiently to recreate sound financial structures to 
such an extent that the average prudent investor will be willing 
to participate in the financing necessary to provide funds for 
the needed improvements.” 

He illustrated his point by declaring his belief that six men 
could not be found in the crowded hearing room who would he 
willing, under present conditions, to invest their money in rail- 
road stocks. In normal times, he added, the railroads provided 
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about 20 per cent of the purchasing power of the nation and, 
this being true, the first major necessity confronting the coun- 
try today was to restore this purchasing power promptly; 
things which the railroads must purchase were now priced 
40 to 50 per cent higher than prior to 1932 while wages were 
15 to 20 per cent higher than at that time and the burden of 
taxation much heavier, making the position of the rail carriers 
all but untenable unless rates were advanced. 

“T fully realize that the proposed rate increase will sub- 
stantially increase the operating expenses of my own company, 
but I appreciate even more fully that if something substantial 
and definite is not done for the railroads and other industry in 
the United States, and promptly we shall have no business with 
which to be concerned and I believe that if the increase is 
granted that the added 15 per cent in transportation costs will 
soon be recaptured by ourselves and all other shippers through 
the general betterment of the economic picture as a whole,” 
he said. 

Mr. Blaine asked Mr. Morrison, on cross-examination, if 
he had any construction contracts with railroad lines. 

“No,” replied the witness. 

“But if the railroads do build on the money from a rate 
increase, you expect that it would make work for you?” 

“T hope so.” 

“Then you have a double interest in securing the rate 
increase.” 

“T am naturally interested in seeing any business go ahead, 
as it makes for general prosperity, for me as for everyone 
else,” said Mr. Morrison. 

The witness was asked what he would do about a freight 
rate increase which might come to him in his business. 

“Add it on to my next bill,” he replied. 

“Do you think that farmers and live stock men can add 
increased shipping charges on to the price they obtain for their 
product?” he was asked. “We cannot set our own prices.” 

“T cannot make the market price for the construction busi- 
ness any more than a potato shipper can make his own price,” 
the contractor answered. “I am competing in the open market 
just as they are.” 

Paul Blanchard, of Chicago, attorney for Armour and 
Company, took up the cross-examination. 

“Mr. Morrison, I take it that your theory is as follows: 
A rate increase will stimulate the railroads, their buying will 
stimulate industry, and industry will raise the purchasing 
power of the farmer, thus bringing prosperity to us all, is that 
it?” he demanded. 

“In general, yes,” said the witness. 

“Why, then, do you not advocate that we increase freight 
rates 100 per cent. If that is the way to prosperity, then why 
monkey around with a paltry 15 per cent?” the lawyer asked. 

“T decline even to answer that question,” said Mr. Morrison. 


Potatoes 


Charles C. Gossett of Nampa, Ida., lieutenant governor of 
Idaho, was the first witness at Wednesday’s hearing, testifying 
as a potato grower and shipper. 

He pronounced himself strongly opposed to the rate in- 
crease and said Idaho farm shippers could not possibly absorb 
the additional charges, as a large percentage of the state’s 
perishable farm produce was left unsold each year under cur- 
rent conditions because shippers cannot afford to pay the 
freight for shipment. He said that the mortgaged farm indebt- 
edness in Idaho increased from $50,000,000 in 1930 to $97,000,- 
000 in 1935 and has not decreased since that time. He presented 
figures, calculated on about 64,000 of the 175,772 freight cars 
shipped from Idaho last year, to show that on these shipments 
alone the 15 per cent rate increase would mean added expense 
of $2,251,000 to Idaho shippers. The cost would be divided as 
follows: 

Potato growers, $1,000,000; wool growers, $41,000; apple 
growers, $146,000; peach growers, $5,000; prune growers, $30,- 
000; onion growers, $60,000; barley growers, $30,000; corn 
growers, $11,000; oat growers, $14,000; wheat growers, $180,- 
000; alfalfa and clover growers, $38,000; cattle growers, 
$103,000; lamb and mutton shippers, $241,000, and hog growers, 
$29,000. 

Guy Graham, Idaho Commissioner of Agriculture, testified 
that freight charges were now often as much as or more than 
the actual value of the materials shipped and actually more 
than the value of the land on which the products were grown. 

“Tf a freight rate increase comes now, I see nothing else 
but for Idaho fruit growers to pack up and get right out of 
business,” he declared. “As things stand the Idaho orchards 
are being eliminated because of high production costs and the 
number of orchard trees has been reduced from 2,000,000 
15 years ago to about 500,000 at present.” 

Elimination of the fruit growing business would mean ruin 
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to a large portion of the state, he contended, as only alfalfa 
or grass would grow on orchard land for several years after 
the removal of the trees (due to fruit spray poison being in 
the ground) and Idaho alfalfa is unsalable outside of the state 
due to the existence of alfalfa weevil in Idaho. 

Average freight cost for Idaho apples is about $300 a year 
for the product of one acre, considerably more than the land 
is now worth, according to Mr. Graham. 

E. N. Pettygrove, of Hansen, Ida., potato grower, presented 
figures to show the cost of production of Idaho potatoes, which 
amounted to $130 an acre, or 86.6 cents per hundredweight for 
an average yield. 

“The price we get for your potatoes, even in a good year, 
leaves us very little margin of profit, and a rate increase now 
would result only in a huge reduction of our heavy tonnage 
crops and a correspondingly large loss to the carriers,”’ he said. 
“Even now I often feel that the railroads have a larger equity 
in my crop than I have myself.” 

W. L. Shattuck, of Idaho Falls, potato grower, presented 
figures similar to those offered by Mr. Pettygrove, showing 
about the same average cost of production (87 cents per cwt.) 
and comparing this with the average price over a five and a 
seven year period showed the net profit in the first case to be 
only $3.11 per acre and in the second case a net loss of $2.67 
per acre. 

“When we can sell our product the current freight rates 
force us to give two and one-half sacks in order to get one 
off to market,” he said. 

Mr. Shattuck testified that depression years had kept Idaho 
farmers from putting in normal replacements of material and 
said that an average of $15 per acre for replacement was 
needed throughout the state. 

Farrell L. Hansen of Idaho Falls, chief of the Potato 
Traffic Committee of the Idaho Shippers’ Traffic Association, 
expressed the belief that the loss to shippers through forced 
abandonment of crops by farmers would far more than offset 
the gains in revenue of a rate increase. 

“T am surprised to see our old friends the Union Pacific 
over on the other side of the table. I did not expect them to 
try to settle the burden on an industry from which they gain 
such revenue,” he said. 


Mr. Hansen protested that a rate increase would work a 
highly unequal burden on Idaho potato shippers, pointing out 
that the rate from Idaho Falls to Chicago was now 70 cents 
a hundredweight, making the proposed 15 per cent increase 
amount to an additional 10 cents a hundredweight, while Wis- 
consin shippers, now paying only 15 cents freight to Chicago 
on the same weight, would pay an addition of only 2 cents. 

Asked on cross-examination by Walter McFarland if Idaho 
potatoes did not now bring growers a profit, the witness 
answered: 


“Yes, but at a tremendous penalty to the shipper. We have 
cut production costs to the bone and have the lowest f. o. b. 
price of any potato growing district.” 


A change in the capital structure of railroad organization 
instead of a rate increase was offered as a solution to the rail- 
roads’ problems by E. S. Harper of Pocatello, Ida., president 
of the Idaho Shippers’ Traffic Association, who said the carriers 
would gain more money with a rate 10 to 15 cents a hundred- 
weight lower instead of an increase, as such a policy would 
bring a tremendous increase in Idaho shipments east of Ohio 
and Indiana. 

“The real problem of the railroads is to sell their services, 
not to obtain higher rates,” he said. “If they could alter their 
practices to allow mixed car shipments at regular rates for 
each commodity, small shippers could avail themselves of the 
service with a large increase in business.” 


“T should like to know just how much it costs to take a 
car of potatoes from Idaho Falls to Chicago,” Mr. Harper 
added. “I believe we are entitled to know these things—we 
have presented detailed figures to show our production costs. 
Perhaps the carriers’ losses are in entirely other departments 
and not on freight movements of the kind we are discussing.” 

R. H. Young, of Parma, Ida., representing onion growers, 
testified that rates on onions were already disproportionately 
high and should be reduced rather than increased. 


“The rate for shipping onions is higher than that for pota- 
toes, while the risk in transit of handling onions is considerably 
less as onions are not ruined by freezing,” he said. “We could 
not take a 15 per cent rate increase now and continue to oper- 
ate permanently.” 

Mr. Young said. that on his own shipments he had paid 
the railroads more than $400 for each of his 20 acres in the 
last ten years. 

As president of the Montana Farmers’ Union and speaker 
of the House of Representatives of his state, H. D. Rolph, of 
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Joplin, Mont., testified before Examiner Faul in opposition to 
the proposed increase. 

Nearly one-half of the farmers in Montana were now on 
relief or doing part time WPA work, he testified. Even the best 
farms in the state were heavily mortgaged, he said. 

“We have more than 300 locals in our farm union,” he said. 
“We now do all of our transportation business with the rail- 
roads, but if the rate increase goes through, we shall have to 
organize cooperative trucking associations and market our 
grain through them.” 


INCREASED MOTOR RATES 


The Traffic World Washington Bureau 


Leaders in the trucking industry are giving intense thought 
with a view to devising a procedure whereby in the event the 
Commission allows increases in Ex Parte 123, motor freight 
rates may be brought up at practically the same time. A 
report, however, that the industry had filed an informal rate 
increase notice with the Commission had offered a formula for 
expediting proceedings which if accepted would result in a 
simultaneous increase for the truckers and the railroads was 
not accurate. 

At the offices of the American Trucking Associations, Inc., 
it was declared that nothing had been filed by that association. 
There was also lack of confirmation at the offices of the Middle 
Atlantic States Motor Carriers Conference. Commissioner 
Rogers, until recently director of the Commission’s Bureau of 
Motor Carriers, said nothing on the subject had been received 
by the Commission. 

The origin of the report that such documents had been 
filed with the Commission was attributed to the fact that mem- 
oranda on the subject had been prepared and discussed among 
leading motor traffic and rate men. 

One of the objections that has been urged against the filing 
of such a notice is that if it were submitted to the Commission 
the latter would be almost required to institute hearings on the 
subject as to what action, if any, it should take with regard 
thereto. There are no obstacles in the way of motor carriers 
filing tariffs proposing increases in their rates such as ob- 
structed the railroads in Ex Parte 115 and the more recent 
Ex Parte 123. 

However, the motor traffic and tariff men are said keenly 
to realize that a minority in the industry might be able to pre- 
vent the industry’s obtaining an increase in rates similar to 
that which might be allowed by the Commission by refusing to 
file increased rates. By so refusing, those who had been con- 
sidering the matter believe, the non-concurring motor carriers 
would be able to obtain such an increase in traffic as to be 


able to show that they were receiving an adequate return on 
the old rates. 


In discussions about the possibility of a minority delaying, 
if not absolutely blocking the move to obtain higher rates, it 
_has been pointed out that the Commission has the minimum 
rate power and has exercised it in its recent report in I. and S. 
M-205, rates over Freight Forwarders, Inc., and Ex Parte MC 
14, motor carrier rates in middle Atlantic states. But, in 
answer to the argument, it has been pointed out that that 
power cannot be exercised without giving a hearing to those 
proposing to retain the old rates and the gathering of testi- 
mony tending to show that revenue under the old rates would 
be inadequate. That, it has been suggested, would also take 
time even as time would be required for hearings on any 
increased rate notice and formula the trucking industry might 
file with the Commission, such as has been suggested by some 
of the leading traffic and tariff men. : 





FREIGHT RATE INCREASES 


The Traffic World Washington Bureau 


Verified statements or affidavits are being submitted to 
the Commission in Ex Parte 123, fifteen per cent case, 1937, 
in lieu of personal appearances in accordance with a notice 
given by Commissioner Aitchison (see Traffic World, Dec. 4, 
p. 1255) that shippers would be permitted to file such state- 
ments or affidavits of facts in lieu of personal appearances at 
the hearings. In connection with that announcement he said the 
statements should be confined to facts with argument omitted. 

The Kelley Island Lime & Transport Co., Cleveland, O., 
has filed a statement in opposition to the petition of the car- 
riers so far as the carriers propose an increase of fifteen per 
cent in the rates on flux stone. The rate situation treated in 
the statement, the company said, was of vital importance to it 
as well as the carriers and that it requested that the Commis- 
Sion, in its disposition of this case, deny the carriers any per- 
centage increase in flux stone rates which would disrupt the 
present rate relationships. 

The National Committee of the American Mushroom Indus- 
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try in a statement opposed any increase in freight rates on 
manure. W. Howard Green, Philadelphia, speaking for the com- 
mittee, said that if there was any increase in manure rates 
a very large percentage of that commodity would be hauled 
direct to the mushroom growers by truck. He said that in 
the past two years a considerable tonnage had been so deliv- 
ered to the growers which had eliminated rail shipments to 
many points, even on the basis of the present rates. 

F. S. Reigel, general traffic manager for Commercial 
Solvents Corporation, Terre Haute, Ind., repeating the notice 
which Commissioner Aitchison had given, as shown in The 
Traffic World, called attention to the fact that that company 
did not favor the approval of the increases that were pub- 
lished to become effective December 20 and did not favor 
the addition of a fifteen per cent increase. However, said he, 
since with few exceptions, the increases proposed for Decem- 
ber 20 had become effective, the company’s greatest interest 
now was in the preservation of existing differentials. He won- 
dered, he said, particularly as to commodities moving on class 
rates if the existing differentials were to be maintained. He 
said the main reason for writing this letter was to point out 
to the Commission the vital interest the company had in the 
preservation of the existing differentials. 

The Evansville, Ind., Chamber of Commerce has submitted 
a verified copy of a resolution favoring the increases for which 
the railroads have asked. Its resolution urged that the action 
of the Commission be expedited to the fullest degree. 

The policy committee of the Illinois Manufacturers’ Asso- 
ciation urges the Commission to expedite its action on the 
petition of the railroads in every feasible manners. It further 
asks the Commission to grant all or such part of the proposed 
increases as it finds is essential to the continued satisfactory 
railway transportation service to shippers and will not result 
in unwarranted injury to shippers. It further urges that, in the 
event the Commission allows any increases on a percentage 
basis, the allowances be made with the understanding that the 
railroads will immediately adjust any rates that may result 
in unwarranted injury to shippers. 

The National Association of Waste Material Dealers, Inc., 
said it had viewed the carriers’ request for a 15 per cent in- 
crease from many angles and had concluded that so far as 
waste materials were concerned the carriers’ petition should 
be denied. 

The Farm Equipment Institute says that if the Commission 
finds any further increase to be necessary in freight rates it 
should refuse to grant a flat percentage increase for the longer 
hauls and in lieu thereof prescribe rates therefor with a maxi- 
mum increase in cents a 100 pounds. 


RAIL RATES DOWN, FARM INCOME UP 


“As Neighbor to Neighbor,” a pamphlet showing in graphic 
form how, in the last ten years, farm incomes have gone up while 
freight and passenger rates have gone down, has been issued 
by the Union Pacific Railroad Company. Statistics were taken 
from the United States Department of Agriculture’s publication, 
“A Yearbook of Railroad Information.” Through the use of 
charts, the booklet shows that: 

From 1936 to 1937 farm income increased from slightly 
more than five billion dollars to nearly eleven billion dollars. 
while the cost of shipping one ton of freight one mile decreased 
from 1.050 cents to about .975 cents. 

In 1933 the money from one 1,000-pound steer paid freight 
on one average carload 152 miles, in 1937, 292 miles. 

In 1933 a potato grower at Gering, Neb., could buy a round 
trip coach ticket to Omaha for 26 sacks of potatoes, while only 
eight sacks bought the same ticket in 1937. 

In 1933 an average freight carload traveled 63 miles on 
money from one 80-pound can of butterfat, in 1937, 109 miles. 

In 1933 it took 81,279 carloads of freight to pay one day’s 
wages of railroads, 26,971 carloads to pay for one day’s ma- 
terial used, and 14,446 carloads to pay one day’s taxes. By 1936, 
wages, costs of materials and taxes had mounted until it took 
99,017 carloads of freight to pay the wages of railroads one 
day, 43,033 carloads to meet expense of materials, and 17,126 
carloads to offset one day’s tax load. 





ILLINOIS CHAMBER SUPPORTS RATE INCREASE 


The Illinois Chamber of Commerce, over the signature of 
its president, Omar H. Wright, has sent a letter to the Com- 
mission urging it to grant the railroads an “appreciable in- 
crease” in rates. The letter is the first of its kind the chamber 
has sent the Commission, it says, and it was prepared by the 
chamber’s administrative committee only because it was felt 
justified under existing conditions. The only alternative to 
increased rail revenues through increased rates, it says, is 
more railroad bankruptcies and eventual government owner- 
ship and control, something which “neither the people nor the 
government desire.” 


c 





January 15, 1938 


LOANS TO RAILROADS 


_ Without certifying that the Baltimore & Ohio was not 
in need of reorganization at this time, the Commission, divi- 
sion 4, in Finance No. 11891, Baltimore & Ohio Railroad Co. 
reconstruction loan, approved a loan of $8,233,000 to that 
carrier for railroad maintenance and purchase of equipment. 
(See Traffic World, Jan. 8.) No such certificate is required 
in case of loans made for the maintenance or purchase of 
equipment of a railroad. 

Commissioner Mahaffie disagreed with his colleagues, 
deeming a certificate of that sort an essential finding, on ac- 
count of part of the application. The loan is for a period 
ending not later than September 1, 1942. The Baltimore & 
Ohio has outstanding loans from the government totaling 
$74,959,923. 

The Commission said the applicant should deliver to the 
RFC as collateral security for the loan and previous loans 
an assignment of its interest in the collateral securing 
$50,000,000 of its secured notes maturing August 1, 1939, and 
additional securities having a par value of $14,424,150, con- 
sisting of the following: Baltimore & Ohio refunding and 
general mortgage series C 6 per cent bonds, $400,000; refund- 
ing and general mortgage series E 6 per cent bonds, $3,601,500; 
P. L. E. & W. Va. mortgage 4 per cent bonds, $209,000; P. L. 
E. & W. Va. preferred stock, $1,136,800; Philadelphia & Read- 
ing Coal & Iron Co., convertible 6 per cent debentures, $2,- 
425,000; B. R. & P. preferred stock, $48,500; B. & S. preferred 
stock, $13,800; Charlotte Docks Co. stock, $99,700; C. I. & W. 
5 per cent bonds, $1,000,000; Fairport Warehouse & Elevator 
Co. stock, $296,800; Fruit Growers’ Express Co. stock, $26,500; 
Marley Neck-Patapsco Co. preferred stock, $1,000,000; and 
$1,000,000 of its 6 per cent mortgage notes; Philadelphia 
Perishable Products Terminal Co. 4 per cent notes, $2,000,000; 
Reading Co. first preferred stock, $3,250, second preferred 
stock, $120,000, and common stock, $2,500; Toledo Terminal 
stock, $644,300; and Union Stock Yards Co. stock, $396,500. 

The railroad applied for the loan so as to obtain funds 
for the following purposes: For maintenance: to apply to 
payrolls of maintenance forces for the second half of Decem- 
ber, 1937, and for the months of January and February, 1938, 
$4,000,000; for materials charged to maintenance expenses in- 
cident to the employment of such labor, provided that the 
value of the materials offset against the proceeds of this 
loan shall not be in excess of the amount paid for mainte- 
nance material subsequent to December 15, 1937, $2,000,000; 
for purchase of equipment, to meet equipment-trust matu- 
rities of February 1, 1938, $1,483,000, and to meet equipment- 
trust maturities of March 1, 1938, $750,000. 

The carrier in its application said it desired that the loan 
be made available in installments, $3,000,000 on or about 
December 31, 1937, $4,483,000 on or about January 31, 1938, 
and $750,000 on or about February 28, 1938. 


represented that with these funds made available, it wou 
be in a position to maintain its property to the present stan 
ard of efficiency, avoid the reduction in maintenance fofets 
which might otherwise be required, and assure the eniploy- 
ment of maintenance forces of not less than 5,000,00 an- 
hours for the period indicated. 

According to the report, the applicant, speakidg~of it 
necessities, said that in the last six months of 1937 ‘as co 


The Commission’s report said that the Baltimore & ould 2 I 
aon 


pared with the last six months of 1936, it suffered & tcreage 
in railway operating revenues from $89,526,654 } abqit 
$80,955,351; and a decrease in net railway operating “Income 


from $18,071,050 to about $10,377,789. In December ®he ap- 
plicant said the decrease in railway operating revenug% was 
from $14,686,817 to about $11,255,000; and the decrease ig, ne 
railway operating income from $2,613,352 to a deficit of about 
$65,000. In November last, the applicant said there was a 
deficit in net income of $240,367 and in December, a deficit 
in net income of about $1,685,000. The deficit in net.income 
for the six months, the report said, was about $1,363,760. In 
the period July 1 to December 23, 1937, the company said, 
cash was reduced from $7,691,389 to $6,414,199 and there 
was an increase in unpaid vouchers of about $4,000,000. It 
was expected that by the end of the year the cash balance 
would be further reduced to $5,799,345, with interest and prin- 
cipal payments of $2,153,150, due on January 1, 1938, leaving 
available cash amounting to $3,646,193 to begin the year. 
The applicant forecast, said the report, that without the 
loan and without the increase in freight rates requested in 
the pending Ex Parte 123, available cash would be reduced 
to $191,735 on February 1, and a shortage of available cash 
of $5,433,407 would result by June 1, 1938. The projected 
balance for June 30, 1938, the report said, was a deficit of 
$3,543,752, without either the loan or the requested increase 
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in freight rates, or a balance of $1,856,248 without the loan, 
but with the increase in freight rates approved effective as of 
March 1, 1938. 

Dissenting, Mr. Mahaffie said he was unable to concur in 
the report, or to join in what he considered essential findings. 

The loan here approved by the majority, he said, was in- 
tended, in part, to pay for maintenance already performed, 
and for materials already purchased. A portion of the loan, 
he said, was to meet maturities of equipment trust certificates. 
That payment of vouchers for maintenance materials already 
applied, or on hand, can be considered “maintenance of’ the 
railroad, while not entirely clear is a possible construction of 
the act, said he. 

“T am, however,” said Commissioner Mahaffie, “unable to 
agree that the payment of maturing equipment trust certifi- 
cates is a ‘purchase of equipment’ within the meaning of the 
law. Consequently, it is necessary, as I see it, that we make 
the certificate referred to above if the loan is to be approved.” 
(The certificate referred to was that required by the statute that 
the recipient was not in need of reorganization at this time.) 
“In making such a certificate I think we are limited to con- 
sideration of the elements stated by Congress, e. g., present and 
prospective earnings. We may not properly consider in that 
connection the adequacy of the collateral offered, the existing 
loans held by the government and the desirability of protecting 
them, the public advantage of increasing employment, nor the 
possible effect on general credit of the failure of the carrier 
to meet its obligations. If the statutory requirement as to 
our certificate is considered unduly restrictive, it should be 
changed by the Congress rather than by us.” 

The Commission, in its report, said, with respect to the 
equipment obligations and the loans requested for the other 
purposes stated, they appeared to be within the contemplation 
of that clause of section 5 of the statute which authorized 
loans for the maintenance of or purchase of equipment for 
railroads without a certificate that the borrower on the basis 
of present and prospective earnings might reasonably be ex- 
pected to meet its fixed charges without a reduction thereof 
through judicial reorganization. 


Erie Situation 


Chairman Jones said there had been no further develop- 
ments with respect to the Erie loan situation at his press con- 
ference January 6. He said he did not blame the C. & O. for 
wishing to conserve its cash but that he certainly did not un- 
derstand the C. & O. refusal “to furnish this baby with a milk 
bottle.” 

“We agreed to make the entire loan to the Erie if the 
C. & O. would show a little interest,” said he, adding that the 
loan might have been made on the available Erie collateral 
if the Erie had been an independent road, but that it was felt 
that with the C. & O. controlling it it should as a matter of 
ineiple stand back of the loan. 
he C..& O. isn’t willing to nurture its own child, I 
see\why the government should,” said he. 

s to\his statement previously made that the attitude of 







thé¥C. & @. raised a question as to its right to own control 

o@he Eyie\ Chairman Jones said he did not know what could 

= i t that but remarked that where a parent was able 

oe portiits child and would not do so, it ought not to have 
ild. : 


nef@/ & O. had shown no interest in the Erie situation, 
he{> All the RFC dealings had been with the Erie and 
.contact with the C. & O. had been replies received to 


inquiries ‘by the RFC in which the C. & O. refused to meet 
© the sOggestions of the RFC, said he. 


, 


; Asked why, with the C. & O. having obtained control of 
. the Brie, it would not come to its aid, Mr. Jones suggested it 
might be a case of “milking the cow and turning it out when 
it quits giving milk.” Asked what objective the C. & O. might 
have, he suggested further that the Erie might go into re- 
ceivership or trusteeship, be reorganized and come out with 
lower fixed charges, with the C. & O. still in control. 


Mr. Jones said so far as he was concerned the Erie matter 
was a closed incident. He indicated, however, the RFC would 
consider any proposal the C. & O. might make. 

“All they have said is ‘No,’” said he. 


As to an estimate of one hundred million dollars for the 
fiscal year ending June 30, 1939, for railroad loans talked about 
before the House committee on appropriations, Mr. Jones in- 
dicated there was little basis for making an estimate as to 
needs along that line now. He said so far as he knew the 
only roads needing money now were the Erie, B. & O., and 
Boston & Maine. 

Asked as to need for amendment of the law with respect 
to reorganization of railroads, he said obviously something was 
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lacking in the present system—that changes were needed to 
enable railroads to reorganize within an ordinary lifetime. 

As of December 31, 1937, according to the monthly RFC 
report, disbursed railroad loans totaled $537,126,239.11 and 
repayments totaled $181,232,693.38. 


Wheeler Criticizes Commission 


Chairman Wheeler, of the Senate interstate commerce 
committee, issued a statement for publication January 10 
denouncing the action of division 4 of the Commission in grant- 
ing the application of the Baltimore & Ohio for a loan of 
$8,233,000 (see Traffic World, Jan. 8). The case was decided 
by Commissioners Meyer, Porter, Mahaffie and Miller, with 
Commissioner Mahaffie dissenting. 

The senator asserted the finance division of the Commis- 
sion or its staff “needs new life and new blood.” He also 
asserted that while he opposed “the President’s plan of putting 
the Interstate Commerce Commission under the executive de- 
partment,” he agreed with him that the Commission ought to be 
reorganized. 

“It ought to be reorganized from within if the Commission 
is going to function in the interest of the public or if the 
United States Treasury,” said he. 

The statement follows: 


There is much that should be done to aid the railroads. For my 
part I am working and shall continue to work for these things, through 
cooperation with the railroads, and government departments and 
through helpful, constructive legislation. 

No one, however, can maintain that the capital structures of every 
railroad should be maintained untouched as they now stand. Many 
are overcapitalized either because of unwise financial policies or ex- 
cessive costs or changes in the commercial condition of the country, 
making some of the railroad properties of no practical value from the 
standpoint of earnings or even to the public service. In short, there are 
railroads that need to be reorganized and there is need for some con- 
solidation. 

Four years ago Congress recognized this by laying down a policy 
that Reconstruction Finance Corporation loans should not be extended 
to roads in need of reorganization. 

Not only is this the law but, to my mind, it is a wise policy. Ex- 
tending loans to a road that must inevitably be reorganized simply 
permits some creditors to be favored over others and pushes the in- 
vestors, whose investment is already imperiled, deeper and deeper into 
the morass of debt. Furthermore, to keep a tottering road out of re- 
ceivership is unfair to labor. A road struggling to keep out of bank- 
ruptcy cuts its maintenance, fires shopmen, suspends the purchase of 
even necessary supplies, all to scrape pennies to pay unearned bond 
interest. Once in receivership such criminal economies, which hurt both 
labor and business, are cut out. 

These considerations led many in the Senate and House to protest 
against the unsound policy pursued by the finance division of the Inter- 
state Commerce Commission and by the Reconstruction Finance Cor- 
poration six years ago, of making loans to various railroads which 
needed reorganization. The late Senator Couzens, then chairman of the 
Senate interstate commerce committee, protested. Many others, in- 
cluding myself, protested. 

On December 29, 1937, the finance division of the Interstate Com- 
merce Commission approved a loan of some $6,000,000 by the Recon- 
struction Finance Corporation to the Erie Railroad. The Commission 
found that the collateral was inadequate, and since the Erie had no 
more, insisted on a guarantee by the Chesapeake & Ohio, which con- 
trols the Erie. However, the R. F. C. act forbids the Commission to 
approve a loan, regardless of the collateral, unless the Commission 
can also certify that the railroad is not in need of reorganization. A 
majority of the finance division found themselves able to say that the 
Erie did not need to be reorganized. I am glad to note that Commis- 
sioner Mahaffie dissented. At the time the finance division of the I. C. 
C. acted (apparently with the approval of the chairman of the R. F. C.), 
the facts showed beyond question that the Erie needed reorganization. 
Every development in subsequent days reinforces this conclusion. A 
few days after the Commission’s approval, the Chesapeake & Ohio re- 
fused to guarantee the loan. The R. F. C. was therefore unable to ad- 
vance the money and the Erie defaulted on its bond interest, which is, 
of course, the usual first step toward receivership. Chairman Jones of 
the R. F. C., in a newspaper interview published on January 7, indi- 
cates that the only end for the Erie is reorganization. 

The St. Paul, the Chicago & North Western and other roads received 
a clean bill of financial health from this same division and loans from 
the R. F. C., and within a few months thereafter went in receivership. 

Is this fair to the government? Is it fair to the investing public? 
It does help the insiders but that is all. 

At the present moment there is an even more glaring case, the Bal- 
timore & Ohio. The finance division—again I am glad to note with 
Commissioner Mahaffie dissenting—recently approved a loan of some $8,- 
000,000 to the B. & O., and the R. F. C. announced its approval even 
before the I. C. C. acted. The railroad said that it needed the money 
for maintenance and equipment purchases. Loans for purchase of equip- 
ment or maintenance of property do not require a certificate that a 
road is not in need of reorganization but loans for any other purpose 
do. The majority commissioners were willing to accept the road’s ap- 
plication at face value and avoided their legal duty to certify that the 
B. & O. is not in need of reorganization. The loan, however, was not 
truly for these purposes at all. It was in part to pay for past main- 
tenance, and over $2,000,000 was to pay maturing equipment trust cer- 
tificates, some outstanding for 15 years. It is a fraud on the taxpayers 
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to call this a purchase of equipment within the meaning of the R. F. C. 
act. Furthermore the commissioners confined themselves to the letter of 
the railroad’s application and either did not know or preferred not to 
consider that what is chiefly weighing on the B. & O. at the moment 
is an interest payment of over $4,000,000 due February 1. The B. & O. 
applied for a loan in part for December and January payrolls, pre- 
sumably planning to use the funds it should have spent on these to 
meet its February 1 interest. Surely the finance division of the Com- 
mission was sufficiently skilled to analyze such elementary bookkeep- 
ing. The reason for failing to do so is obvious, however. 

Furthermore the law instructs the Commission to see that the gov- 
ernment’s money is protected by adequate collateral. Yet the collateral 
for the former R. F. C. loans now has a market value of less than the 
amount of the loans and the collateral offered for the present $8,000,000 
loan is worth at least $2,000,000 less than the amount of the loan. These 
facts the finance division of the Commission knows and is calmly 
gambling on a stock market rise to protect the taxpayers’ money. 

If a railroad is to borrow money from the R. F. C. Congress in- 
sisted, and it is still the law, that the Commission certify that the road 
does not need reorganization. This was done to protect the taxpayers’ 
money. Congress never intended, and to my mind still doesn’t intend, 
to pour public funds into the bottomless pit of badly financed rail- 
roads. Such a policy would rob the taxpayers and in the long run be a 
detriment to labor and to investors. It would aid only men with inside 
knowledge who need time to sell out their poor investments. It would 
be fraud on people who buy the railroad’s securities in the few months 
between the loans and the inevitable bankruptcy. 

In the cases I have mentioned the finance division of the Commission 
has disregarded the plain facts of the railroad situation and the spirit 
and the letter of an act of Congress. The action of the majority com- 
— was a violation of common sense, and of the spirit of the 
aw. 

I have deemed it necessary to call attention to this matter because 
of its intrinsic importance, and also because it is high time that we 
discard the use of trick rabbits in solving our railroad problem, develop 
and adhere to a sound, long-term policy, and confide its administration 
to officials who will understand the need for that sort of policy and 
faithfully support laws already passed and to be enacted, embodying 
such a policy. 

The investigation of the finances of the railroads indicates to me 
that the finance division of the Commission or its staff needs new life 
and new blood. While I have criticized the financial practices of some 
of these railroads, many of them could not have taken place and 
would not have taken place except for the laxity of the finance di- 
vision of the Commission, and the railroads have justly and frequently 
laid the blame at the door of the Commission. I have been opposed to 
the President’s plan of putting the Interstate Commerce Commission 
under the executive department, but I agree with him that the Com- 
mission ought to be reorganized. It ought to be reorganized from within 
if the Commission is going to function in the interest of the public or 
of the United States Treasury. 

It is time some one called a halt on these raids on the Treasury. 


The Commission, by division 4, in a fifth supplemental 
report in Finance No. 9278, Wichita Falls & Southern recon- 
struction loan, has modified a prior report conditionally ap- 
proving extension for six months from January 1, 1938 by 
changing the condition under which the extension may be made. 
As issued the condition was that the applicant should assure 
the RFC that the holders of all the $729,000 of bonds of the 
applicant had agreed to an extension of the maturity of the 
bonds for ten years. The condition has been modified as to 
require an agreement to that effect of “substantially all” the 
holders. The company had advised the Commission that all 
the holders except those of $39,000 of the issue had agreed to 
the extension. It said it had no funds to pay the non-assenting 
bondholders and that therefore the condition prescribed by 
the Commission made it difficult, if not impossible, to obtain 
the cooperation of the minority. 


M. & ST. L. DISMEMBERMENT 

The Commission has assigned Finance No. 10947, applica- 
tion of Associated Railways Co. et al. for authority to acquire 
properties of the Minneapolis & St. Louis and No. 12964, con- 
solidation of railway properties of the United States into a 
limited number of systems—petition of Associated Railways Co. 
et al. for modification of the plan of consolidation, for oral 
argument on February 4, at ten a. m. 


oO. P. & E. REORGANIZATION 


George T. Gerlinger has asked the Commission, in Finance 
No. 11855, Oregon Pacific & Eastern Railway Co. reorganiza- 
tion, to ratify his appointment as trustee of that property. He 
has been president and manager of the Oregan, Pacific & East- 
ern. In his petition he says he expects to continue as receiver 
for Anderson & Middleton Lumber Co. of Oregan and, through 
that trust, expects to continue as president and manager of the 
Oregon, Pacific & Eastern. Other connections are, president 
and manager of the Willamette Valley Lumber Co.; secretary 
and manager of Corvallis Lumber Co.; president of Lumber 
Management Corporation; trustee of West Coast Lumbermen’s 
Association and Douglas Fir Export Co.; and member of the 
Federal Reserve Board of San Francisco, Portland branch. 
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AUTOMOBILES TO CHICAGO 


The Traffic World Washington Bureau 


The question whether railroads carrying automobiles from 
Detroit and other Michigan producing points shall be allowed 
to do so on a 50 cent rate made so as to enable them to com- 
pete with motor common carriers is again before the Com- 
mission after arguments on a proposed report made by 
Examiner Chester E. Stiles in fourth section application No. 
15834, automobiles and chassis to Chicago, Ill. At present they 
have such a rate with the relief from the aggregate-of-inter- 
mediates part of the fourth section. It was granted by divi- 
sion 2 in this case, 215 I. C. C. 495. 

Arguments on the question were made by K. A. Moore, 
for the Automobile Manufacturers’ Association; L. P. Day and 
D. P. Connell, representing the railroad applicants; and Luther 
M. Walter, representing protesting motor carriers. The case was 
reopened and Examiner Stiles recommended denial of the relief 
on a finding that the testimony did not establish the matter 
as a special case warranting relief from the aggregate-of-inter- 
mediates part of the fourth section. He said that the mere 
fact, emphasized by the railroads, that no shipper or receiver 
of automobiles opposed the grant of the petition but some 
favored its grant, did not afford a reason for granting relief 
in the absence of proper evidence demonstrating this to be a 
special case meriting relief from the operation of the genera: 
provisions of the statute. 

It was brought out in the testimony and emphasized in 
the argument that while the 50 cent rate had decreased truck 
competition with the railroads to Chicago, it resulted in in- 
creasing motor competition with the rail carriers to Washing- 
ton, D. C., and other points. Relief was granted in 1935. The 
testimony showed that one motor carrier in the first four 
months of 1935 carried 2,007 automobiles from Detroit to 
Chicago and that in the remainder of the year when the rail- 
roads had relief it carried only 209 automobiles. In 1936, 226, 
and in the first six months of 1937 only 70 automobiles. When 
the publication of the 50 cent rate resulted in the loss of the 
traffic to Chicago it was shown this trucker put the released 
equipment into service from Detroit to Washington, Peoria, 
Ill., and other places, and the number of automoblies trucked 
to Washington had increased from approximately 100 a month 
at that time to approximately 300 a month at the time of the 
hearing. 

Protesting motor carriers contended that grant of relief 
violated the policy laid down in section 202 of the motor car- 
rier act “to regulate transportation by motor carriers in such 
manner as to recognize and preserve the inherent advantages 
of, and foster sound economic conditions in, such transporta- 
tion and among such carriers in the public interest. . . .improve 
the relation between, and coordinate transportation by and 
regulation of motor carriers and other carriers.” 

Motor interets contended that automobiles should pay sub- 
stantially greater revenue than a carload of average freight 
which was not the fact in regard to this traffic because of the 
nature of the traffic, the high class of equipment required, the 
expense of store-door delivery not usually given on carload 
traffic, and the amount of tare weight for each ton of revenue 
freight. The contention, the examiner said, was sound as re- 
spected a maximum reasonable rate on automobiles; but if a 
maximum reasonable rate would hold some of the traffic on 
the rails, doubtless no fourth section relief would be sought. 
It was the privilege of the applicant railroads, he said, to main- 
tain less than a maximum reasonable rate, as they were doing 
here, so long as they kept within the law. The testimony 
showed, his report said, that the New York Central was ob- 
taining a car-mile revenue of 21.2 cents on this traffic while 
the average car-mile of the New York Central on all traffic for 
1936 was 22.6 cents. 


M. & ST. L. ABANDONMENT 


The Commission, by division 4, in Finance No. 10910, Min- 
neapolis & St. Louis coreceivers abandonment, has denied in 
part an application of the receivers for permission to abandon 
part of a branch line extending from Laurel to Van Cleve, Ia. 
At the hearing, the applicants withdrew part of the application 
requesting permission to abandon the portion extending from 
Newburg to Laurel, a distance of 9.3 miles. They agreed to 
continue operation between those points on a call or demand 
basis. That part of the application has been dismissed. The 
Cominission found that present and future public convenience 
and necessity had not been shown to permit abandonment of 
the part of the line not covered by the withdrawal. The whole 
line from Newburg to Van Cleve is 16.1 miles long. 

The application was dismissed January 11, 1936, on account 
of a tentative agreement between the M. & St. L. and pro- 
testants in which the M. & St. L. offered to render continued 
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service over the branch by handling carload and less-than-car- 
load traffic in lots of 6,000 pounds or more, on a call or demand 
basis. The report was on a renewed application for permission 
to abandon, the receivers alleging that the volume of traffic 
- revenue did not justify continued maintenance and opera- 
ion. 

Dissenting, Commissioner Mahaffie said that contrasting 
the out-of-pocket cost of operating the segment with total 
system revenues from the traffic originating and terminating 
on it, the majority concluded that no loss was shown and de- 
nied the application. That reasoning, he said, was unsound, 
disregarding as it did the cost to the applicants of handling 
the traffic on 1,563 miles of the system and giving considera- 
tion only to the cost on the 6.8 miles segment. He said that on 


‘any proper basis of computation it seemed to him the loss 


caused the receivers by continued operation greatly outweighed 
the disadvantage to the public of abandonment. 


COAL TO EASTERN VIRGINIA 


Excessive profits, averaging 93 cents a ton for each rail- 
road, are being obtained by the three principal Pocahontas 
railroads transporting bituminous coal into eastern Virginia, 
John Carson, Consumers Counsel of the National Bituminous 
Coal Commission, alleges in a brief filed by him in No. 27648, 
Ashland Coal & Ice Co., Inc., et al. vs. Atlantic Coast Line 
et al., and No. 2771, State Corporation Commission et al. vs. 
Chesapeake & Ohio et al., in support of the prayer for a reduc- 
tion in the rate of $2.65 a ton to the eastern Virginia group. 
The lines alleged to be making the excessive profits are the 
Chesapeake & Ohio, Virginian and Norfolk & Western. 

Asserting that the evidence included for the first time, so 
far as the writer knew, figures showing the actual cost of 
transporting coal from the Pocahontas groups into eastern 
Virginia, the brief, filed by Donald Gallagher attorney for the 
Consumers Counsel, declared that “if industry is to survive, 
if human beings are to be protected from cold and if city and 
state institutions are to function, bituminous coal must move.” 
Continuing the brief says: 


Bituminous coal in this area is a prime necessity not only to hun- 
dreds of industrial plants but to state and city institutions for the 
production of heat, light, and power and for the comfort of the citizens 
of the community. Coal being such a prime necessity should pay little, 
if anything, over and above the cost of transportation of all traffic 
plus taxes and return on investment. 

The Commission has before it, for the first time, so far as we 
know, studies indicating the low cost of transporting bituminous coal 
to the $2.65 rate group on the lines of the Pocahontas carriers. This 
presentation of evidence indicating the cost of rendering this service 
is unique in the annals of the Commission. 


Quoting the Commission’s statement in Ex Parte 115 in 
granting temporary increases that “it shocks the conscience” 
that a large percentage of the general increase should go to 
erro very Pocahontas lines which did not need it, the brief 
added: 


The record shows that the greater part of that prosperity comes 
from the handling of coal traffic on so-called depressed rates. There- 
fore the Pocahonts defendants cannot for a moment effectively con- 
tend that the prescription of a reasonable maximum rate based upon 
the cost of rendering the service, plus taxes and return on investment 
wl in any way impair their ability to furnish the proper kind of 
service. 


The cost studies submitted by the complainants are alleged 
to show that the actual cost of hauling the coal including freight 
proportion of taxes and return on freight proportion of rate- 
making values would average only $1.72 for the three roads. 


PETITIONS FOR REHEARING, ETC. 


Air Mail No. 38, In the matter of Western Air Express Corporation 
for an order amending order in Air Mail Docket No. 1 in so far as it 
refers to Air Mail Route No. 13. Postmaster General James A. Farley, 
asks examination and audit of books, records, and accounts of West- 
ern Air Express Corporation, before assignment of proceeding for hear- 
ing. 

No. 24050, A. Johnson, grand chief engineer of the Brotherhood of 
Locomotive Engineers et al. vs. A. C. L. et al. Class I railroad car- 
riers, defendant, ask reconsideration of its report and order, decided 
June 8, 1937, and modification thereof so as to require the installation 
of power-operated reverse gears when steam locomotives, built prior 
to September 1, 1937. are given repairs defined by the United States 
Railroad Administration as Class 1 or 2, and that the Commission 
make and enter such further and supplemental order, or orders, in 
the premises as may seem reasonable and just. 

No. 24549, Wailes Dove-Hermiston Corporation et al. vs. Aberdeen 
& Rockfish et al.; No. 24549, Sub. No. 1, Phoenix Utility Co. et al. 
vs. Same; and No. 25232, United States Pipe & Foundry Co. vs. Ala- 
bama Great Southern et al. Southwestern carriers ask vacation of 
findings and orders in these proceedings in so far as same apply to 
rates between points in southwestern territory and between points in 
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southwestern territory on the one hand and other territories involved 
on the other. 

MC 8029, application of R. O. Baum, Coldwater, Mich. Rail carriers 
in Central Freight Association, ask stay of order granting certificate. 

MC 8535, application of George Transfer Co., Inc., Baltimore, Md. 
Trunk Line Rail carriers ask stay of order granting certificate. 

MC 8665, application of Murwin M. Gould, Binghamton, N. Y., dba 
Blue Motor Coach Lines. Rail carriers in Trunk Line territory ask 
stay of order granting certificate. r 

MC 9914, application of Warren Trucking Co., Inc., Martinsville, 
Va. Applicant asks reopening, reconsideration, postponement of effec- 
tive date and modification of order of division 5 of December 4, 1937. 

MC 50380, application of Mae A. Laske, dba Laske’s Motor Lines, 
Providence, R. I. Class I New England railroads ask reconsideration 
and oral argument. 

MC 59574, application of J. Clarence Leary and R. W. Leary, Jr., 
dba Leary Brothers Storage Co., Edenton, N. C. Applicant ask modi- 
fication of order. 

No. 12598, Wilson & Co., Inc., of Oklahoma vs. Director general, 
as agent, N. C. & St. L. Ry. et al. Carriers defendants ask vacation 
of order of June 15, 1923, which requires, until further order, main- 
tenance of rates of 57.5 cents a 100 pounds on shipments of double 
deck cars, minimum weight 23,000 pounds, and 66 cents a 100 pounds 
on shipments of single deck cars, minimum weight 77,000 pounds, for 
transportation of hogs, in carloads, from Nashville, Tenn., to Okla- 
homa City, Okla. 

No. 27927, Roby Motors Co., Inc., vs. A. & L. M. et al. Berryman 
Henwood, trustee, St. Louis Southwestern Railway Co., debtor, asks 
dismissal of complaint in above case on ground that complaint does 
not state a cause of action. 

MC 20068, application of Hoover Motor Express Co., Inc. Petitioner 
asks reconsideration of H. B. Manners, dba Manners Motor Express’ 
grandfather rights to Memphis, Tenn. 

MC 21227, application of Midland Truck Lines, Inc., St. Louis, Mo. 
Hayes Freight Lines, Inc., protestant, asks postponement of effective 
date of order, reconsideration and modification of order entered by 
division 5 on November 23. 

MF F-162, H. E. English, purchase, J. A. Robinson. Kansas City 
Southern Railway Co. protestant, ask rehearing or for reconsideration. 

No. 26817, Globe Grain and Milling Co. vs. C. B. & Q. et al. Com- 
plainant asks denial and dismissal of defendant’s petition for reargu- 
ment and reconsideration, dated December 17, 1937. 

MC 59957, Motor Freight Express, common carrier application; 
MC 84575, Motor Freight Express, contract carrier application. Appli- 
cant asks that another hearing be granted for the purpose of taking 
additional testimony and for the production of further evidence. 

No. 14760, Parkersburg Rig & Reel Co. vs. C. R. I. & P. et al., 
embracing also other proceedings named in footnote 182 I. C. C. 503. 
Defendants in a further petition ask modification of order, involving 
rates on oil-well supplies and rig irons, from Parkersburg, W. Va., to 
destinations in Kansas, to permit application of column basis approved 
for publication effective December 20, 1937, in order in General Com- 
modity Rate Increases, 1937, Ex Parte 115, in the matter of increases 
in freight rate and charges dated October 19, 1937, in connection with 
or to reflect revised class rates published in compliance with sixth 
supplemental order in Docket 17000, part 2, Western Trunk Line Class 
Rates, 204 I. C. C. 594. 

No. 26843, Allen and Wheeler Co. et al. vs. A. C. & Y. et al. Com- 
plainants ask rehearing, reargument and reconsideration by entire 
Commission. 

No. 27673, Mid-West Chandelier Co. vs. P. & L. E. et al. Com- 
plainant asks reopening, reconsideration and further consideration by 
the entire Commission. 

MC 41710, application of United Motor Transportation, Inc., Lynd- 
hurst, N. J. Applicant asks that cease and desist order heretofore 
entered be vacated; that proceedings be reopened; and that Commis- 
sion set a date on which it may properly present its case with as- 
sistance of its present counsel; or that in alternative, it be heard by 
counsel on brief or at oral argument; and that such further or other 
orders be entered in the premises as to the Commission may seem 
reasonable and just. 

MC 49086, application of United Van Service, Inc., Chicago, IIl., 
for certificate or permit. MC 73730, application of United Van Service, 
Inc., Chicago, Ill., for license. Applicant asks vacation of order, post- 
ponement of effective date of order, reconsideration and reopening 
for further hearing. 

No. 27677, Bull Dog Floor Clip Co. vs. C. R. I. & P. et al. Com- 
plainant asks reopening and rehearing. 

MC 2042, application of Moore Transportation Co., Dayton, O. 
Applicant asks stay of order and rehearing by entire Commission. 

MC 51088 and MC 51204, applications of Gregg Cartage and Storage 
Co., Cleveland, O. Applicant asks that certificate of public convenience 
and necessity as common carrier heretofore recommended by Examiner 
William A. Maidens, be issued to it at the earliest possible date. 

MC 61617, application of Wilkes-Barre Anthracite Corporation. Ap- 
plicant asks rehearing. 

No. 27823, Morris Buick Co., Ine., vs. G. T. W. Defendant asks 
dismissal of complaint on ground that it does not state a cause of 
action as appears from allegations of complaint. 





NEW HAVEN REORGANIZATION 
Examiner Harvey H. Wilkinson, in Finance No. 10992, 
New York, New Haven & Hartford Railroad Co. reorganiza- 
tion, has recommended for approval by division 4 of a method 
or formula for the segregation and allocation of the earnings 
and expenses of the New Haven between and to its various 
mortgaged and leased lines. The formula or method recom- 

mended is that of the trustees of the New Haven. 


The Traffic World 





Vol. LXI, No. 3 


The question of a formula for segregation and alloca- 
tion was placed before the Commission on order of the court 
having charge of the New Haven reorganization. The formula 
is contained in a volume entitled ‘“‘New York, New Haven and 
Hartford Railroad, Segregation of Earning.” The examiner 
reviewed the method and formula and discussed the questions 
arising in connection with segregation. The principal problem 
presented in prorating revenues and expenses arising from 
operations common to two or more lines or to the system as 
a whole, he said, was in connection with terminal costs. 

Such costs as related to road haul costs the examiner said, 
were proportionately much higher. There were no fixed rules 
generally in effect for the compensation of terminal lines for 
these higher costs, said he, but they always were recognized, 
in some manner, in the division of interline freight revenues 
between different roads. In some instances, he said, a mini- 
mum percentage of the rate was allotted to the terminal road, 
the residual part being apportioned to the intermediate lines 
on the basis of mileage. In others a “constructive” mileage 
block was added to the actual mileage of the terminal lines 
and the revenue was prorated on the basis of the sum of the 
actual and the constructive mileages. The results obtained by 
either of the methods necessarily were somewhat conjectural, 
said the Examiner. He said that the trustees had adopted the 
constructive mileage block method. He said that considering 
the short hauls and heavy terminal expenses involved, he was 
of the opinion that the trustees’ method was well adapted to 
the debtor’s system. 


SIGNAL SYSTEMS 


The Chicago & North Western and Baltimore & Ohio have 
filed applications with the Commission for approval of proposed 
modification of signal systems or devices under paragraph (b) 
section 26 of the interstate commerce act. Any interested 
party desiring hearing should advise the Commission in writing 
within 15 days from January 8. 

The Erie has filed an application with the Commission for 
approval of proposed modification of signal systems or devices 
under paragraph (b) section 26 of the interstate commerce act. 
Any interested party desiring hearing should advise the Com- 
mission in writing within 15 days from January 7. 

The Southern Pacific Co., for Los Angeles Union Passenger 
Terminal Co., and the Chicago & North Western have filed 
applications with the Commission for approval of proposed 
modification of signal systems or devices under paragraph (b) 
section 26 of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission in writing with- 
in 15 days from January 11. 

The New York, New Haven & Hartford has filed an appli- 
cation with the Commission for approval of proposed modifi- 
cation of signal systems or devices under paragraph (b) section 
26 of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission in writing 
within 15 days from January 12. 

The Missouri Pacific has filed an application with the Com- 
mission for approval of proposed modification of signal systems 
or devices under paragraph (b), section 26, of the interstate 
commerce act. Any interested party desiring hearing should 
ant gua Commission in writing within 15 days from Jan- 
uary 13. 


FINES FOR REBATING 


Judge Davidson, of the federal court for the northern dis- 
trict of Texas, at Dallas, according to a notice by Secretary 
Bartel, on a plea of nolo contendere imposed fines on the 
Dallas Transfer and Terminal Warehouse Co. as co-defendants 
with Butler Brothers in an information of 56 counts alleging 
violations of the motor carrier act by the grant of rebates or 
concessions. These fines, according to the statement, followed 
fines of $13,700 imposed December 11, 1937, on Butler Brothers. 

On a plea of nolo contendere, according to the notice, 
Judge Davidson fined the Dallas Transfer and Terminal Ware- 
house Co. $50 a count on the first five of the 56 co-defendant 
counts and $30 a count on the other 51. Of the fines so imposed 
$250 was ordered to be paid forthwith. Payment of the bal- 
ance was ordered suspended in a probationary period of one 
year. 


The information charged Butler Brothers engaged in the 
wholesale merchandise business, as shipper, and the co- 
defendant, Dallas Transfer and Terminal Warehouse Co., 
engaged in the transfer and warehouse business, as agents 
of Butler Brothers, with soliciting and accepting rebates. In 
the information, it was charged that Dallas Transfer and Ter- 
minal Warehouse Company acted as agent of Butler Brothers 
in the rendering of statements to W. A. Johnson, dba Johnson 
Motor Lines, and the rebates were paid to the co-defendant and 
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accepted, and the proceeds applied to the credit of Butler 
Brothers in the account due from Butler Brothers to the co- 
defendant for drayage services. It was charged that the 
rebates were in the forms of an allowance for services, amount- 
ing to 2% cents a hundred pounds for inscribing weights on 
shipping orders, and in addition, a 5 cent charge a hundred 
weight for pick-up and delivery service to have been performed 
by the co-defendant, but which was performed by Johnson 
Motor Lines, the line-haul carrier, and not by the co-defendant. 
The shipments involved, the notice said, moved to various 
points of destination in interstate commerce. 

At the same time Judge Davidson imposed other fines 
on other motor carriers for violations of the motor carrier 
act, in the paying of rebates to Butler Brothers, as charged 
in information, filed in other cases. 

In one case the defendant motor carrier, East Texas Motor 
Freight Lines, pursuant to a plea of nolo contendere to 51 
counts, was fined $100 a count in each of the first ten counts, 
which was ordered paid forthwith, and $100 a count on the 
remaining 41 counts, the payment of which was ordered sus- 
pended in a probationary period of one year. 


O. P. Thornhill, secretary-treasurer, of the East Texas 
Motor Freight Lines, who made the unlawful arrangements 
with Butler Brothers on plea of nolo contendere, the notice 
said, was fined $25 a count on the first four counts, which was 
ordered paid forthwith, and $25 a count on the remaining 41 
counts, payment of which was ordered suspended for a pro- 
bationary period of one year. 


In still another case, North-East Texas Motor Lines, Inc., 
pursuant to a plea of nolo contendere to the 30 counts in the 
information, was fined $100 a count on each of the first ten 
counts, which was ordered paid forthwith, and $100 a count 
on each remaining 20 counts, the payment of which was or- 
dered suspended in a probationary period of one year. 


Arthur Miller, local agent at Dallas of the North-East 
Texas Motor Freight Lines, Inc., pursuant to a plea of ‘nolo 
contendere to the 30 counts in the information, was fined $25 
a count on the first four counts, which was ordered paid forth- 
with, and $25 per count on the remaining 26 counts, the pay- 
ment of which was ordered suspended in a probationary period 
of one year. 


The Commission was represented in the cases by Jack 
Garrett Scott and George M. Porter, attorneys in the Bureau 
of Motor Carriers. 


PIPE LINE VALUATION 


The Commission, by division 1, in valuation docket No. 
1211, has completed the tentative valuation of the property 
of the Empire Pipeline Co., as of December 31, 1934. The 
final value of the property owned and used for common car- 
rier purposes is found to be $4,500,000; of the property owned 
but not used, $200,300; used but not owned, leased from the 
Texas-Empire Pipe Line Co., Empire Oil and Refining Co. and 
other private parties, $395,692, making the total owned $4,700,- 
300 and totalused $4,895,692. The Empire Pipeline Co. owns and 
operates trunk pipe lines in Kansas and Oklahoma, and gath- 
ering pipe lines in Kansas, Oklahoma and Texas, forming an 
integral part of the Empire Gas and Fuel Company’s system, 
which the report says is a holding company affiliated with 
the Cities Service Co. The total of all trunk pipe lines owned 
and used, according to the report, aggregates 395.165 miles, 
including 367.49 miles of line and 2.532 miles of loops and 
parallel lines. 


COAL PRICE ORDERS TO BE TESTED 


A number of the members of the American Short Line 
Railroad Association, according to the association, have au- 
thorized the institution of legal proceedings in their own names, 
to contest the validity of the orders of the National Bituminous 
Coal Commission fixing minimum prices for locomotive coal. 
A petition will be filed with the coal commission asking it to 
vacate and set aside its orders fixing prices on the ground of 
its failure to follow constitutional and statutory requirements. 
In the event the petition is denied, the plan is to go to court 
with the litigation asking for relief from the orders fixing the 
prices. 


The National Bituminous Coal Commission has agreed to 
submit, compositely, data used by it in the fixing of prices of 
locomotive fuel. A request for data of that sort was asked by 
the Association of American Railroads and American Short 
Line Railroad Association when they made a fruitless request 
that the coal commission suspend its orders fixing prices. The 
commission expects to submit the data at a recessed hearing 
on the subject January 17. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System 
published by West Publishing Co., St. Paul, Minn. Copyright, ‘i : 
1938, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Civil Appeals of Texas. San Antonio.) Evi- 
dence showing condition of shipment of cucumbers at time 
of loading and at time of delivery by carrier, and establishing 
the true measure of damages applicable, held to justify 
judgment for shipper against carrier for damages to ship- 
ment. (Texas & N. O. R. Co. vs. Roy Campbell, Wise & 
Wright, 110 S. W. Rep. (2d) 171.) 


DELAY IN TRANSPORTATION OR DELIVERY 


_ (Court of Civil Appeals of Texas. Beaumont.) Excep- 
tions that questions were not submission of special issues or 
that they did not conform to pleadings or were without sup- 
port of pleadings, without specification showing why, were 
too general to require consideration. (Texas Mexican Ry. 
Co. vs. Bell, 110 S. W. Rep. (2d) 199.) 


Exception that charge was on the weight of the evidence, 


without showing why, was too general to direct trial court’s 
attention to the error.—lIbid. 


In action for damages for injury to shipment of cattle 
against railroads, submission of issue relative to measure 
of damages held not subject to exception that charge was on 
the weight of the evidence.—Ibid. 


Where plaintiff pleaded and proved that two defendant 
railroads were connecting carriers and defendant railroads 
did not plead that one of the railroads was being operated 
by trustee in bankruptcy, assignment of error that under the 
evidence railroad was in bankruptcy and operated by trustee 
in bankruptcy supported only by defendant’s construction of 
the evidence was not well taken.—Ibid. 


To support an assignment of error, burden rests upon 
appellant to bring forward in his brief the very evidence 
adduced on the witness stand and not his construction of the 
evidence.—Ibid. 


In action for injury to cattle shipment against connect- 
ing carriers, finding that one of defendant railroads was 
guilty of actionable negligence in handling cattle was suf- 
ficient to support judgment against it without relation to the 
negligence of the other railroad.—Ibid. 


In action for damages to cattle against connecting car- 
riers where court directed verdict in favor of one of defendant 
railroads and later submitted issue to jury on question of 
negligence of same railroad, error, if any, in submitting such 
issue could be made available only on proper exceptions to 
court’s charge.—Ibid. 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1938, by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 


(Kansas City Court of Appeals. Missouri.) Court of Ap- 
peals cannot disturb findings of Public Service Commission 
based on sufficient facts. (State vs. Public Service Commis- 
sion, 110 S. W. Rep. (2d) 364.) 

The Public Service Commission had authority to interpret 
its prior order granting a certificate of convenience and neces- 
sity and to direct holder of certificate to refrain from trans- 
porting freight over route not authorized by certificate and 
to confine its operation to authorized routes, as against con- 
tention that interpretation of order called for judicial act 
beyond power of commission (Mo. St. Ann., Secs. 5267, 5268(c), 
pp. 6682, 6685; Const, art. 3).—Ibid. 

The Public Service Commission in interpreting its orders 
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does not act judicially but as fact-finding agency (Const. art. 
3).—Ibid. 

(Kansas City Court of Appeals. Missouri.) The Public 
Service Commission has discretion within defined limits, but 
the court of review has no such discretion in reviewing the acts 
of the commission. (State vs. Public Service Commission, 110 
S. W. Rep. (2d) 367.) 

The reports and orders of the Public Service Commission 
must be reviewed as in equity, and the reviewing judge must 
make his own finding of facts, but is limited to determining 
from such finding whether the order under review is reason- 
able or unlawful.—Ibid. 

Under statute, one who seeks to set aside an order of the 
Public Service Commission has the burden of proof (Mo. St. 
Ann., Sec. 5247, p. 6673).—Ibid. 

In proceeding for a certificate of convenience and necessity 
to operate intrastate as a freight carrying motor carrier over 
an irregular route, evidence respecting route over which ap- 
plicant had operated, and that he had a fair clientele and a 
prosperous business giving satisfactory service, held to support 
presumption that services rendered were necessary for the 
public convenience (Mo. St. Ann., Sec. 5277, p. 6693).—Ibid. 

The Court of Appeals must give such construction to the 
orders of the Public Service Commission as will effectuate the 
legislative intent.—Ibid. 

In proceeding for a certificate of convenience and necessity 
to operate intrastate as a freight carrying motor carrier over 
an irregular route, evidence respecting territory covered by 
applicant held to authorize commission’s order prescribing the 
limitations of public necessity with respect to territory (Mo. 
St. Ann., Sec. 5277, p. 6693).—Ibid. 

One who applies for a certificate of convenience and neces- 
sity to operate intrastate as a freight carrying motor carrier 
must prove necessity, but in general the Public Service Com- 
mission is deemed in better position to determine such necessity 
than is a court of review (Mo. St. Ann., Sec. 5277, p. 6693).— 
Ibid. 

The reasonableness of an order of the Public Service Com- 
mission depends upon whether it is arbitrary, capricious, or 
unlawful (Mo. St. Ann., Sec. 5251, p. 6674).—Ibid. 


WHY SHIPPERS ARE IREFUL 


“It certainly does not tend to strengthen the revenues of 
the carriers and is not, therefore, in the public interest,” says 
F. G. Robinson, traffic manager of the Galveston Cotton Ex- 
change and Board of Trade and the Galveston Chamber of 
Commerce, speaking about a decision made by division 4, in a 
petition for reopening, reargument and reconsideration before 
the entire Commission. The decision was made by division 4 
in I. and S. No. 4220, bags and bagging from New Orleans, 
La., to Oklahoma. “No wonder shippers become ireful, espe- 
cially so when they are called upon to pay increased transporta- 
tion costs resulting from wasteful transportation or unre- 
stricted managerial discretion of carriers, many of which could 
be avoided, at least to some extent, by the Commission exer- 
cising powers delegated to it.” 

Joining with the Galveston organizations mentioned, is the 
Texas City Board of Trade, the petition being signed in its 
behalf by E. V. Rhodes, chairman of its transportation com- 
mittee. The proceeding in which rehearing is desired resulted 
from schedules filed by the railroads for the purpose of equaliz- 
ing rail rates on bagging (cotton bale covering), cotton bale 
ties and buckles, burlap bagging, bags, etc., from New Orleans, 
La., to points in Oklahoma on the Fort Smith & Western with 
similar rates from the Houston-Galveston-Texas City, Tex., 
district. Joined with the suspension proceeding were fourth 
section application Nos. 16464 and 16496. 

The Texans said the average of the net proposed rate from 
New Orleans was 35.7 cents or the same as the Houston-Galves- 
ton average shown under Class 21. The average of the New 
Orleans net proposed rates of 35.7 cents, they said, was only 60.7 
per cent of the normal maximum prescribed Class 2742 aver- 
age rate of 58.8 cents or 39.3 per cent below the maximum 
prescribed basis. On the other hand, they said, the admittedly 
low truck-depressed basis of Class 21 average was 35.7 cents 
from Houston-Galveston or 76.4 per cent of the maximum 
Class 27% average of 46.7 cents. 

“In other words, the average Class 21 basis from Houston- 
Galvesten is only 23.6 per cent sub-normal as compared with 
a sub-normal basis of 39.3 per cent from New Orleans,” asserted 
petitioners. “State otherwise, the division’s approved basis 
from New Orleans is 15.7 per cent lower than the current 
truck-depressed rate base level from Houston-Galveston.” 

The petitioners said if one applied good judgment and 
fairness, common sense and a sense of justice as expressed by 
the Commission in the Albany port case, the only sound con- 
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clusion to be drawn from the related facts was that either 
the Commission’s maximum prescribed Class 2712 was too high 
and included too great a profit to the carriers, or the applica- 
tion of the Houston-Galveston rates from New Orleans was 
too low and included little, if any profit, distance considered. 

Application of the Commission’s Albany port case formula 
for determining the reasonableness of rates and whether they 
were lawful, said the Texans, could result in only one answer 
and that was the division 4 approved basis from New Orleans 
resulted in undue preference of that point and undue prejudice 
to Houston-Galveston. 

“We add that,” says the petition, “if the various Commis- 
sion-prescribed maximum rates include such a great profit as 
reflected from the above on bagging and ties then upon what 
grounds can the Commission conscientiously approve the pend- 
ing application of the carriers for a general increase of 15 per 
cent in all freight rates under Ex Parte No. 123? Perhaps the 
policy of respondents is just one reason why all of the south- 
western carriers are not earning the revenue that they are 
lawfully entitled to under the existing rate structure. Obviously, 
their policy results in wasteful transportation and affects the 
revenues of other carriers, which, in the end the shipping public 
pays.” 

After laying that foundation, the Texans gave their con- 
clusion that that policy certainly did not tend to strengthen 
the revenues of the carriers and made their observation about 
shippers becoming ireful, as hereinbefore set forth. 

MISSISSIPPI SAND RATES 

The Commission, by order, in No. 27940, Mississippi sand 
and gravel rates, has instituted a proceeding on its own motion 
into the sand and gravel rates prescribed by the Mississippi 
commission, September 6, 1934. The proceeding was suggested 
by a petition of the Louisville & Nashville and other railroads 
operating in Mississippi. The railroads alleged that the ob- 
servance by them of the order of the Mississippi Railroad Com- 
mission caused and resulted in undue and unreasonable advan- 
tage, preference and prejudice as between persons and locali- 
ties in intrastate commerce on the one hand and interstate 
commerce on the other, and undue, unreasonable and unjust 
discrimination against interstate commerce, the rates pre- 
scribed by state authority being lower than those on interstate 
traffic. 


REPARATION ORDERS 


A reparation order has been issued in No. 27261, Baker 
Produce Corporation et al. vs. Norfolk Southern. 

Reparation orders have been issued in No. 17230 (supple- 
mental), Sames, Moore & Co. et al. vs. D. & P. S. et al.; No. 
19194, Procter & Gamble Co. vs. A. & S. et al.; No. 19954 
(supplemental), Gugenheim-Goldsmith Co. et al. vs. C. R. I. & G: 
et al.; No. 20212 (supplemental), Desel-Beottcher Co. et al. vs. 
G. H. & S. A. et al.; No. 25678, E. B. Lindley vs. G. C. & S. F. 
et al.; No. 27182, Kroger Grocery & Baking Co. vs. A. C. L. 
et al.; No. 27284, Board of Trade of City of Chicago et al. 
vs. A. & S. et al.; No. 27526, General Aniline Works, Inc., vs. 
N. Y. C. et al.; No. 27593, E. I. du Pont de Nemours & Co., 
Inc., vs. B. & M. et al.; No. 27616, Alabama Oil Co. of Holly- 
wood, Inc., et al. vs. A. G. S. et al. 


M. P. REORGANIZATION 


The Commission, by division 4, in Finance No. 9918, Mis- 
souri Pacific reorganization, has authorized Percy Cowan, 
Joseph H. Zumbalen and John F. McFadden to serve as a pro- 
tective committee for holders of the Plaza-Olive Building first- 
mortgage 6 per cent bonds in accordance with a deposit agree- 
ment. The authorization is subject to a condition that the de- 
posit agreement be amended to provide that for the purpose of 
paying the expenses and liabilities of the committee it may 
borrow money in any sum or sums not exceeding 2 per cent 
of the aggregate principal amount of the bonds deposited un- 
der the agreement, pledging the deposited bonds as security 
for any such borrowings. The lien of the committee on the 
deposited bonds for the expenses and liabilities incurred by it 
shall not exceed 2 per cent except with the approval of the 
Commission, says the report. 


1. C. C. ACTIVITIES VOLUME 

The Government Printing Office has issued the volume 
giving a narration of the activities of the Commission since its 
establishment in 1887 down to the fiftieth anniversary of its 
creation which was celebrated by the Commission, April 5, 
1937. The volume was prepared under the direction of Chair- 
man Splawn and is a publication of 269 pages. The Commis- 
sion has no copies available for distribution. The document, 
however, is for sale by the superintendent of documents, Gov- 
ernment Printing Office, Washington, D. C., for $1. 
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RAILROAD INVESTIGATION 


The Traffic World Washington Bureau 


The story of Henry Ford’s acquisition, operation and sale 
of the Detroit, Toledo & Ironton, was developed before the 
Senate interstate commerce committee in its investigation of 
railroads by Chairman Wheeler and his assistants with side- 
lights believed not to have been disclosed heretofore, in pursu- 
ing further transactions of Pennsylvania Railroad and Penn- 
road Corporation officials. 

Henry’s son, Edsel, was the principal witness. Usually 
working alone, though sometimes aided by Senator Truman, 
Chairman Wheeler on this occasion was surrounded by Senator 
Truman, Senator Copeland, of New York; Senator McCarran, 
of Nevada, and Senator Herring, of Iowa. Only the chairman 
and Senator Truman are members of the committee. 

Necessity for nenewal of a D. T. & I. bridge across the 
Rouge River was fixed by Edsel Ford as the thing that directed 
the attention of his father to the property which was bought 
and rehabilitated, operated and publicized so as to give concern 
to other railroads, and finally sold to the Pennroad Corpora- 
tion for $36,000,000, as against an investment cost of $22,774,- 
145, because the Fords decided that, with regulatory restric- 
tions that had to be met and a conviction that they should 
devote their time to the manufacture and sale of automobiles, 
they were, in effect, “fed up” with the railroad business. 

The evidence followed a trail of negotiations between 
Pennsylvania officials and the Fords in which the Pennsylva- 
nians sought an arrangement at first whereby the Fords would 
retain an interest in the property but the Pennsylvania would 
operate it, and in which an effort was made to obtain an agree- 
ment from Ford that if he sold the road to those identified 
with the Pennsylvania he would continue to give it as much 
traffic as he had under his ownership. 

The final outcome of the negotiations was that Mr. Ford 
sold the road outright to the Pennroad Corporation and made 
no agreement as to giving the road Ford traffic. Chairman 
Wheeler spent considerable time in discussing the effort to 
have an agreement entered into with respect to allocation of 
Ford traffic, contending that if such an agreement had been 
made it would have constituted rebating as prohibited by the 
Elkins act. C. B. Heiserman, vice-president and general coun- 
sel of the Pennsylvania Railroad Co., at the time, present at 
the hearing, agreed with Senator Wheeler that such an agree- 
ment as that under discussion would have been unlawful and 
said he had so advised at the time. 

Chairman Wheeler began the inquiry by asking Mr. Ford 
why the Fords had bought the D. T. & I. The witness then 
told of the Rouge River incident. He said the road did not 
have sufficient funds to build the bridge. He did not remem- 
ber the Ford company shipping over the D. T. & I. at the time. 
The equipment was bad and the general condition of the road 
was bad, said he. It was decided to buy it and rehabilitate it. 
The initial cost was about $13,000,000, said the witness. 

After acquiring the road, said Mr. Ford, the new manage- 
ment cleaned it up—there was dirt everywhere—old-fashioned 
methods were discarded—new blood was injected into the staff 
—a new morale was built up—wages were increased—hours of 
service were changed and Sunday work was banned except 
where absolutely necessary. Motive power efficiency was in- 
creased. ‘Traffic increased beyond that accounted for by the 
fact that Ford traffic was moved over it, Mr. Ford believed. 
Lighter freight and passenger equipment was favored and some 
tests were made but interchange difficulties were met with in 
the plan to move such cars over other roads. That condition, 
Commission regulations, and the conclusion that Ford traffic 
would move just as advantageously over roads owned by others 
as over a Ford road led to disposal of the property, it was 
indicated. 

Ford as Rail Executive 


Chairman Wheeler submitted several memoranda relating 
to concern in rail circles over the favorable publicity Henry 
Ford was getting as operator of the D. T. & I. 

W. A. Garrett, under date of August 18, 1921, wrote George 
L. Peck, vice-president of the Pennsylvania: 


While ‘‘on the outside looking in,’’ I feel that there is too much 
D. T. & I. ‘“‘Fordism’”’ being published, which puts the railroad man- 
agers in a wrong light before the unthinking public. Richard Spillane, 
of the Philadelphia Ledger, has had two or three articles recently and 
the New York Times, issue of 14th, had quite. an article from Pro- 
fessor Hoagland, of the Ohio State University, under the caption ‘By 
New Methods, Broken Down D. T. & I. Has Turned a Deficit Into a 
Profit, With Higher Wages and Lower Rates.’’ 

Mr. Charles A. Wilson, railway expert of Cincinnati, was in Phila- 
delphia recently and I had quite a talk with him in regard to the 
Ford management of the D. T. & I., because Mr. Wilson knows more 
about the why and the wherefore of traffic operating conditions in 
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Ohio than any other man of my acquaintance. He is an impartial 
analyst, reaching sound conclusions, knows the game, talks the lan- 
guage and was for several years associated on the C. H. & D. with 


Joe Gordon, who last April was relieved as president and general 
manager of the D. T. & I. by Henry Ford. 

Permit me to suggest that the executives give consideration to a 
back-fire on Henry Ford’s egoism as a railroad executive by commis- 
sioning Wilson to spend a couple of weeks (or if necessary a month) 
getting I. C. C. reports on the D. T. & I., study the situation carefully, 
make an inspection of the line, discuss the condition with Mr. Gordon 
and then (go) to Chicago and let Samuel O. Dunn whip into one of 
his inimitable and convincing articles of the result of the study, this 
article to be printed in the Railway Age and then the railroad execu- 
tives have it reprinted and a copy spread broadcast on their mailing 
list, the commerce chambers, industrial leagues and the press. 

The magician’s wand will not make a bankrupt line into a profit- 
able carrier and the railroad executives should not permit to go un- 
challenged the statements about the Ford system during this critical 
period when American transportation is the question of the hour. 


Thomas DeWitt Cuyler, chairman of the Association of 
Railway Executives, in a letter to W. W. Atterbury, August 22, 
1921, said what Mr. Garrett said was “quite true.” 

“We are, of course,” said he, “aware that an unfortunate 
impression has been given to the public.” 

Mr. Cuyler said an exhaustive examination was being 
made of the whole subject and it was hoped that in a short 
time it could be shown that results accomplished by Ford on 
the D. T. & I. were not due to superior railroad operation “but 
are the result of using the road as a terminal proposition for 
his own manufacture.” 

Merle Thorpe, editor of Nation’s Business, published by 
the Chamber of Commerce of the United States, wrote W. W. 
Atterbury September 3, 1921, that a considerable number of 
business executives with whom he had come in contact showed 
an interest in the stories that had been printed about Mr. 
Ford’s railroad. 

“They seem to get the impression that Mr. Ford took a 
broken-down line that everyone said would bankrupt him and 
within a very short time had it earning money after he had 
achieved the feat of cutting his force of workers, raising their 
wages and reducing his rates,” said he. 


“My personal opinion is that the general sentiment toward 
the great rail systems has not been improved by this publicity. 
In the performance of Mr. Ford—whether real or fancied—the 
average business man sees an accusation against the other rail- 
roads which contend that they cannot reduce rates and that 
they are having a hard time to get along.” 


Only one side of the story had been told, said Mr. Thorpe, 
and he suggested that the facts be developed and if the in- 
formation were given him, he would “try to prepare an article 
that will clarify the question and I hope get the railroads 
before the public in a better light.” 


In reply to Mr. Thorpe a letter taken from the files of the 
office of vice-president of the Pennsylvania, dated October 7, 
1921, said material was being sent to him as follows: 


Article from the ‘‘Railway Age,’’ of September 10th, which covers 


the case very completely, and in which I have marked certain signifi- 
cant features. 


Article by Professor Wm. J. Cunningham, James J. Hill, Professor 
of Transportation, at Harvard University, published in the ‘‘New York 
Evening Post,’’ of August 23rd, 1921. 


Clippings from the ‘‘Michigan Manufacturer and Financial Record,”’ 
“The Traffic World,’’ and ‘‘Chicago Journal of Commerce.”’ 

Circular published by W. J. Wollman & Company. 

Copy of ‘Railroad Information,’’ published by the Association of 
Railway Executives, dated September 21, 1921. 


“A study of the D. T. & I. indicates briefly,” said the letter 
to Mr. Thorpe, “that what has been done with the D. T. & I— 
which no one but Mr. Ford could do—has been simply to route 
his high-class traffic (some of it earning 5 cents per ton mile) 
via the D. T. & I. and to the junctions with trunk lines, giving 
him the longest possible haul. There is no evidence of 
any marked reduction in operating expenses. On the con- 


trary, they are as high or higher than previously—particularly 
maintenance.” 


Fords Want to Sell 


Chairman Wheeler submitted a letter sent by S. T. Stack- 
pole, identified as Detroit agent of the Pennsylvania, dated 
February 16, 1928, to H. E. Newcomet, Pennsylvania vice- 
president at Chicago, stating that on Feb. 14, 1928, he had 
called on Edsel Ford at his request and that he opened the 
conversation about as follows: 


My father and I have come to the conclusion that we have had 
about as much fun with the D. T. & I. as we can, and would like to 
sell it. I am telling this to you in order that we can find out whether 
your company is interested. We have a good deal to do now with the 
Model ‘‘A’’ and this airplane manufacturing is coming on, and I feel 
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that we are more interested in both of these things than the D. T. & I. 
and wish to devote our entire attention to them. 


Other letters relating to the conversations and negotiations 
looking to the sale of the road to Pennsylvania interests were 
submitted for the record. It appeared the Pennsylvania officials 
wanted assurance they would get the Ford traffic if they 
bought the road. Mr. County said the Ford traffic was one 
object; another was to improve the Pennsylvania’s terminal 
situation in Detroit. There was talk about a price of $39,000,- 
000 for the property. Mr. County wrote under date of March 8, 
1929, to President Atterbury that the D. T. & I. system con- 
stituted a valuable property but the traffic from Ford’s business 
was its séle reliance at present “and under all the conditions 
our company cannot take a risk of about $39,000,000, except 
on a firm contract with Ford and the I. C. C.’s approval.” 


A memorandum for discussion, dated March 22, 1929, 
signed by Mr. County and Edsel Ford, was submitted. In it 
the price of $36,000,000 was mentioned. The proposal at that 
time was that the Pennsylvania Co. would agree to form a 
syndicate, consisting of Pennsylvania Co. and associates. In 
this memorandum appeared the following: 


D. T. & I. roads are absolutely dependent on traffic in and out 
of the Ford plants, and the Ford interests to continue giving the D. ye 
& I. lines their traffic to at least the same proportion of tonnage as 
they are now doing, and which has resulted in making the D. T. & I. 
earnings better, and in justifying the foregoing price. 


There was other matter along similar lines, Chairman 
Wheeler discussing the subject from the standpoint of violation 
of the Elkins act, and the witnesses asserting that though the 
proposals were discussed, no agreement had been entered into. 

The following memorandum, dated May 3, 1929, from 
“A. J.C.” (Mr. County) to Mr. Atterbury, was submitted: 


The old gentleman (Ford) in Detroit has upset the whole arrange- 
ment by insisting upon elimination entirely of the traffic feature. My 
reply to Judge Heiserman was to say to them that the elimination of 
this feature would drop the whole thing, and to say that they can go 
no further with the negotiations until they report in Philadelphia. 


Under date of May 29, 1929, Mr. County wrote Mr. Atter- 
bury that Messrs. Eysmans, Heiserman and Franklin and him- 
self had concluded that the value of the D. T. & I. as a whole 
was so great, and the necessity for it so evident to the Penn- 
sylvania, that the purchase should be authorized irrespective 
of the suggested traffic contract. 


Edsel Ford said his father refused to enter into an agree- 
ment as to giving the D. T. & I., if bought by the Pennsylvania, 
Ford traffic. He said his father wished to be in a position to 
stop giving traffic the day after the road was sold if he wished 
to. 


fr. County. when asked why he had recommended pur- 
chase after he had urged that a traffic agreement or under- 
standing be reached, said he felt that Mr. Ford would con- 
sider it a moral obligation to give the D. T. & I. a fair propor- 
tion of the Ford traffic—that Ford wouldn’t take $36,000,000 
for the property one day and cut off the traffic the next— 
that he felt that Ford “wouldn’t desert us.” Ford traffic handled 
by the D. T. & L. since its acquisition by the Pennroad, which 
it was finally decided should be used to acquire the property, 
had been satisfactory, it was testified. 


In a discussion of value of the D. T. & I. Chairman 
Wheeler and Mr. County differed on the making of rates. 
Mr. County said they were based on valuation. That wasn’t 
correct, said the chairman, who said it made no difference 
how much had been invested in a railroad, the question was 
what it could earn. 


Pennsy Seeking D. T. & I. Traffic? 


Chairman Wheeler submitted memoranda sent by H. H. 
Coleman of the D. T. & I. to E. H. DeBoard, traffic manager 
of the D. T. & I., dated January 5, 1933, charging that Penn- 
sylvania traffic solicitors were trying to get traffic for the 
Pennsylvania away from the D. T. & I. The chairman com- 
mented on these to the effect that notwithstanding the Penn- 
sylvania-Pennroad relationship this fight for traffic was going 
on. One of the Coleman messagcs related to coal traffic of the 
Ohio Edison Company which was taken away from the D. T. 
& I. by Pennsylvania “boys.” 


“We are satisfied that the P. R. R. boys are abusing their 
access to D. T. & I. records and losing no opportunity to solicit 
away from the D. T. & I. every car of freight which they 
secure advice of from our records,” said Mr. Coleman. 

The following memorandum from Mr. Coleman to Mr. 
DeBoard was submitted: 


The Robertson Iron & Steel Co. located on our rails at Springfield 
have been making shipments to a consignee at Toledo via D. T. & I. 
Mr. Rizer advises that recently Mr. Hammon of the P. R. R. devel- 
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oped that we were making these shipments and he called on the Robert- 
son Iron & Steel Co. and tried to get them to route P. R. R. Not being 
able to accomplish this, he got the P. R. R. boys at Toledo after the 
consignee, and they persuaded the consignee to specify P. R. R. rout- 
ing out of Springfield. 

Rizer advises that the Robertson Iron & Steel Co. at Springfield are 
very much peeved at the P. R. R. for their action in this instance and 
the Robertson Iron & Steel Co. advised Mr. Rizer that every time the 
Robertson Iron & Steel Co. call the D. T. & I. office with billing the 
P. R. R. clerk asks if such cars cannot be routed via P. R. R. 

This substantiates what we have said time and time again that 
every time a D. T. & I. shipper calls the freight office at Springfield 
we stand a chance of losing that particular traffic because the P. R. R. 
boys answering our telephone always attempt to secure cars via P. 
R. R. direct. 


Acquisition of P. W. V. 


With Frank Taplin as the witness January 11, Chirman 
Wheeler, resuming hearings in the railroad investigation, traced 
transactions relating to the Pittsburgh & West Virginia and 
the Wheeling & Lake Erie, and the acquisition in 1929 by the 
ge Corporation of 72 per cent of the stock of the P. & 

. Va. 

_ The P. & W. Va. became a link in a coast-to-lakes rail 
line, originally conceived by George Gould, according to the 
testimony, when the P. & W. Va. constructed the Connellsville 
extension after 1927, this connection making it possible to form 
a route via the Western Maryland, P. & W. Va., and Wheeling 
& Lake Erie from the Atlantic to the Great Lakes. 

Mr. Taplin became interested in the P. & W. Va. in 1923, 
it was developed, with the view of making some money and 
also of getting better coal transportation service for coal prop- 
ert'es he had on the line. By 1924 he had acquired a majority 
of the stock. Then followed negotiations of various kinds, 
some of which Mr. Taplin said he knew nothing about, in 
which the New York Central, the Baltimore & Ohio and the 
Pennsylvania figured. 

As to the efforts of Samuel H. Barker to obtain a pur- 
chaser for the P. & W. Va. control in 1926, shown by memo- 
randa put in the record, Mr. Taplin said he knew nothing. 

“These are enlightening,” said he. “I might offer to sell 
you the White House.” 

} Mr. County said Mr. Barker, a former newspaperman, was 
trying to get a commission. 

Mr. Taplin said the only price he had named for his P. & 
W. Va. stock was $200 a share. 

While buying P. & W. Va. stock Mr. Taplin said he had 
placed an order with Paine, Webber & Co., brokers for the 
Van Sweringens, but when he learned that firm was acting 
for the Van Sweringens, he told it to sell the stock and he 
permitted the cash to remain on deposit with Paine, Webber 
& Co. so they would not think he was buying elsewhere—which 
he did, however, he added. 

“I walked into the wrong store,” said he, in referring to 
~~ orders to buy P. & W. Va. stock with Paine, Webber 

O. 


The controversy between Taplin and the Van Sweringens 
over the Wheeling & Lake Erie, which resulted in litigation 
in the courts, was gone into. 


C. K. Reynolds, of Louisville, who held a block of 32,500 
shares of W. & L. E., in which Taplin was acquiring an in- 
terest, wanted to “sell him down the river,” said Mr. Taplin, 
and this stock was acquired at $120 a share. To finance that 
purchase in part the Pennroad Corporation made a loan of 
$1,950,000 at 6 per cent interest. In connection with the Reyn- 
olds transaction the P. & W. Va. paid $201,000, for which it 
did not get anything, according to Chairman Wheeler. The 
witness admitted that that was true as to that transaction 
but that the P. & W. Va. had had its interests protected by 
an earlier Taplin purchase of W. & L. E. stock. 

The P. & W. Va. and Taplin had control of a majority of 
the common and preferred stock of the W. & L. E. but the Van 
Sweringens held the prior lien stock with voting control, it 
was stated. 


The Taplin interests, according to the testimony, sold ap- 
proximately 109,000 shares of P. & W. Va. stock to the Penn- 
road for $170 a share while the cost to the Taplins was about 
$52 a share. The total Pennroad purchases amounted to about 
222,900 shares. Chairman Wheeler went at length into the 
question of whether there had been a formal agreement entered 
into with respect to acquisition by the Pennroad of the P. & 
W. Va. stock and produced a memorandum of agreement which 
Mr. Taplin said he had not seen. He said the matter had been 
turned over to his brother. Reference was made to testimony 
in the so-called Pecora investigation of the Senate several 
years ago to the effect that there was no agreement. 

Chairman Wheeler asked Mr. Taplin what he thought of 
consolidation as a means of improving the condition of the 
railroads. Mr. Taplin said he could not see how you were 
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going to get a solvent railroad to take over a sick railroad and 
save it. Perhaps such a thing would be good for the country 
but he did not see how it could be brought about. The chair- 
man asked whether the problem wasn’t to get the debts of the 
sick roads cut down. Mr. Taplin replied that about 30 per 
cent of the rail mileage was now in receivership or trustee- 
ship and that if things kept on as they were there probably 
would be 50 per cent at the end of the year and “isn’t the 
problem solving itself?” 

Instead of the government pouring money into railroads 
the chairman thought it would be better to reorganize them 
and cut down the debt structures to a point where they could 
make money. 

Chairman Wheeler did not think raising rates was an 
answer to the problem. 

Boosting rates at a time such as now confronted the rail- 
roads, Mr. Taplin indicated, was perhaps desirable from the 
viewpoint of giving “a shot in the arm” to a dying man. In- 
creasing rates was not the ultimate solution of the problem, 
however, he added. 

Chairman Wheeler took up RFC loans to the P. & W. Va., 
and the making of a loan of $3,805,222 to pay half of short-term 
loans on the condition that the bankers holding the loans to 
be paid off extended the time of the loans unpaid for three 
years, the term of the RFC loan. He brought out that Penn- 
road had agreed to take up a part of the debt held by Kuhn, 
Loep & Co. in three months after the arrangement had been 
made if that firm wished it. The chairman concluded that 
Kuhn, Loeb & Co. had obtained preferential treatment as the 
other lenders did not obtain similar arrangements. 

Chairman Wheeler at the hearing January 13 interrogated 
George Bovenizer and Benjamin J. Buttenweiser, of Kuhn, 
Loeb & Company, which handled Pennroad securities issues; 
and Mr. County, of the Pennsylvania and also the Pennroad, 
with respect to Pennroad issues and related matters. 

In October, 1929, when the Pennroad had oustanding 6,000,- 
000 shares of its stock, an additional issue of 3,025,000 shares 
was offered, Kuhn, Loeb & Company underwriting the issue 
at $1.50 a share with the provision for an additional charge of 
50 cents a share on stock not subscribed. The underwriters 
took 1,428,172 shares and the additional charge was $714,086, 
making a total underwriting charge of $5,251,586, according 
to the testimony. 

In offering the additional shares Chairman Wheeler said 
the offering circular did not reveal that the Pennroad had 
placed about $25,000,000 in Boston & Maine and New Haven 
securities, stating only that a large part of Pennroad funds 
had been used to buy securities of the D. T. & I., Canton Com- 
pany, Raritan River Railroad and National Freight Company. 
These securities cost $55,000,000, said the chairman, while the 
Pennroad had realized over $90,000,000 from the sale of stock. 
He charged that about $35,000,000 had not been accounted for 
in the offering circular. 

Chairman Wheeler asserted there must be full disclosure 
of the facts about corporations offering securities for sale “if 
this country is to be preserved.” 

An attorney was heard to remark, said the chairman, with 
respect to disclosures before the committee, “Well, what of 
it?” The chairman said he might not be able to do anything 
about what had been disclosed but the time would come when 
somebody would if there was not a change. He said there 
might be sneers at what the committee had disclosed but he 
was certain unless there was a change in methods there would 
be something done. 


Mr. Bovenizer said the purchase of the securities which 
were not disclosed had not been completed when the circular 
was issued but he said he would not do the same thing today— 
lots of foolish things were done in the period when the securi- 
ties were sold, said he. He thought now that there should be 
full disclosure to the public of all facts in the offering of 
securities to the public. 

It was shown that participation in the syndicate formed by 
Kuhn, Loeb & Company to float the additional Pennroad issue 
had been accorded L. F. Loree, of the Delaware & Hudson; 
R. S. Lovett, of the Union Pacific; Charles A. Peabody, of the 
Illinois Central; Henry W. Deforest, of the Southern Pacific; 
C. B. Seger, of the Union Pacific; Henry Tatnall, of the Penn- 
sylvania; W. H. Williams, of the Wabash and Missouri Pacific, 
and L. W. Baldwin, of the Missouri Pacific. 

Chairman Wheeler said if the subscription had been a suc- 
cess these gentlemen would have shared in the profits of the 
underwriting but that when it worked out that the participants 
had to take up 60 per cent of their allotments, Kuhn Loeb 
took over the participation of Messrs. Peabody, Lovett, Loree, 
Seger, Tatnall and Baldwin. 

In the case of the foregoing Chairman Wheeler said the 
participation was really a “free ride” with no risk of loss. Mr. 
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Bovenizer said it turned out that way. The roads of the rail- 
road officials named, it was brought out, had banking relations 
with Kuhn Loeb. 

A statement prepared by the committee staff showed that 
Kuhn, Loeb & Company, since 1924, had received a total of 
$11,841,628.81 in interest, commissions and other sources of 
income from security transactions related directly or indirectly 
to railroad consolidation activities of the Delaware & Hudson, 
Wabash and Pennsylvania. 

The hearing was adjourned January 13 to January 19. 


SOUTHERN LUMBER REVISION 


With a view to enabling the southern’ railroads to pro- 
ceed with a revision of their rates on lumber and related ar- 
ticles from southern to central territory, including the Illinois 
and Buffalo-Pittsburgh groups, the Commission has vacated, 
in No. 18834, T. J. Moss Tie Co. vs. Baltimore & Ohio et al. 
the provision in the order of December 23, 1927, that the order 
issued in this case shall continue in force until the further 
order of the Commission. 

The vacation of the provision was made on petition of 
J. G. Kerr, chairman of the Southern Freight Association. He 
said the proposed adjustment involved principally the regroup- 
ing of destinations and that its purpose was to remove the 
complex and unwieldy set-up of the present tariffs. It is pro- 
posed, says his petition, to reduce the volume and number of 
tariffs, unify the commodity descriptions and minimum 
weights, provide reasonable groupings, provide the same rates 
via all reasonably direct routes, and thus enable one readily 
to determine the applicable rates from southern origins to 
destinations in central territory. 

The petition said it was not the intention of the carriers 
to bring about any upward change in the present rates. How- 
ever, the petition added, slight increases would occur in the 
rates at some non-agency and other less important stations 
grouped with the proposed base points. The changes, Mr. 
Kerr said, were generally downward and in most instances 
would not exceed one half cent although there were some ex- 
ceptional situations where increases of 1.5 to 2 cents would 
occur. Such changes, he said, would be brought about by the 
observance of the base-point rate at all points in the group 
instead of point-to-point rates. The reasonable measure of 
the present rates, Mr. Kerr said, had been approved by the 
Commission in Lumber from the South and Southwest, 198 
I. C. C. 753, and North Carolina Pine Association vs. Atlantic 
Line, 85 I. C. C. 270, and 107 I. C. C. 190. 


SOUTHERN GOVERNORS’ RATE FIGHT 


The Southeastern Governors’ Conference has absorbed the 
Southeastern Governor’s Freight Rate Council, the absorbing 
organization endorsing all the activities of the absorbed body. 
The Southeastern Governors’ Conference was organized about 
a year ago by Governor Graves of Alabama to aid industrial 
expansion in the southeast and, among other things, of foster- 
ing what was called equitable freight rates as affecting the 
southeast. 

The absorption of the freight rate council was accom- 
plished January 7 at a meeting attended by seven governors 
who later had lunch with President Roosevelt. In addition to 
taking over the freight rate council the Southeastern Govern- 
ors’ Conference appointed L. W. Robert, Jr., executive di- 
rector. Prior to that he was industrial consultant for the 
organization. 

Governor Graves was reelected chairman of the body and 
a committee, composed of Governor Cone of Florida, Gov- 
ernor Johnston of South Carolina and Governor Hoey of North 
Carolina were appointed as a committee to determine a di- 
vision of contributions by the states among the several freight 
rate cases pertaining to the southeast and provision was made 
for obtaining more funds. 

As a result of the luncheon conference between President 
Roosevelt and the governors a report became current that an 
understanding had been reached whereby the governors would 
give support to the hours and wages legislation desired by 
President Roosevelt and the President would give support 


to the fight of the governors for more satisfactory freight . 


rates on southern products into official territory. No confirma- 
tion, however, could be obtained, of the report of such an un- 
derstanding having been reached. 

The governors, however, did not confine themselves to 
freight rates and industrial development of the southeastern 
= They adopted a resolution about wages and hours, as 
ollows: 


Be it resolved that the Southeastern Governors’ Conference does 
hereby go on record as endorsing the principle of establishing ‘‘a floor 
for wages and ceiling for hours’’ and expresses confidence that the Con- 
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gress of the United States and the President of the United States, as is 
their prerogative, will work out the necessary legislation along these 
lines and provide satisfactory administrative machinery. 


The six governors of the New England states, Barrows, of 
Maine; Murphy, of New Hampshire; Aiken, of Vermont; Hur- 
ley, of Massachusetts; Quinn, of Rhode Island, and Cross of 
Connecticut, have been allowed by the Commission to inter- 
vene in No. 27746, State of Alabama et al. vs. N. Y. C. et al. 
That is the complaint instigated by nine governors of south- 
eastern states. The object is to obtain rates on southern prod- 
ucts into northern and eastern territory on a lower basis. The 
New England governors have intervened in the proceeding for 
the protection of the interests of the people of their states, and 
by such intervention have acquired the right to be treated as 
parties thereo. 

Failure of the 1937 legislature to appropriate funds to 
combat efforts of Southern states to obtain reduced freight rates 
was criticized by Governor Harold G. Hoffman, of New Jersey, 
in his retiring message to the legislature this week. He urged 
the new law-making body to take early action in the matter. 

“We have failed,” he declared, “to make it possible to 
adequately protect New Jersey’s interests in the proceedings 
institued by nine of the southern states to bring about freight 
rates that will give their area a decided and unfair advantage 
over New Jersey and which will, if successful, mean the re- 
moval of many industries from our state. These industries, 
already considering the south because of the advantages of 
cheap labor and cheap power sometimes furnished through 
federal subsidies, will be given a further inducement for re- 
moval from our territory if the freight rates from the south 
to the north are reduced in line with the desires of the southern 
governors.” 

President Roosevelt at his press conference, January 14, 
said freight rates were barely mentioned in the conference 
between himself and the southern governors the week before. 
The talk, he said, was principally about destruction of forests 
and wages and hours, with a bare reference to freight rates. 


MILWAUKEE REORGANIZATION 


A plan of reorganization of the Chicago, Milwaukee & St. 
Paul Pacific has been filed in Finance No. 10882 by a group of 
institutional holders of the Milwaukee securities in which hold- 
ers of the preferred and common stock of the Milwaukee, as 
such, are not afforded any participation. The plan was sub- 
mitted by a committee headed by Frederick W. Walker, vice- 
president of the Northwestern Mutual Life Insurance Co., in 
accordance with a promise given by him to Commissioner 
Porter. The commissioner exacted a promise that a plan 
would be filed not later than January 10 if he would not close 
the hearing last November. 


Under the plan of the bondholders mentioned, the present 
total capitalization of $849,876,000 is to be cut to $640,867,000. 
Annual charges and dividends would be cut from $34,929,000 
to $28,649,000. The capitalization of the reorganized company 
as of July 1, the committee said, would be approximately as 
follows: Obligations to remain undisturbed consisting of equip- 
ment trusts issued by the bankrupt company and by the trus- 
tees would be $30,516,671; new securities to be issued by the 
reorganized company would consist of new first mortgage bonds 
totaling $132,414,000, new general mortgage income bonds 
series “A” $63,439,000; new general mortgage convertible in- 
come bonds, series “B,” $49,828,000; new preferred stock, $78,- 
231,000, and new common stock (without par value), 2,862,577 
shares. The series “A’’ first mortgage bonds would be 4 per 
cents without sinking fund provisions. The series “A” general 
mortgage income bonds would bear interest at the rate of 4% 
per cent as would also the series “B” general mortgage con- 
vertible income bonds. 

The plan provides for a board of directors of the re- 
organized company to consist of not fewer than seven nor 
more than fifteen members who shall be elected by the holders 
of the preferred and common stock. It also provides a voting 
trust into which all of the preferred and common stock will 
be placed. The voting trustees are to be five in number. Two 
are to be designated by the committee submitting the plan, 
two by the holders of preferred and common stock of the 
reorganized company and one to be designated by the Recon- 
struction Finance Corporation. The latter is to continue to act 
as such trustee only so long as the RFC shall continue as a 
creditor of the reorganized company. When the representative 
of the RFC shall retire from the voting trust the two voting 
trustees selected by the bondholders committee or their suc- 
cessors shall designate the successor to the trustee originally 
designated by the RFC. The voting trust is to continue until 
ten years from the date the plan is finally confirmed by the 
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court, or until such earlier time as dividends on the preferred 
stock shall have been paid in full for each of three consecutive 
periods of twelve months. 

A further provision of the plan is that the reorganized 
company shall, by by-law or otherwise, create a finance com- 
mittee of not less than three nor more than five members of 
its board of directors which committee shall have supervision 
over all financial matters, including the annual budget of 
capital expenditures and all other expenditures of the reor- 
ganized company’s funds; and the reorganized company shall 
covenant to make only such expenditures as shall be approved 
by the finance committee and authorized by the board of direc- 
tors, exclusive of emergency expenditures, and of capital items 
not exceeding $25,000 for any item and not exceeding $200,000 
in the aggregate in any year. 

The plan, in its table of capitalization for the reorganized 
company, makes provision, as a contingent charge, the pay- 
ment of $3,911,000 each year as preferred stock dividends. As 
the company is now organized it is obligated for preferred 
dividends aggregating $5,965,000 a year. The tabulation show- 
ing present and proposed capitalization also shows a contingent 
charge of $10,019,000 as dividends at $3.50 a share on the pro- 
posed common stock. At present there is a contingent liability 
for common stock of $4,109,000. 


RAILROAD REVENUE 


Preliminary reports from 92 Class I railroads, represent- 
ing 83.3 per cent of total operating revenues, made public 
January 14 by the Association of American Railroads, show 
that those railroads, in December, 1937, had estimated operat- 
ing revenues amounting to $249,534,013 compared with $310,257,- 
528 in the same month of 1936 and $311,451,258 in the same 
month of 1930. Operating revenues of those roads in December, 
1937, were 19.6 per cent below those for December, 1936, and 
19.9 per cent below December, 1930. 

Freight revenues of these railroads in December, 1937, 
amounted to $191,457,932 compared with $248,282,711 in Decem- 
ber, 1936, and $232,546,142 in December, 1930. Freight rev- 
enues in December, 1937, were 22.9 per cent below the same 
month of 1936 and 17.7 per cent below the same month in 1930. 

Passenger revenue in December, 1937, of these railroads 
totaled $33,892,839 compared with $33,304,442 in December, 
1936, and $46,950,353 in December, 1930. For December, 1937, 
they were 1.8 per cent above the same month in 1936 but 27.8 
per cent below the same month in 1930. 


JONES ON RAIL BUSINESS 

“Railroads undoubtedly will soon resume purchases and 
put people back to work,” said Chairman Jones, of the Recon- 
struction Finance Corporation, in a “Jackson Day” dinner ad- 
dress January 8 at Dallas, Tex. “We have already evidence 
that the motor industry is reemploying.” 

Mr. Jones said he had said repeatedly in recent months 
that he could see no reason for a serious or prolonged set- 
back in business and that he repeated that statement. He 
believed that Congress would modify tax laws in a way satis- 
factory to business. 


FOURTH SECTION AMENDMENT 


The Pettengill bill repealing the long-and-short-haul 
clause of the fourth section of the interstate commerce act, 
passed at the first session of the present Congress in the 
House, was discussed by members of the Senate interstate 
commerce committee at an executive meeting January 10. 
No action was taken with respect to bringing the bill up for 
hearing. Chairman Wheeler said after the meeting arrange- 
ments might be made for a hearing early in February. 


WHEELER RAIL CONFERENCE 


Commissioner Eastman and Leslie Craven, who was coun- 
sel for Mr. Eastman when the latter was federal coordinator 
of transportation, conferred on proposed legislation January 8 
with Chairman Wheeler, of the Senate interstate commerce 
committee, and members of the staff assisting the committee 
in its investigation of railroads. Mr. Craven had a part in the 
framing of the provisions of section 77 of the federal bank- 
ruptcy act governing reorganization of railroads. This is one 
of the subjects under consideration by the Wheeler committee 
with a view to revising that legislation. Increased Commission 
control over acquisition of railroad securities is another sub- 
ject it is expected will be covered in legislative recommenda- 
tions of the committee. 
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UNEMPLOYMENT AND RAILROADS 


“With an upward trend in revenues and a return of normal 
traffic, the railroads could not only stimulate industrial de- 
velopment throughout the country by the resumption of rail- 
road buying in large volume, but could reemploy thousands 
of their own workers who have been furloughed,” said J. J. 
Pelley, president of the Association of American Railroads, 
January 12, before the special Senate committee investigating 
unemployment and relief. 

“Railways are among the largest purchasers of the prod- 
ucts of industry. When their business is good, they buy and 
utilize more than 20 per cent of the coal output of the United 
States, nearly 20 per cent of the fuel oil output and the tim- 
ber cut, more than 15 per cent of the iron and steel output, and 
appreciable proportions of other heavy goods, such as cement, 
stone and gravel, and the like. If their traffic and revenues 
return to more nearly normal levels than at present, their an- 
nual equipment program could easily contemulate the installa- 
tion of 2,000 new locomotives, and 100,000 new freight cars per 
year. In 1937, they installed less than 500 new locomotives, 
and 75,000 new freight cars. 


“The money expended by railway companies for equipment, 
fuel, and other products of industry supplies employment to 
many thousand persons outside of the railway industry. It has 
been estimated that for every man directly employed by the 
railways in their own operations, one man is employed by other 
industries in the production and distribution of the 70,000 dif- 
ferent kinds of articles purchased and used by the railways. 


“It follows that when railways lay off men, men also lose 
employment in other industries. Conversely, when railways 
find it possible to reemploy men, particularly for maintenance 
work, men in other industries are also called back to work in 
iron and steel plants, in lumber camps and mills, in cement 
factories, and in thousands of other industrial plants. : 


“Railway employment today is less by some 75,000 men 
than it was a year ago. If these men were brought back to 
work in railway shops and on the tracks, production of mate- 
rials they would utilize would give employment to another 
75,000 men outside the railway industry, thus supplying re- 
employment to a total of not less than 150,000 men.” 


Illustrating his point that railway employment and pur- 
chases closely follow the trend of railway revenues, Mr. 
Pelley said: 


When revenues were declining, from 1929 to 1933, employment 
and capital expenditures also declined. With an upward trend in 
rail revenues, from 1934 to the latter part of 1937, employment and 
capital expenditures also increased. 

The same relation is illustrated by the trend of railway operations 
during the year 1937. That trend was first upward, then downward, 
and both trends had a triking effect on railway employment and ex- 
penditures. 

Railway traffic during the first nine months of that year showed 
a gratifying increase over the corresponding months of 1936, then 
turned sharply downward during the remainder of the year, and is 
still at a very low level. Revenues followed the trend of traffic, 
while net earnings showed an even greater relative decline. 


As a result of their improved financial position during the first 
nine months of 1937, the railways employed more men, bought more 
goods, and ordered more equipment, than in 1936. As a result of 
the sudden recession of the final three months, however, railway man- 
agement found it imperative to institute immediate and drastic 
economies. They reduced their forces, cut their maintenance pro- 
grams, curtained their purchases of material and supplies to the 
greatest possible extent, and practically suspended their programs 
for new equipment and other improvements to plant. 


During the first nine months of the year 1937, railway employment 
was consistently greater than in 1936. During the final three months, 
however, a reversal of the employment trend brought the average 
for that period down to 3.0 per cent below 1936. This decline was an 
accelerating one, amounting to 32,000 men in November, and 73,500 men 
in December. In other words, the railways employed 73,500 fewer 
men last December than they did in December, 1936. 


Purchases of fuel, material and supplies by the railways was 
heavy during the first nine months of 1937, but fell off rapidly toward 
the end of the year. Purchases during the first nine months of 1937 
were 30 per cent greater than the corresponding purchases in 1936, 
while the purchases of the final three months were 4 per cent less 
than in 1936. Here again, the decline grew greater as the year drew 
to a close, the rate of decrease in railway purchases being as high 
as 15 per cent in December. 

Equipment purchases and installations were also heavy during the 
first nine months of 1937, but declined rapidly during the remainder 
of the year. In fact, new orders were negligible in the last quarter 
of 1937, and the units of equipment delivered in that period were 
those ordered some months previously, under contract which the rail- 
ways were legally bound to carry out. 

Thus when revenues were rising in 1937, railway employment and 
purchases increased. When revenues declined, employment and pur- 
chases also decreased. A return of traffic, and an upward trend in 
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revenues will again enable the railways to set up a program of re- 
employment and increased purchases. 


Questioned about the railroads’ petition for an increase 
in rates, Mr. Pelley said a rate increase as asked was the 
immediate thing the railroads needed. He did not think traffic 
would be diverted to the trucks because the trucks likewise 
wanted an increase in rates. As to the idea that higher rates 
would not yield substantial increases in revenue Mr. Pelley 
said a similar view had been expressed before the emergency 
charges were permitted by the Commission but that these 
yielded about a hundred million dollars a year in increased 
revenue. 


Rail Labor’s Views 


A. F. Whitney, president of the Brotherhood of Railroad 
Trainmen, said with respect to the assertion that it was neces- 
sary to restore confidence to business interests, that the only 
part which confidence played in the problem was the restora- 
tion of confidence of the working people which he said would 
come from assuring them jobs with fair pay and thereby enable 
them to buy automobiles, homes and other commodities and 
services which the present American standard of living re- 

uired. 

7 “One of the most important trends that should engage our 
attention is the steady decline of man-hours per unit of eco- 
nomic productivity,” said he. : 

He said it was true the railroad employes recently received 
“a small wage increase, but it is still true that the railroads 
are receiving more for their wage dollar than in previous 
periods, and consequently, this trend which I have pointed out 
whereby capital is constantly receiving an increasing share of 
the national income, still is true in the railroad industry.” It 
was also true that railroad pensions had been provided, said he, 
but the value of the pension agreement to the employes had 
been greatly overstated. Great savings to the railroads at 
the expense of the employes resulted from the agreement, said 
he. He referred to the railroads not having to pay about $50,- 
000,000 under the discarded pension taxing act and the taking 
over of the private pension rolls of the carriers and the bearing 
of half the cost by the employes. He also said the agreement 
designed to protect rail employes displaced by consolidations 
was inadequate. He asserted that railroad consolidation, de- 
signed to advance the interests of capital at the expense of 
wages and the welfare of workers, would only aggravate the 
economic conditions from which America was now suffering. 
Continuing, he said: 


I desire to call your attention to the fact that the railroads by their 
very policy of attempting to get the most possible from their em- 
ployes through the use of more powerful locomotives, heavier rails, 
larger cars and longer trains, are forcing themselves into taking the 
most unremunerative freight, and leaving to the trucks, the ‘‘cream of 
the traffic,’ which requires transportation service offering greater 
speed and flexibility. Our modern complex industrial system requires 
speed and flexibility in transportation service. Long trains cannot com- 
ply with these requirements, and for that reason, as well as for the 
more humane reason of promoting safety in railroad operation, we are 
urging the present Congress to enact the 70-car train limit bill. Like- 
wise, our full crew bill, which requires, on a national basis, the em- 
ployment of full crews of competent men to man our trains, not only 
will increase employment, but will also promote safety and superior 
service, so badly needed if the railroads are to compete successfully 
with other forms of transportation. 


In this connection, let me point out to those who favor consolidation 
of the railroads, that the railroads have already consolidated and uni- 
fied their services to the extreme point of injuring their business. The 
United States Post Office Department has recently launched a program 
of what is called ‘‘star route’’ truck services, to supplant railroad car- 
riers in the distribution of the mails. In many cases, it is contended 
that because of the slower or more infrequent service offered by the 
railroads, the Post Office Department has been compelled to adopt the 
motor vehicle carrier in the distribution of mails. The thing which 
the railroads need today is larger traffic volumes and this can never 
be accomplished by reducing the number of services available to the 
public. Mr. Paul Shoup, vice chairman, Southern Pacific Company, in 
a recent address before the Western Railway Club of Chicago, stated: 

“No doubt, some further coordination and cooperation would make 
modest savings; but dearly bought if at the expense of progress—in no 
way a life-saver.’’ 


Not only would an extensive consolidation program reduce the serv- 
ices offered by the railroads, and throw thousands of railroad workers 
into the breadlines, but such a program would have a tremendous de- 
flationary effect upon the whole nation, by destroying railroad pay 
rolls in communities throughout the land and thereby impairing prop- 
erty values and injuring business in virtually all communities over 
the nation. It is these deflationary measures which are designed to 
increase the already disproportionate share going to capital, that must 
be avoided in this country, if we are to solve the problem of unem- 
ployment. 


The answer to all of these problems, as I conceive it, is that mass 
purchasing power, rather than the ‘‘confidence’’ of investors and specu- 
lators, must be restored through improved wages and shorter work 
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hours and until this is done, the government necessarily must continue 
to bear a heavy relief load. 


Suggestions 


After submitting a detailed statistical statement relating 
to purchase of materials and supplies by Class I roads, to 
increase in tractive power and efficiency traffic trends and 
labor performance, Mr. Whitney made the following sugges- 
tions: 


1. That federal regulation, through the Interstate Commerce Com- 
mission, be extended to cover domestic water and air transportation, 
and with early and complete enforcement of motor carrier act to elimi- 
nate unfair competition, and competition of subsidized transportation. 

Railroads must pay 8 cents in taxes for every dollar they receive, 
while their competitors on the highways pay only about 3 cents, and 
their competitors on the waterways pay next to nothing. This inequal- 
ity should be corrected. The railroads contribute so much to employ- 
ment and national purchasing power, buying 19 per cent of our fuel 
oil output, absorbing 17 per cent of total iron and steel output of the 
country, 23 per cent of our national output of bituminous coal, and 16 
per cent of the total timber cut (this figure would be increased to above 
20 per cent if indirect purchases were included), that sound economic 
policy requires an adjustment of this situation. 

2. That an increase in freight rates and passenger fares be author- 
ized contingent upon this increased revenue being ear-marked for use 
in effecting economies and improving operations and service through 
the purchase of equipment, materials and supplies. The Railway Age 
in its January 1, 1938, issue contains an article (page 6) advocating the 
proposed freight rate increase, which is captioned: 

“Railway purchases from manufacturers are closely controlled by 
their net railway operating income—boost rates $500,000,000 and rail- 
way buying will certainly be at least that much greater than it would 
be without the increase.’’ 

The railways claim they are one billion dollars behind in their 
maintenance and increased revenues should be proportionately used for 


labor and materials to the end that this deficiency be absorbed as rapidly 
as possible. 


3. That the government continue to handle rail contracts with 


railways instead of diverting this business to motor truck transporta- 
tion. 

4. Revise the undistributed profits tax act so as to permit roads 
to make provision in good years to carry them through depression 
years. 


5. Amend the retirement act and provide for compulsory retire- 


ment at 70, optional at 65, in lieu of present provision. 


GORRELL URGES AIR REGULATION 


In the regulation of air transportation the country “must 
build upon the past,” it must not “break its head upon the same 
obstacles of economics which it took the railroads and the 
government so long to circumvent,” said E. S. Gorrell, presi- 
dent, Air Transport Association of America, in an address on, 
“Will History Repeat Itself?” at the convention of the Na- 
tional Aeronautical Association in Cleveland, O., January 10. 

The experience of the country in regulating the railroads, 
he said, resulted in the development of what he called the 
American system of regulation, under which rates are regu- 
lated by administrative action; tariffs are published and must 
be adhered to; mergers are forbidden except with specific ad- 
ministrative approval and new services permitted only on 
showings of public need. The McCarran-Lea bill, now before 
Congress, which would give the Commission control over air 
transportation, embodies those principles, he said, and since it 
follows so closely the American regulatory system, it is sur- 
prising, in his opinion, that there are objections to it. 

The first objection, he said, was that the evils of rebates 
and rate wars that made rail regulation necessary have not as 
yet appeared among the air lines. That objection, he insisted, 
was not valid because it was always wiser to “forestall evils 
rather than wait to remedy evils.” The second point raised 
by opponents, as he outlined it, was that so young and expand- 
ing an industry as air transport ought not yet be hampered 
in its expansion by the test of public convenience and necessity. 
To this, he replied that the industry was no longer an infant, 
that its future expansion in this country will not be along 
trunk lines, of which a sufficiency already exist, “but largely 
in the field of feeder lines and in intensive development of 
lanes of travel already familiar.”’ In those fields, he added, 
“there is no need to permit uncontrolled expansion.” 

“The sober and statesmanlike course is obvious,” he said. 
“There is no excuse for wasting our investments and our 
energy in blind expansion. We should build our airlines pru- 
dently, conserving our resources for those uses which will serve 
the public most efficiently and fairly. The only way we can 
do so, in the traditional American manner, is to provide by 
law a test of public convenience and necessity.” 

He referred to “the present unhappy state” of the rail- 
roads as a result of “the sins of the past—unavoidable though 
they may have been,” and said that now was the time to lay 
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a groundwork of air regulation which will prevent that sort 
of thing from happening to the air lines in the future. 

“A wise and considered measure has been proposed,” he 
concluded. “We will be foolish indeed if we do not adopt it, 
for the experience of the railroads cries out a warning that 
if we are not forehanded we will again entangle transport in 
the toils of economic chaos.” 


AIRPORTS AND LANDING FIELDS 


There were 2,299 airports and landing fields in the United 
States on January 1, according to the Bureau of Air Com- 
merce, Department of Commerce. Of these 720 were partially 
or fully lighted for night use. 

The total included 764 municipal and 414 commercial 
airports, 283 Department of Commerce intermediate landing 
fields, 602 auxiliary fields, 26 naval air stations, 61 army air- 
dromes, and 149 miscellaneous government, private and state 
airports and landing fields. 

Six states had more than 100 airports and landing fields 
each on January 1: California, 181; Texas, 125; Florida, 125; 
Michigan, 124; Ohio, 114; Pennsylvania, 109. 





AIR TRANSPORT REGULATION 


The McCarran-Lee bill providing for the regulation of the 
transportation of passengers and properties by air carriers in 
interstate overseas or foreign commerce, has been endorsed 
by the Merchants’ Association of New York on the recommen- 
dation of its committee on aeronautics. 

“Your committee is of the opinion,” says the report, “that 
this measure will not only promote a system of air transpor- 
tation by responsible operators whose charges for service will 
be fixed, reliable, and reasonable, but it will also prevent the 
unhealthy growth of bad practices and destructive competition 
now threatening to undermine the financial stability of carriers 
to the detriment of the carriers themselves and the public. 

“In view of the present rapid growth of aviation, the ab- 
sence of adequate government regulation and the pressing need 
for such regulation to insure maintenance of leadership in 
American aviation, your committee recommends that the asso- 
ciation urge prompt enactment of the McCarran-Lee bill.” 


UNITED STATES-CANADA AVIATION 

Conversations between United States and Canadian avia- 
tion officials began at the Department of State January 11 
when the Canadian delegation met with the interdepartmental 
committee on civil international aviation for a_ brief pre- 
liminary session, said an announcement by the state depart- 
ment. 

V. I. Smart, deputy minister of the Canadian Department 
of Transport and chairman of the Canadian delegation, ex- 
pressed agreement with the tentative program which had been 
prepared. For convenience and economy of time, the con- 
versations will be carried on in subcommittees meeting simul- 
taneously. Three subcommittees organized, as follows: 1938 
United States-Canada aeronautical arrangements committee; 
radio frequency allocation committee; communications, weather 
and air navigation facilities committee. The committees be- 
gan conferences immediately. 


CIVIL AVIATION REGULATION 


Chairman Lea, of the House committee on interstate and 
foreign commerce, after a conference with President Roose- 
velt,, has announced that he has under consideration a new 
plan for the regulation of civil aviation. This plan calls for 
regulation by a separate agency. The President let it be 
known last week that he had departed from views previously 
expressed in favor of regulation by the Commission (see 
Traffic World, January 8). 

Representative Lea has for many years been actively in- 
terested in the problems of the aviation industry. In 1919, at 
a time when the Republicans had just come into power in 
the House, he was appointed as a Democratic member of the 
congressional committee investigating the war and served in 
particular as a member of that committee’s subcommittee on 
aviation. In 1924 he served as a member of the special con- 
gressional committee investigating the aviation industry. In 
1926 he served on the subcommittee of the House committee 
on interstate and foreign commerce which drafted the air com- 
merce act of that year under which the aviation industry is 
now regulated. In 1935 he sponsored a bill which would have 
established a five-man independent commission to regulate the 
industry and is co-sponsor of the so-called Lea-McCarran 
bills now pending in the House and Senate which would vest 
the regulatory power over civil aviation in the Interstate 
Commerce Commission. 

Representative Lea stated that while the new plan was 
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evolved by the interdepartmental committee on civil aviation, 
which was appointed at the request of the President to con- 
sider a national aviation policy, there was little difference 
between its plan and the bill sponsored by him in 1935 and 
those now pending in Congress. In fact, the principal differ- 
ence between the proposed plan and these bills is with respect 
to the agency which would be charged with the responsibility 
of regulating the civil aviation industry, said he. Outlining 
the plan he said: 


Under the plan, a three-member board would be established which 
would exercise all of the functions involved in regulating and promoting 
civil aviation. All of the powers of the Department of Commerce over 
civil aviation would be transferred to the board. The powers of the 
Interstate Commerce Commission to fix airmail rates would likewise be 
vested in the board. In addition, the plan proposes to authorize the 
board to exercise regulatory powers over passenger and express rates 
and to issue certificates authorizing the operation of airlines. 

The postmaster general would be authorized to perform only the 
purely postal functions involved in regulating the transportation of 
the mail by aircraft and, while the board would be housed in the 
Department of Commerce, it would evercise all of its functions in- 
dependently of the secretary except those relating to the preparation 
of its estimates for appropriations and the keeping of its accounts 


which would be exercised by the board under the general direction 
of the secretary. 


In the discharge of its quasi-legislative or so-called quasi-judicial 
functions, such as the fixing of rates, the board would sit as an 
administrative court, completely independent of the executive branch 
of the government. In the discharge of its executive functions or those 
which directly affect foreign affairs or national defense, the board 
would be under the general direction of the president. 


Representative Lea stated that the principal argument 
advanced in favor of this proposal was that under the Consti- 
tution all the executive power and the responsibility for con- 
ducting our foreign relations and matters relating to national 
defense, were vested in the executive branch of the govern- 
ment; and to make this board independent of the President 
in the discharge of such functions would be in violation of the 
Constitution. The proponents of the plan conceded that the 
Congress might constitutionally create a board and make it 
independent of the executive branch of the government when 
its functions were limited solely to those of a quasi-legisla- 
tive or quasi-judicial character not involving foreign affairs 
or national defense; but stated that many of the functions 
involved in the regulation of civil aviation, such as the build- 
ing of airways and air navigation facilities and the granting 
of authority to operate airlines in foreign air commerce, were 
executive in character or have a direct and important bear- 
ing on foreign relations and national defense, said Mr. Lea. 

Representative Lea pointed out that one of the principal 
features of this new plan was a provision which would author- 
ize appeals directly to the circuit courts of appeals from or- 
ders issued by the board. The argument was made that this 
would eliminate the expense and delay involved in proceedings 
in the district courts to which litigants were now relegated 
from orders of the Interstate Commerce Commission fixing 
airmail rates, said he. 

“I am inviting constructive criticism of the plan, par- 
ticularly from representatives of the aviation industry who 
would be affected by the new proposal,” said he. “The plan 
proposed will be given further study from a technical and 
drafting standpoint, after which it will be given detailed con- 
sideration by our committee, with the purpose of working out 
a measure for presentation to Congress. As I previously stated, 
outside of the suggestion as to the regulatory body, this plan 
is not radically different from those now pending in Congress. 
I believe we are on the way to a good constructive regulatory 
measure to be presented during the present session of Con- 
gress.” 


FLYING IN ALASKA 


More per capita flying is done in Alaska than in any 
state in the Union. The airplane is peculiarly adapted to the 
difficult transportation problems of the interior of Alaska, and 
now delivers express and mail in the winter months in three 
hours that formerly took 17 days, according to the Express 
Messenger, magazine of Railway Express Agency. 





RAILROAD CREDIT CORPORATION 


The Railroad Credit Corporation will make a liquidating 
distribution of one per cent on January, 31, 1938, amounting 
to $735,115, according to a statement by E. G. Buckland, presi- 
dent of the corporation. Of this amount $604,409 will be paid 
in cash and $130,706 will be credited on carriers’ indebtedness 
to the corporation. This will bring the total amount distrib- 
uted to $56,603,882, or 77 per cent of the fund originally con- 
tributed by the carriers participating in the marshaling and 
distributing plan, 1931. Of this total $29,351,990 will have been 
returned in cash and $27,251,892 in credits. 


The Traffic World 


PAGE 157 


TRAIN LENGTH LIMIT BILL 


The Traffic World Washington Bureau 


Several members of the House committee on interstate and 
foreign commerce at the opening hearing, January 11, on S. 69, 
the bill passed by the Senate limiting the length of trains to 
70 cars, indicated a purpose to decide the issue raised by the 
bill from the viewpoint of safety—they desired facts and fig- 
ures showing what the result of operation of longer trains was 
in that respect. 

John T. Corbett, Assistant Grand Chief Engineer and na- 
tional legislative representative of the Brotherhood of Loco- 
motive Engineers, was the first witness in support of the bill. 
Other witnesses for the railroad brotherhoods, on behalf of 
which the measure was introduced, were to follow Mr. Corbett. 
Witnesses for railroads and shippers opposed to the bill were 
to be heard after the case for it had been put in. 

“It is the sincere wish of the Brotherhood of Locomotive 
Engineers that this bill may receive the favorable considera- 
tion of your committee and that it may be passed by the House 
of Representatives with a vote as nearly unanimous as it re- 
ceived in the Senate of the United States,” said Mr. Corbett. 

Referring to other train length limit bills, H. R. 147 and 
H. R. 4891, limiting the length of trains to 70 cars or one half 
mile, whichever would be the lesser, and limiting the length of 
passenger trains to 14 cars, Mr. Corbett said these bills had 
been approved by the train service brotherhoods but that they 
were agreeable to accepting the compromise provisions of S. 69 
“but retain our belief that the half mile restriction provided in 
the other bills should be considered as the more desirable be- 
cause of their greater safety features.” 

“We are appearing as experienced men who have spent our 
lives in the handling of trains of all kinds and lengths and, as 
the result of our own personal experiences, from the state- 
ments made to us by thousands of others who have spent their 
lives in the handling of trains, and from the records of the 
accidents caused by the slack action of these excessively long 
trains, we have become convinced that the safety of our fellow 
workers, the safety of the traveling public and both the best 
interests of that public, of the railroads themselves, and of 
our train service employes will be best served by a federal act 
that shall provide for train lengths as at least restrictive as are 
provided for in bill S. 69,” said he. 


Mr. Corbett placed before the members of the committee 
copies of the Saturday Evening Post containing advertisements 
of the Association of American Railroads opposing enactment 
of the train length limit bill. In one of these advertisements, 
the witness pointed out, appeared the statement, “It’s Your 
Future as Well as Ours,” and he said the engineers desired to 
offer the suggestion that it be changed and that “we be per- 
mitted to say, ‘It is our future as well as yours.’” 

“We believe that the future of both the railroads and their 
employes may be best served by a better recognition of the 
appeals that have been made and that continue to be made by 
the railroad workers for safer and improved working condi- 
tions,” said he. 


The employes, he asserted, many years ago began the 
struggle for improving safety and working conditions on the 
railroads, and had obtained the enactment of safety laws which 
had “returned the railroads enough benefits to show proper 
returns on their original costs.” 


Government Ownership 


If and when the railroads led themselves to believe they 
might go backward in service in order to go forward in paying 
returns to their security holders, said he, the public and the 
government “may decide that the transportation systems shall 
be taken over by the government and be operated for the bene- 
fit of that American public that has always been called on to 
pay the bills.” 


The Brotherhood of Locomotive Engineers, said he, had 
not considered it advisable to favor government ownership of 
railroads but it had observed that the socialization of education, 
the fire departments, the police departments and other similar 
services had presented proof “that it may be possible that the 
socialization of all transportation systems might be desirable 
as a matter of public convenience and necessity.” 

After further comment on the rail association’s advertising, 
Mr. Corbett said the railroad brotherhoods could not hope to 
finance any advertising campaign in competition with the As- 
sociation of American Railroads and he had considered it nec- 
essary to make the remarks he had as a rebuttal to such 
advertising. He said he had received letters indicating there 
were attempts by railroad officers to have employes send let- 
ters to congressmen in opposition to the bill. 


Mr. Corbett referred to safety legislation enacted in the 
past as the result of efforts made by the employes, asserting 








PAGE 158 


these efforts also had met with opposition from the manage- 
ments. 

The opinion was expressed by the witness that shorter and 
faster trains would relieve terminal congestion and result in 
more rapid delivery of merhcandise. The railroads had lost 
local business, said he, and much of this business might be re- 
turned to the rails through use of shorter and faster trains. 

Signals could not in many instances be properly inter- 
preted at a distance of 70 cars, said Mr. Corbett. He also 
disagreed with the assertion that shorter trains would result 
in more grade crossing accidents. Grade separation was the 
remedy for that situation, said he. He said 80 per cent of the 
freight trains operated today were of lengths less than 70 cars, 
He said the average length was about 46 cars. Considered as 
a movement to increase employment, Mr. Corbett asked why 
should not the railroads be expected to give some consideration 
to their employes. In 1920 he said there were approximately 
two and a quarter millions of railroad employes. Technological 
improvements and some different arrangements, said he, had 
reduced this to about half that number at the end of 1932. 

“We believe that the increases in business that the Demo- 
cratic administration has provided since 1933 should be at 
least partly enjoyed by the railroad employes through their 
additional employment to the same extent that industrial em- 
ployes have been benefitted,” said he. 


In answer to questions as to facts and figures showing that 
long trains resulted in accidents, Mr. Corbett said testimony 
as to that would be given in detail by other witnesses. 

Mr. Corbett, in answer to questions by Representative 
Kennedy, of New York, said he did not think passage of the 
bill would affect the cost of delivering foodstuffs into New 
York. 


Representative Eicher, of Iowa, asked why 70 cars had 
been fixed as the limit. 

Mr. Corbett said he could not answer. The rail operat- 
ing brotherhoods favored fewer cars than that. He explained 
that S. 69 was introduced by Senator McCarran, of Nevada, 
and he understood that the state of Nevada had passed a sim- 
ilar law. 


Why have an arbitrary, inflexible law in a country where 
varied conditions affecting operation existed, asked Mr. Eicher, 
adding he could conceive that under certain conditions 35 cars 
might be as unsafe as 100 cars under other conditions. 


Mr. Corbett said the brotherhoods would like 35-car trains 
and “if you can get that for us we will thank you.” Later, 
in answer to another question, the witness said he did not ask 
for a 35-car limit but that there were times when operating 
a 35-car train was not safe. He referred to foggy and stormy 
weather. 


The railroads were entitled to credit for what they had 
done in the interest of safety of operation, said Mr. Corbett 
—they had probably done more than any other industry. 
Representative Withrow, of Wisconsin, wanted to know whether 
the railroads had not built up a psychology of safety in the 
public mind and whether the railroads were operated as 
safely as the public thought they were. Mr. Corbett said he 
thought the railroads were operated as safely as it was pos- 
sible to do with the exception of hazards he believed were 
created by long trains on adjacent tracks. The congressman 


did not think his question had been answered but he dropped 
the matter. 


In answer to Representative Halleck, of Indiana, Mr. Cor- 
bett said he could not conceive of any circumstances in which 
operation of a train longer than 70 cars would be within the 
reasonable limits of safety. 


When Mr. Halleck said he had received letters from 
farmers asking him to vote against the bill, Mr. Corbett said 
he had received letters stating that representatives of the 
railroads were urging that such letters be written. He did not 
think that the train limit bill was a matter the ordinary 
farmer would know about. He did not think the bill would 
increase rates—that was “bunk.” He challenged the opposi- 
tion to prove the contention that cost of operation would be 
greatly increased. He did not think it would increase the cost 
of operation. There probably would be more 70-car trains than 
now, said he. The shorter trains would be made longer, up 
to the 70-car limit, he thought. 


Representative Bulwinkle, of North Carolina, asked for 
figures showing accidents resulting from operation of long 
trains. Mr. Corbett said such information would be submitted 
by other witnesses. 


Representative Boren, of Oklahoma, said he wanted the 
facts and figures as to accidents and costs. He said he chal- 
lenged both sides to present such facts and figures. Thus 
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far in the hearing, said he, he did not think there had been 
such information submitted. 
Conductors for Bill 

W. D. Johnson, vice-president and national legislative 
representative, Order of Railway Conductors, followed Mr. 
Corbett in support of the bill. He said his organization had 
been on record for many years as favoring train length limit 
legislation. 

“We maintain that train-service employes are constantly 
working under more hazardous conditions as the length of the 
train is increased,” said he. 

After discussing the issue raised by the bill in a general 
way, Mr. Johnson submitted exhibits covering 417 accident 
claims on account of shock on trains of 70 cars or more from 
August, 1929, to December 31, 1936, for which he said his 
order’s accident insurance department paid $64,424.86, and 310 
accident claims account of shock on trains of less than 70 
cars from August, 1929, to December 31, 1936, for which the 
accident department paid $35,358.02. He pointed out that these 
reports coverd only claims paid to members of the Order of 
Railway Conductors who were members of the accident in- 
surance department and therefore did not reflect the total num- 
ber of train-service employes who were injured on account 
of rearend shocks in the period covered. 

Mr. Johnson continued as the witness before the com- 
mittee January 13. Members asked additional questions for a 
factual showing as to accidents and injuries resulting from op- 
eration of long trains. Mr. Johnson expressed the opinion there 
were more than 1,400 such accidents last year. 

Apparently the hearings on the bill will last for several 
weeks. The railroad brotherhood witnesses supporting the bill 
are expected to get through some time next week. 


RAIL EMPLOYMENT 

Employes of Class I steam railways, excluding switching 
and terminal companies at the middle of December, 1937, 
totaled 1,008,037, a decrease of 4.03 per cent compared with 
November, 1937, and a decrease of 6.8 per cent compared 
with December, 1936, according to compilation by the Com- 
mission’s Bureau of Statistics. 

Executives, officials and staff assistants numbered 12,312, 
a decrease of 0.19 per cent compared with November, but an 
increase of 1.38 per cent over December, 1936. Professional, 
clerical and general totaled 173,227, a decrease of 1.76 per 
cent compared with November, but an increase of .55 per cent 
compared with December a year ago. Maintenance of way 
and structure totaled 193,270, a decrease of 9.69 per cent un- 
der November and a decrease of 9.39 under December, 1936. 
Maintenance of equipment and stores employes numbered 
271,978, a decrease of 6.81 per cent under November and a 
decrease of 12.32 per cent under December, 1936. Transpor- 
tation (other than train, engine, and yard) numbered 129,992, 
a decrease of 1.91 per cent under November and a decrease 
of 2.28 per cent under December a year ago. Transportation 
(yardmasters, switchtenders, and hostlers) numbered 12,900, 
a decrease of 2.2 per cent under November and a decrease of 
3.31 per cent under December, 1936. Transportation (train 
and engine service) totaled 224,358, a decrease of 2.92 per cent 
under November, and a decrease of 5.87 per cent under De- 
cember, 1936. 


CLEMENT CALLS ON ROOSEVELT 

M. W. Clement, president of the Pennsylvania Railroad 
Company, called on the President January 11 with a group of 
business men. The others were Ernest Weir, of the National 
Steel Corporation; Lewis Brown, of the Johns-Manville Com- 
pany; Colby Chester, of General Foods, and Alfred P. Sloan, 
of General Motors. 

After the meeting with the President Mr. Sloan issued the 
following statement: ‘“We had an interesting and constructive 
talk with the President and all of us agree that we have a 
better understanding of each other’s problems, out of which 
we are sure will come closer cooperation in meeting the dif- 
ficulties of the moment.” 


RAIL INCOME AND EXPENDITURE CALENDAR 

The Committee on Public Relations of the Eastern Rail- 
roads has issued its annual calendar on which the days of the 
year are colored to indicate “where freight rates and pas- 
senger fares go.” It shows that, if the income of the railroads 
in 1937 had been evenly distributed over the days of the year, 
157 days’ income would have gone for wages; 21 days’ income 
for locomotive fuel; 55 days for materials and supplies; 31 
days for other operating expenses; 29 days for taxes; 67 days 
for interest and rents, and 5 days for dividends. A footnote 
says that “it also required the equivalent of ten days of gross 
receipts for additional dividend payments.” 
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MOTOR HOURS OF SERVICE 


The hours of service of motor carrier employes permitted 
by the Commission constrained William Green, president of 
the American Federation of Labor to send a letter to Commis- 
sioner Eastman, chairman of division 5, which made a report 
in the matter, saying that the Commission’s action will leave 
an inedible blot on the record of the regulating body. 

Answering Mr. Green Commissioner Eastman pointed out 
that the decision was made by division 5 and that the labor 
organizations that were parties to the proceeding, if they be- 
lieve the decision was not justified, under the rules of the 
Commission, might ask for rehearing or reconsideration by the 
entire Commission, including reargument. Mr. Green said: 


I have carefully examined the report of the Commission in the 
matter of maximum hours of service of motor carrier employes which 
has just been made public. 

The motor carrier safety regulations made by the Commission to 
become effective on July 1st, permit maximum hours of as many as 
fifteen hours in any one day and sixty hours in any one week. 

After twenty years of operation of an eight-hour basic work day 
for employes in the railroad industry, it seems needless for me to 
comment on the patent unreasonableness of a fifteen-hour day as a 
standard specifically approved by the Interstate Commerce Commission 
for the motor bus and trucking industries. 

I am informed that this regulation was put into effect over the 
protest of every representative of organized labor appearing before 
the Commission. That these protests could have been ignored and 
that such long hours could have been prescribed at the time of rapidly 
rising unemployment is a startling and unexpected occurrence. This 
action will leave an indelible blot on the otherwise notable record 
established by the I. C. C. of economic statesmanship and social vision 
in dealing with our transportation problem. 

It is my earnest hope that the entire matter be thoroughly re- 
considered and that the whole case will be reopened for the purpose 
of drastically revising these regulations. 


Commissioner Eastman’s answer to the Green criticisms 
follows: 


I have your letter of January 6, in regard to our recent report 
prescribing maximum hours of service for motor carrier employes. 
Of course I regret that you have so poor an opinion of it. I considered 
very carefully what was said by the representatives of organized labor, 
but came to the conclusion that the report went as far as we were 
justified in going at this time on the record before us. The reasons 
for this conclusion were fully stated in the report and were convincing 
to me, although they evidently are not convincing to you. 

As the report indicates, the regulations are to be regarded as a first 
step and are to be followed by further investigations which may fur- 
nish a basis for amendments. They are based solely on safety con- 
siderations. Therefore the matter of unemployment, mentioned in your 
letter, did not enter in. As a matter of fact, however, in view of the 
present state of the trucking industry, I think it altogether likely that 
more drastic regulations would reduce, rather than add to, employment. 

The representatives of organized labor at the end of the argument 
withdrew their objections to a 60-hour week, provided it were regarded 
only as an initial step pending the results of an intensive study of 
the effects of fatigue on drivers. They did not, however, so modify 
their protests with respect to the maximum limits of 15 hours ‘‘on 
duty’’ and 12 hours ‘‘at work’’ in any one day. In view of your ref- 
erence to the situation in the railroad industry, I call your attention 
to the fact, which you of course know, that the similar maximum 
limits prescribed by law for railroad employes are less favorable 
than those which we have prescribed. I do not overemphasize this fact, 
but yet it merits attention. 

I now come to the most important part of this letter. The de- 
cision in question was by Division 5. All decisions of divisions are 
appealable to the Commission. If the labor organizations which were 
parties to this proceeding believe that the decision of Division 5 was 
not justified, they may, in accordance with our rules of procedure, 
ask for rehearing or reconsideration by the Commission, including 
reargument. As the regulations under our order do not become effective 
before July 1, 1938, there is ample opportunity for the presentation 
of such a petition, and I am sure that it will receive most careful 
consideration by all members of the Commission. 


C. F. A. TRUCK COMMODITY RATES 


The first of a series of meetings of truck operators in 
C. F. A. Territory to consider the revision of truck commodity 
rates in that territory, made necessary by the Commission’s 
suspension proceedings in I. and S. M-278 (see Traffic World, 
Jan. 8, p. 83), was begun at the Stevens Hotel in Chicago Jan- 
uary 10 and was expected to last all week. Chief among the 
problems facing the meeting at its opening was the question 
as to whether or not agreements reached at it as to revision 
of group rates could be made binding on operators not present. 
It was pointed out that, though an effort had been made, 
both by the Central States Motor Freight Bureau and the motor 
carrier bureau of the Commission, to issue invitations to all 
operators, both contract and common, it was possible that 
there had been omissions. That, it was said, might well be 
considered failure to notify such parties who certainly had a 
real interest in any rate agreements that might affect their 
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traffic. It was decided to make additional effort to check the 
lists of those notified against all operators the existence of 
which could be ascertained and, to that end, the operators 
present were asked to write on cards the names of all truck- 
ers, both common and contract, in competitive operation. It 
was then decided to defer until later in the week actual con- 
sideration of rate revisions so that operators whose names were 
thus disclosed could be notified to be present. 


A. T. A. COMMON CARRIER MEETING 


The guidance committee of the common carrier division of 
the American Trucking Associations, Inc., held a two-day meet- 
ing at the Stevens Hotel, Chicago, January 13 and 14, to con- 
sider details of membership and organization of the division. 
The guidance, committee charged with the task of organizing 
the division, consists of one elected delegate from each of the 
48 states and the District of Columbia. Ted V. Rodgers, presi- 
dent of the A. T. A., and John Lawrence, general manager, were 
present. James B. Godfrey, Jr., chairman of the division pre- 
sided. Carl Jackson acted as secretary. 

On the first day of the meeting the committee decided to 
place the administration of the affairs of the division in the 
hands of an advisory committee to consist of the chairman 
and vice-chairman of the division and one member from each 
state and the District of Columbia. It was also decided to estab- 
lish two classes of membership, the first class to consist of 
those common carrier truck operators who hold memberships in 
one of the organizations affiliated with the A. T. A., and the sec- 
ond to consist of operators not members of such organizations. 
Both classes will have full rights of participation in the affairs 
of the division, but the right to hold office in it or to vote for 
officers will be restricted to the first class. 


C. F. A. TRUCK RATE INCREASES 


Meetings of motor truck operators held at five cities in 
C. F. A. Territory under the sponsorship of the Central States 
Motor Freight Bureau (see Traffic World January 1, p. 28, 
and January 8, p. 83) voted to file immediately a scale of arbi- 
trary increases to class rates on truck shipments of 3,000 
pounds and less. The increases will affect only rates which 
are at present 43 cents and less. To the 43-cent rate 1 cent 
will be added; to the 42-cent rate, 2 cents; to the 41-cent rate, 
3 cents; to the 40-cent rate, 4 cents, and to rates between 15 
and 39 cents, 5 cents. 

These increases, it was felt, were the only ones that could 
be made effective immediately without danger to truck traffic, 
since truck class rates in the territory are on a part with rail 
rates except where they have been made somewhat lower to 
meet the competition of carloading companies. The fact that 
the rail minimum rate for the allowing of free pick-up and 
delivery is 45 cents, gave the truckers a leeway on such of 
their rates as were below that level. The bureau has asked 
for special permission to file the above noted increases to be- 
come effective January 15. 

Each of the meetings, the last of which was held at De- 
troit, January 7, voted also to file immediately upon the 
decision of the Commission’s decision in Ex Parte 123, truck 
rate increases in the same amount as the increases the Com- 
mission may grant to the railroads. 


MOTOR ORDERS STAYED 
The Commission, by division 5, has stayed until its further 


order the recommended orders made in the following motor 
carrier cases: 


Ex Parte MC 11, arrangements and agreements between 
Arrow Carrier Corporation and Duplan Silk Corporation; MC 
16167, C. F. Winters & Sons, contract carrier application; MC 
12010, C. F. Winters & Sons, broker application; MC 62525, 
Frank T. Geroulo, contract carrier application; MC 30641, 
application of United Express Lines, Inc., Chicago, Ill.; MC 
24003, application of H. Nelson Gall, dba Gall Trucking Co., 
Lancaster, Pa.; MC 15105, application of J. M. English, dba 
J. M. English Truck Line, Houston, Tex.; MC 986, application 
of C. S. Simon dba, Simon Truck Line, Washington, Kan.; 
MC 39, application of S. J. Harrell, Jr., dba Continental Van 
Lines, Birmingham, Ala.; MC 41247, application of New York 
and Pennsylvania Motor Express, Inc., Reading, Pa.; MC 35436, 
application of Horace McCrocklin, dba McCrocklin Bros., Trans- 
fer, Terre Haute, Inc.; MC 32721, application of Raoul Laliberte, 
Nashua, N. H.; MC 30188, application of Parkhill Truck Co., 
Tulsa, Okla.; MC 33641, application of Interstate Motor Lines, 
Inc., Salt Lake City, Utah; MC 14429, application of Edwin 
L. Ladd, dba Ted Ladd’s Motor Transfer, Chelsea, Vt.; 
MC 2214, application of Benjamin S. Gerson and Max Sno- 
white, dba Snowhite and Gerson, Bridgeton, N. J.; MC 
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60870, Frank J. Cosmano, common carrier application; MC 
18123, Owen M. Allen, common or contract carrier appli- 
cation; MC 60132, application of John A. Ford, C. B. Ford, and 
W. H. Ford, dba Ford Bros., Coal Grove, O.; MC 32859, appli- 
cation of Wilson Stephens, Clearfield, Ia.; MC 30863, applica- 
tion of W. T. Bunting, Robersonville, N. C.; MC 30237, 
application of Lota H. Yeatts, dba Yeatts Transfer Co., Alta- 
vista, Va.; MC 29476, application of Harlan Huiatt Greiner, 
dba Greiner Truck Lines, St. Joseph, Mo.; MC 27592, applica- 
tion of E. A. Blake Lines, Inc., Omaha, Neb.; MC 26825, 
application of Albert Roy Andrews, dba Andrews Transfer & 
Storage, Norfolk, Neb.; MC 26301, application of F. R. Perkins, 
dba F. R. Perkins Trucking Co., Indianapolis, Ind.; MC 21277, 
application of Raymond Woodward, dba Woodward Brothers, 
Towson, Md.; MC 1173, application of William Young Trans- 
portation, Inc., Niagara Falls, N. Y.; MC 78179, application of 
J. A. Penewell, Ontario, Ore.; MC 65539, application of Robert 
Bell, Philadelphia, Pa.; MC 42710, application of Roy J. Smith, 
Ontario, Ore.; MC 39402, application of Clayton C. Taylor, 
dba Lincoln Transit Co., Indianapolis, Ind.; MC 36012, appli- 
cation of Goldsboro Trucking Co., Goldsboro, N. C.; MC 31461, 
application of S. W. Trogdon, dba Trogdon Truck Line, Lara- 
mie, Wyo.; MC 30513, application of Martin County Transfer 
Co., Inc., Robersonville, N. C.; MC 21244, application of Arthur 
Gessert, dba Western Express, Baltimore, Md.; MC 4991, appli- 
cation of J. W. Jones, dba Jones Truck, Ottawa, Kan.; MC 2096, 
application of Ernest Oechsner, Greenville, Ill.; MC 1806, 
application of Joe Hammer, dba Joe’s Truck Transport, Coun- 
cil Grove, Kan.; MC 84754, application of R. G. Spitzer, dba 
Denver-Albuquerque Express, Albuquerque, N. M.; 23551, ap- 
plication of Allen V. Johnson, Egan, S. D.; MC 2000, applica- 
tion of Ben Brielmaier and Edward Le Tempt, dba New 
Athens-Freeburg Motor Service, New Athens, Ill.; MC 6739, 
application of B. H. Willis, Beaumont, Tex.; MC 22325, appli- 
cation of Sheldon A. Gordon, Utica, N. Y.; MC 78686, appli- 
cation of J. R. Marks and Ralph T. Stevenson, dba J. R. 
Marks Truck Line, Colorado Springs, Colo. 


MOTOR ORDERS EFFECTIVE 


The recommended orders made in the following motor 
carrier cases have become effective as shown: 


MC 90351, Burlington Motor Freight Lines, common car- 
rier application, as of Dec. 27; MC 86117, Fred E. Crapser, 
common carrier application, as of Dec 20; MC 50220, Ellis 
Truck Lines, Inc., common carrier application, as of Dec. 27; 
MC 23448, P. E. Newman, broker application, as of Dec. 28; 
MC 10913, M. F. Nevitt, common carrier application, as of 
Dec. 27; MC 1695, William H. Mergaugey, common carrier 
application, as of Dec. 27; MC 290, Jack Rabbit Lines, Inc., 
common carrier application, as of Dec. 27; MC 3, Garden State 
Lines, Inc., common carrier application, as of Dec. 27; Mc 3, 
Garden State Lines, Inc., extension of operations, as of Dec. 27; 
MC 86790, J. C. Grant, common carrier application, as of 
Dec. 30; MC 86511, Leonard William Warner, contract carrier 
application, as of Jan. 4; MC 86501, William A. Wise, common 
carrier application, as of Jan. 4; MC 70206, Robert Jacobs, 
contract carrier application, as of Jan. 4; MC 67660, Valley 
Truck Line, broker application, as of Jan. 4; MC 50927, W. A. 
Kelly, common carrier application, as of Dec. 30; MC 50693, 
Ross Shelfo, extension of operations, as of Jan. 3; MC 50658, 
Charles Benjamin Runyon, common carrier application, as of 
Jan. 4; MC 50633, William H. Robbins, contract carrier appli- 
cation, as of Jan. 4; MC 50388, Frank W. Van Aernam, com- 
mon carrier application, as of Jan. 4; MC 29719, S. F. Monzingo, 
contract carrier application, as of Dec. 30; MC 27656, Paul J. 
Davin, contract carrier application, as of Dec. 30; MC 14595, 
Lester F. Farnum, common carrier application, as of Jan. 4; 
MC 14595, Sub. Nos. 1 and 2, Lester F. Farnum, extension of 
operations, as of Jan. 4; MC 2968, Sub. No. 1, Homer S. Brewer, 
extension of operations, as of Dec. 27; MC 1014, Forrest E. 
Miller, extension of operations, as of Dec. 30; MC 437, S. F. 
Monzingo, common carrier application, as of Dec. 30; MC 437, 
Sub. No. 1, S. F. Monzingo, extension of operations, as of 
Dec. 30; MC F-255, Queen City Coach Co., merger, Statesville- 
Salisbury Coach Co., as of Jan. 10. 


MOTOR TARIFF REGULATIONS 


The Commission, by division 5, has issued a revised tariff 
circular, MF No. 2, cancelling tariff circular, MF No. 1, to 
become effective February 1, prescribing regulations to govern 
the construction and filing of common carrier freight rate and 
classification publications and contract carrier schedules of 
minimum rates or charges. The new circular is a revision of 
the one it supersedes. It revises the language of the existing 
regulations with a view to the clarification of the code to be 
followed by those filing tariffs. None of the changes made in 


The Traffic World 


Vol. LXI, No. 3 


the present phraseology is regarded as changing the substance 
of the existing regulations. 

A large part of the new circular consists of a rule, No. 10, 
pertaining to the powers of attorney under which agents pub- 
lish tariffs. At present there is only one form of power of 
attorney. It covers tariffs filed by an individual acting as 
agent or by a corporation acting as a publishing agent. Under 
the revised rule, MFXA2 form is to be used in making a power 
of attorney to an individual and MFXA3 form is to be used 
when the power of attorney pertains to a corporation. 


FEDERAL AID HIGHWAYS 


Representative Cartwright, chairman of the House com- 
mittee on roads, notwithstanding President Roosevelt’s plea for 
reduction in federal aid highway authorization, has introduced 
H. R. 8838, proposing an authorization of $125,000,000 for pri- 
mary roads for each of the fiscal years 1940 and 1941, “to con- 
tinue the policy of federal aid at the same rate which has been 
in effect for the past several years.” He said this was about 
equal to the cost of two battleships. He also proposes $50,000,- 
000 each year for elimination of hazards at grade crossings 
and $25,000,000 a year for secondary and feeder roads. 

“I am a strong advocate of ecenomy, but believe reduc- 
tions should be made in all agencies of the government and not 
just make roads the goat,” said he. 


MOTOR CARRIER ACCOUNTING 


The Commission, by Commissioner Eastman, in Ex Parte 
MC 16, uniform system of accounts for Class I common and 
contract motor carriers of passengers, has exempted the Capi- 
tal Transit Co. of Washington, D. C., from the requirements 
of the uniform system of accounts which became effective Jan- 
uary 1 until the further order of the Commission provided that 
the Capital Transit Co. accounts are maintained in conformity 
with an accounting system described in its petition for ex- 
emption. 

At the same time the Commission, by Commissioner East- 
man, denied a petition for exemption by Montgomery Bus 
Lines, Inc. 


EXCEPTIONS TO MOTOR REPORTS 


MC 31806, Sub. No. 1, Benjamin Franklin Line, Inc., com- 
mon carrier application. Time for filing exceptions to recom- 
mended order extended to February 11. 

MC 40978, Chair City Motor Express Co., common carrier 
application. Time for filing exceptions to recommended or- 
der extended to January 17. 

MC 56541, New England Transportation Co., common 
carrier application. MC 56542, New England Transportation 
Co., contract carrier application. Time for filing exceptions 
to recommended order extended to January 17. 

MC 56541, Sub. No. 1, New England Transportation Co., 
extension of operations. Time for filing exceptions to recom- 
mended order extended to January 17. 

MC 73464, Jack Cole Co., Inc., common carrier applica- 
tion. Time for filing exceptions to recommended order ex- 
tended to February 14. 


SAFETY GLASS BRIEFS 


General Motors Corporation in a brief in Ex Parte MC 4, 
qualifications of employes and safety of operation and equip- 
ment of common carriers and contract carriers by motor 
vehicle, recommends that the Commission change the provi- 
sions of its regulations relating to safety glass so as to permit 
the use of heat-treated plate glass wherever safety glass is 
prescribed with the exception of windshield. However, General 
Motors said, if the Commission accepted a suggestion that the 
use of heat-treated plate glass be permitted in busses and 
trucks in all windows back of the driver’s seat, such suggested 
change would be acceptable to it. 

Safety Glass Association, Inc., submitted that the Commis- 
sion should not approve case-hardened glass and thereby permit 
the operators of busses or trucks to experiment on passengers, 
who paid for their transportation believing that every possible 
precaution would be taken for the protection of their lives. 


FOUR-STATE TRUCK RECIPROCITY AGREEMENTS 


The four-state reciprocity agreement, among the states 
of Illinois, Indiana, Michigan and Ohio, under which each of 
the states agrees to refrain from assessing license and road 
taxes against interstate truck operators from the other three 
operating within its borders, has become effective with the 
signing agreements between Indiana and Illinois and between 
Ohio and the other three states, it was announced by the Cen- 
tral Motor Freight Bureau. Agreements between Michigan 
and Illinois and Michigan and Indiana were signed early in 
December (see Traffic World, December 4, p. 1273). 
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EXPEDITED MOTOR PROCEDURE 


The Commission’s Bureau of Motor Carriers has adopted 
a modified procedure for handling certain applications not 
under the grandfather clause with a view to expenditing dis- 
position of applications to which no known opposition exists. 
No formal notice of the adoption of the procedure has been 
given. Its existence however is shown in a proposed report 
in MC 75289, Sub No. 3, Capital Transit Co., common carrier 
application, made by joint board No. 120, composed of James 
L. Martin of the District of Columbia and Harold E. West of 
Maryland, served January 10. 

In the notice to the parties this report says that this case 
has been handled under a modified procedure under which no 
hearing has been held. Any interested party, continues the 
notice, may file exceptions to this report in which case the 
application may be determined on the basis of the facts before 
the Commission. Any such party may also request formal 
hearing on the matters considered herein, says the notice, stat- 
ing his interest in this proceeding in such request, but excep- 
tions to the recommended order need not include a request for 
hearing, if none is deemed necessary. The remainder of the 
notice is like the notices attached to reports not handled under 
this modified procedure. 

This modified procedure has no relation to the handling 
of applications under the grandfather clause by district super- 
visors to which the National Association of Railroad and Utili- 
ties Commissioners made objection at its last annual meeting 
at Salt Lake City, Utah (see Traffic World, Jan. 8, p. 83). 
This modified procedure is adopted in instances where the 
application appears to set forth the pertinent facts and where 
the facts appear to indicate that no opposition will arise. The 
Bureau of Motor Carriers initiates the procedure by asking the 
district supervisor whether in his opinion the matter may not 
be handled without hearing to the extent of the issuance of 
the recommended report in the manner and form used ,in the 
instant application. If the supervisor is of the opinion that 
the application is susceptible to handling in that matter it is 
so treated. 

In this case there was under consideration an application by 
the transit company serving the capital city for authority to 
establish a bus line to carry passengers and their baggage 
between Washington, D. C., and Greenbelt, Md. Greenbelt 
is the site of a “low cost housing project” of the federal govern- 
ment. The government has rented houses in that real estate 
development and the transit company asked for the certificate 
which the joint board has recommended be granted. 

The report proposing grant of authority to establish bus 
service between Washington and Greenbelt shows that it is to 
be established for an experimental period of thirty days, with 
the government paying $650 to the transit company in addition 
to fares to be paid by the passengers. 

Under an agreement between the transit company and the 
government, the applicant, if it obtains the authority, proposes 
to operate busses for that experimental period for the exclusive 
use of passengers originating at or destined to Greenbelt. The 
proposed operation, says the report, will include a through, 
limited-stop rush hour service between Washington and Green- 
belt and a local non-rush hour service between Greenbelt and 
the point at which the transit company’s street railway, be- 
tween Washington and Beltsville, Md., crosses the Branchville 
Road. At present Greenbelt has no common carrier service. 

Continuance of the proposed service after the experimental 
period, the report says, is contingent on the consummation of a 
further agreement providing that the transit company will be 
reimbursed by the government for deficits which may accrue 
from operation. 


—_— 


MOTOR CARRIER REGULATION 


Bills introduced by Senator Murray (S. 3191) and Rep- 
resentative O’Connor, of Montana (H. R. 8871), would amend 
claus 4 (b) of subsection (b) of section 203 of the motor carrier 
act to include federations of agricultural cooperative associa- 
tions in the list of those exempted from regulation as provided 
in subsection (b). 


THROUGH HIGHWAY BILL 
Senator McKellar, of Tennessee, has introduced S. 3211, 
a bill to provide for formulation of a plan for the construction 
of through highways in the United States. 


MONEY FOR ROADS AND RIVERS 


An accounting made by President Roosevelt to Congress 
for the eight and one-quarter billions appropriated under the 
emergency relief appropriation acts of 1935, 1936 and 1937, 
shows that nearly $700,000,000 of that sum was allotted by 
the President for public roads and rivers and harbors. 


ek 


Allocations for public roads, including elimination of grade 
crossings, totaled $506,899,690.76. Expenditures totaled $423,- 
433,878.33, leaving an unexpended balance of $83,465,812.43. 

Allocations to the corps of engineers of the army for river 
and harbor work amounted to $187,778,008.19. Expenditures 
—_ —— leaving an unexpended balance of $45,- 


MERCHANT MARINE LEGISLATION 


The Traffic World Washington Bureau 


Proposed merchant marine legislation embodied in the 
Bland, Copeland and Guffey bills was discussed at further 
hearings this week before the House committee on merchant 
marine and fisheries and the Senate commerce committee and 


the Senate committee on education and labor which met with 
the commerce committee. 


Before the House committee, Harry S. Brown, chairman 
of the Intercoastal Steamship Freight Association, and speak- 
ing also for the Luckenbach Gulf Steamship Company and the 
Gulf Pacific Line, urged enactment of section 43 of H. R. 8532 
enacted into law as promptly as possible. In part, he said: 


Section 43 does two things—it extends the present requirements 
of the intercoastal shipping act, 1933, which now govern intercoastal 
carriers only, to all other common carriers by water in interstate 
commerce, as that term is defined in section 1 of the shipping act, 
1916. It also gives the United States Maritime Commission the specific 
power to fix minimum rates in intercoastal and coastwise commerce 
whenever existing rates are found to be unreasonably low. Inasmuch 
as the membership of the association of which I am chairman is 
engaged primarily in intercoastal commerce, I am speaking here pri- 
marily in favor of the proposal to establish the so-called minimum rate 
power in the intercoastal trade. 


Ever since 1916 the federal government, through the United States 
Maritime Commission or its predecessors in authority, has had the 
power to fix maximum rates in both intercoastal and coastwise com- 
merce. In 1933 the intercoastal shipping act was passed. Under that 
act carriers in intercoastal commerce are required to file with the 
government the actual rates which they charge and to make no changes 
in such rates except on thirty days’ notice to the public. Prior to 
1933, intercoastal carriers were required to file only their maximum 
rates and were permitted to charge anything under such maximum 
rates. 


Referring to opposition of Otis N. Shepard, of the Shepard 
Line, to section 43, Mr. Brown said: 


It is true, as Mr. Shepard’s testimony sets forth that prior to the 
intercoastal shipping act there were frequent and violent fluctuations 
in cargo rates in the intercoastal trade. In fact, rate wars were 
habitual. It is also true as Mr. Shepard says that since the passage 
of the intercoastal act in 1933 there have been no rate wars in the 
intercoastal trade. Despite the intercoastal shipping act, however, 
any one or possibly two carriers can still use the other carriers in the 
trade as an umbrella. I will explain in a moment what I mean by an 
umbrella. It is also possible in spite of the intercoastal act for a 
number of carriers possessed of sufficient financial resources to reduce 
rates to the point of driving other carriers out of business. The 
umbrella method of making intercoastal rates has been in use ever 
since the passage of the intercoastal act, and there has also been an 
almost constant threat of a rate war. Ceaseless efforts on the part 
of various interests identified with the trade have succeeded up to 
the present time in preventing a rate war, but the likelihood of such 
a war is just as present today as it was when the intercoastal act 
was first passed. 

Umbrella Method 


I want to explain now what I have referred to as the umbrella 
method of making rates. Under the supervision of the United States 
Maritime Commission, which has control over intercoastal maximum 
rates and can require such rates to be lowered if it finds them unrea- 
sonably high, nearly all of the carriers in the intercoastal trade have 
set up rate-making machinery similar to that used by the various rail- 
road freight bureaus. The rates which these carriers establish, if 
allowed to go into effect by the United States Maritime Commission, 
are published to go into effect upon thirty days’ notice. The carriers 
publishing such rates then solicit freight on the basis of those rates 
and the efficiency of the service which they offer. When one line re- 
mains outside the group, filing its own rates and keeping such rates 
somewhat lower than those filed by the group in order to use that 
difference in rates as a means of solicitation, we call that using the 
rates of the group as an umbrella. 


Now the advantage of this umbrella method of making rates to 
the individual line are fairly obvious. When the rates of the group go 
up, the rates of the outside line go up; its rates, however, always 
remaining slightly under the rates of the group. When the rates of 
the group go down in an effort to meet the competition of the outside 
carrier, the outside carrier promptly reduces its rates on desirable 
cargo correspondingly. Obviously the solicitation expenses which the 
outside carrier has are thus cut to the bone. It can rely almost 
entirely upon what is sometimes termed the postcard method of so- 
licitation. All that is necessary is for the outside line to let it be 
known, and it soon becomes known, that no matter what rates the other 
lines in the trade may charge its rates will always be somewhat lower. 
It costs very little to get that fact known. Except in boom times 
this rate advantage is usually sufficient to fill the ships of the outside 
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line, when all other lines serving the same ports are going out with 
their ships half empty. There is nothing the group can do about it, 
unless they undertake to put their rates down to a point that is 
ruinous to all, including the outside line. 

This umbreila method of rate-making is not accompanied by any 
real advantages to shippers as a whole. On the contrary it brings 
about serious disadvantages. In the nature of things the outside line 
can only carry a limited amount of cargo. Once its ship is booked 
full under this method of rate-making all other shippers are turned 
down. It naturally takes the easiest course of developing a limited 
clientele who will fill its ships with the least work and trouble to the 
line possible. This gives this limited clientele a selling advantage in 
the markets served in the intercoastal trade. 


Minimum Rate Power 


Now I am not raising any question of business ethics in connection 
with this umbrella method of rate-making. I am not saying whether 
or not under similar circumstances I would seek such a competitive 
advantage for myself. Moreover, I am not demanding that everybody 
in the intercoastal trade charge the same rates. What I am asking 
is that the power be given the government to fix some level below 
which a carrier cannot go. This minimum rate power will permit 
the Maritime Commission, if the circumstances warrant, to fix on 
minimum rate for one type of service and another minimum rate 
for another type of service. It is not a power which the Maritime 
Commission will have to invoke daily. The Interstate Commerce Com- 
mission has had the minimum rate power over railroad rates for many 
years, and has only found it necessary to use it on a few occasions. 
It is quite possible that the mere possession of this power by the 
Maritime Commission will terminate the umbrella method of making 
rates. Certainly it will make it impossible for any carrier or group 
of carriers to engage in cut-throat competition or the charging of 
rates so low as to be non-remunerative. Certainly the intercoastal 
shipping act has not put an end to the umbrella device. If its use 
is not ended, the threat of a ruinous rate war will continue to exist 


in the infercoastal trade. Section 43 is the remedy for these situa- 
tions. 


The proposal contained in section 43 is far from being a new one. 
The former United States Shipping Board, which was organized in 
1916, recommended such legislation. When United States Shipping 
Board functions were transferred to the Department of Commerce, the 
Department of Commerce recommended this legislation. The United 
States Maritime Commission has recommended it. The necessity for 
minimum rate control over intercoastal and coastwise water trans- 
porfation has been recognized also by the Interstate Commerce Com- 
mission and the former Federal Coordinator of Transportation. Legis- 
lation along these lines has also been endorsed in the past by President 
Hoover and by President Roosevelt. The government already has the 
power to fix minimum rates for railroads and for trucks. The various 
bills which have been introduced in Congress during past years to 
further regulate transportation by water have varied considerably 
but they have all had this in common: They have called for the 
regulatory branch of the government to be given the minimum rate 
power in intercoastal and coastwise commerce. 


In conclusion gentlemen I want to say to you that my sincere 
belief as expressed to you here that minimum rate control is an 
absolutely essential part of the regulation of intercoastal water trans- 
portation as it is of rail and motor truck transportation, is based not 
merely on my experiece as chairman of the Intercoastal Steamship 
Freight Association. It is based also upon a knowledge of that trade 
and the regulatory problems under existing legislation gained during 
nine years as a representative of the regulatory body administering 
the various regulatory provisions contained in the shipping act, 1916, 
and the intercoastal shipping act, 1933. During several years of that 
time I was chief of the division of the government whose direct duty 
it was to administer such regulatory provisions. Out of that experience 
and out of my more recent experience in the intercoastal trade itself 
I say to you that section 43 of H. R. 8532 should be made a part of 
the law of the land as soon as possible. 


Mr. Brown read a letter from the Argonaut Line denying; 


it was forced out of the intercoastal trade by Shipping Board 
regulation as had been alleged before the committee. 


Marine Labor 


Apposition to the Bland bill, H. R. 8532, and amendments, 
was voiced by Mervyn Rathborne, president of the American 
Radio Telegraphists’ Association, and W. A. Calvin, secretary 
of the Metal Trades Department of the American Federation 
of Labor. The latter objected to provisions under which Amer- 
ican ships might be built in foreign shipyards. Mr. Rathborne, 
opposing labor mediation provisions, said if the Wagner labor 
act were enforced there would be no need for further marine 
labor legislation. He proposed an amendment to the merchant 
marine act to the effect that no shipowner could receive an 
operating-differential subsidy unless he complied with the 
labor act. 

At a joint session of the Senate Commerce and labor com- 
mittees, Chairman Copeland, of the commerce committee, said 
that, until there had been a peaceful settlement of maritime 
labor disputes he would oppose the building of ships and the 
expenditure of federal funds for the rehabilitation of the Amer- 
ican merchant marine. Ralph Emerson, legislative represen- 
tative of the joint legislative committee of the National Mari- 
time Union; William Collins, of the same union; Patrick 
Whelan, of the Maritime Council of Baltimore, C. I. O. affili- 
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ate; and E. L. Oliver, vice-president of Labor’s Non-Partisan 
League, were heard in opposition to proposed legislation pro- 
viding for mediation of marine disputes. 

Alleged misconduct of seamen on American ships was dis- 
cussed after Mr. Emerson read a telegram from Robert Fitz- 
gerald of the crew of the President Hoover, which was recently 
stranded near the island of Hoish To, charging Chairman Cope- 
land with issuing a “lying statement” that the Hoover crew 
was drunk and was abusive to passengers. A retraction was 
demanded in the telegram. The witness took the position that 
in presenting the telegram he was carrying out the wishes of 
his organization though it was a distasteful job. Chairman 
Copeland said he held in his right hand affidavits of U. S. 
consuls indicating that the charges made against some of the 
crew of the Hoover were quite justified. It was in this part of 
the discussion that Senator Copeland made his assertion about 
opposing building of ships unless peace were established in the 
marine field. 

Enactment of section 43 also was urged by James B. 
Sweeny, vice-president and traffic manager of the Merchants 
and Miners Transportation Company, and Reginald S. Narelle, 
secretary of the Canal Carriers Association, New York. 

Ernest M. Bull, president of the A. H. Bull Steamship 
Company, favored establishment of a system of training for 
ship personnel, machinery for handling labor disputes and 
repeal of the provision in the law permitting the President at 
the end of two years to transfer regulatory duties of the Mari- 
time Commission to the Interstate Commerce Commission. He 
urged that provision be made to the end that the subsidized 
American flag carrier in foreign trade could not have an unfair 
advantage over the unsubsidized domestic carrier in United 
States trade. He proposed the following to prevent discrimi- 
nation against the unsubsidized vessels: 


(a) That for purposes of clarification section 506 of the present 
act should be amended so that for the temporary period of exclusively 
domestic service therein permitted no operating subsidy shall be paid 
and and a portion of the construction subsidy shall be repaid, but 
that the section should not be amended so as to extend the permissible 
“temporary’’ period from three months to an aggregate of six months 
in any year and should not be amended so as to eliminate the neces- 
sity for a finding of an emergency as a condition to consent to such 
exclusively domestic service. 

(b) That tax exemption now accorded subsidized lines might prop- 
erly be extended as proposed, but that such exemption should further 
be extended to include all operators whether or not subsidized, so 
that all the earnings and profits of the shipping industry reinvested 
in new construction should be exempt from all federal taxes. 

(c) That if foreign construction is to be permitted, the privilege 
should be extended to all operators without discrimination in the event 
that the commission finds that construction bids are unreasonable, 
excessive or collusive. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Maritime Commission on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended. 

Agreements Approved 


6051 between Lykes Bros.-Ripley Steamship Co., Inc. (Lykes Line) 
and Canadian National (West Indies) Steamships, Ltd., provides for 
the transportation of sulphur, flour, rice, and oil field equipment 
and machinery under through bills of lading from Houston, Galveston, 
Beaumont, Port Arthur, and Lake Charles, to Bridgetown, Barbados; 
Port of Spain, Triniday; and Georgetown, Demerara, with tranship- 
ment at San Juan. 

6057 between The Border Line Transportation Company and Swayne 
& Hoyt, Ltd. (Gulf Pacific Line) provides for the transportation of 
newsprint paper from Powell River, British Columbia, to Corpus 
Christi, Texas, with transhipment at Seattle. 

6087 between Swayne and Hoyt, Ltd. (Gulf Pacific Line) and Union 
Steam Ship Company of New Zealand, Ltd., provides for the trans- 
portation of cargo under through bills of lading from United States 
Gulf of Mexico ports to Australia and New Zealand, with tranship- 
ment at Los Angeles Harbor or San Francisco. 


Agreements Canceled 


2055 between Lykes Brothers Steamship Company, 
Line) and Canadian National (West Indies) Steamships, 
has been superseded by agreement 6051. 

2227 between Gulf Pacific Line and Union Steam Ship Company 
of New Zealand, Ltd., which has been superseded by agreement 6087. 

4946 between The Border Line Transportation Company and Swayne 
& Hoyt, Ltd. (Gulf Pacific Line), which has been superseded by agree- 
ment 6057. 

5652 between American-Hawaiian Steamship Company and Sudden 
& Christenson (Arrow Line) provides for a joint service westbound 
from Baltimore, Norfolk, Charleston, Savannah, Jacksonville and other 
Atlantic Coast ports to Pacific Coast ports via the Panama Canal. 


Ine. 
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KENNEDY MADE AMBASSADOR 
The Senate confirmed the nomination of Joseph P. Kennedy, 
chairman of the Maritime Commission, to be United States 
ambassador to Great Britain, January 13. 
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SHIP COLLISION LIABILITY 
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A sub-committee of the Senate committee on foreign rela- 
tions held a hearing January 10 on a convention, signed at 
Brussels in 1910, for the unification of rules in respect of col- 
lisions between vessels, the treaty having been submitted to 
the Senate for ratification. For years there had been no activ- 
ity in the matter. American shippers have opposed adherence 
to the treaty. The National Industrial Traffic League, at its 
meeting in Chicago, November 18-19, 1937, adopted the report 
of its export and import traffic committee on the subject. The 
committee recommended that the League oppose the treaty, 
called the collision convention. The committee, in its report, 
said it would withdraw its opposition if the convention con- 
tained a qualifying amendment similar to that proposed by 
counsel for the American Underwriters and so recommended 
to the League. 

Assistant Secretary of State Francis B. Sayre appeared in 
favor of ratification. He said that in the time the treaty had 
been held in the Department of State that department and 
other agencies of the government had had ample opportunity 
to consider the objections that had been raised to the conven- 
tion and that it was now convinced that the rule for allocating 
damages to be paid by each ship in a collision was practicable; 
that it had worked satisfactorily elsewhere and that its adop- 
tion would be in the interest of the United States. 

Senator Swellenbach, who constituted the sub-committee, 
permitted, contrary to the practice of the Senate, the cross- 
examination of witnesses by others than senators. D. Roger 
Englar, attorney for American insurance companies, cross- 
examined Secretary Sayre. 

Charles E. Burlingham, an admiralty lawyer, one of the 
delegates that framed the rules, expressed the opinion that 
adoption of a reservation suggested by President Roosevelt in 
his letter transmitting the convention would be very unfor- 
tunate and hoped that it would be withdrawn. 

The American Steamship Owners’ Association opposed 
present ratification of the treaty. Its witness was Ira A. 
Campbell, its general counsel. The opposition was based on 
the belief that ratification of the treaty should be preceded by 
amendment of the law of the United States to bring it into 
conformity with the treaty’s provisions. 


INSULATING BOARD 


Examiner F. J. Horan, of the Maritime Commission, in a 
proposed report jn No. 436, Dant & Russell, Inc., vs. American- 
Hawaiian Steamship Co. et al., has recommended that the com- 
mission find unreasonable but not otherwise unlawful rates on 
pressed wood insulating board (Fir-Tex) from Portland, Ore., 
to Atlantic and Gulf ports of the United States to the extent 
they exceeded, exceed or may exceed 45 cents, minimum weight 
40,000 pounds, and award reparation. The rate on Fir-Tex in 
bundles, owner’s risk, to Atlantic ports, became 60 cents June 
1, 1937. The rates to Gulf ports have been 62 cents on ship- 
ments not exceeding 100 cubic feet each 2,000 pounds and 
77% cents on shipments exceeding 100 cubic feet each 2,000 
pounds, minimum weight 24,000 pounds, since July 1, 1934, 
according to the report. 

Complainant cited rates of 40 cents to Atlantic ports and 
41 cents to Gulf ports on woodpulp board which were increased 
to 43 cents June 1, 1937, and stated that woodpulp board was 
closely comparable to Fir-Tex. The examiner said wherein it 
was so comparable was not apparent. Attention also was 
directed to a westbound rate of 45 cents on wallboard. The 
examiner said complainant was confident that its sales of 
Fir-Tex would increase if defendants’ eastbound rates were 
reduced to the level 45-cent westbound wallboard rate. Rates 
on Celotex, moving from the Gulf both eastbound and west- 
bound, were referred to. A rate of 37 cents applied to Atlan- 
tic ports and 45 cents to Pacific ports, according to the report. 
The 37-cent rate at time of hearing, said the report, included 
switching or drayage and split delivery charges. Defendants 
pointed out that the eastbound movement did not involve pay- 
ment of Panama Canal tolls of $1.20 a net registered ton. Con- 
tinuing, the examiner said: 


The owner'’s-risk 
defendants’ witness, 


rates on Fir-Tex were published, according to 
because experience taught them that the com- 
modity was easily broken. As pointed out above, such a rate was 
first established in January, 1933. Prior to that time Fir-Tex was 
shipped in crates, stowed between 144 and 173 cubic feet per ton, and 
measured on the dock approximately 112 to 128 cubic feet per ton. 
Fir-Tex Insulating Board Co. vs. Luckenbach S.S. Co., 1 U. S. S. B. 
258. Complainant admits that the Fir-Tex then made was very soft 
and easily damaged but insists that it is not to be compared with 
the product here involved. 
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The record discloses that since the decision in the case last cited 
the average stowage factor and dock measurement of Fir-Tex have 
been reduced more than 20 per cent. The commodity is better packed, 
and it can and does move in greater quantities than 40,000 pounds. 
These and other facts of record are persuasive that a reasonable rate 
on Fir-Tex should not exceed 45 cents, minimum weight 40,000 pounds. 

There is no evidence that the westbound wallboard rate has re- 
sulted in disadvantage to complainant. The allegations of undue and 
unreasonable preference, prejudice, and disadvantage rest on the fact 
that complainant is charged a higher rate from Portland on its ship- 
ments over the lines of defendants to Atlantic ports than The Celotex 
Corporation pays on its shipments to such ports from New Orleans 
over other carriers’ lines. Undue prejudice under section 16 is not 
shown when the carriers serving the alleged preferred point do not 
serve or participate in routes from the alleged prejudiced point for 
the movement of the traffic involved. California Packing Corp. vs. 
States Steamship Co, et al., 1 U. S. S. B. B. 546. Similarly, undue 
preference is not established when carriers transporting cargo of a 
shipper alleged to be preiudiced do not participate in the movement of 
the traffic allegedly preferred. 


SUBSIDY AGREEMENTS 


Commitments of seven shipping companies to build from 
20 to 43 ships for the foreign trade between now and 1942 in 
the government’s program to rehabilitate the American mer- 
chant marine are contained in the new long term subsidy 
agreements between the United States Maritime Commission 
and these companies, Chairman Kennedy said in a statement 
announcing the agreements and summarizing their terms. 

Under the agreements, the seven shipping companies, Mr. 
Kennedy stated, would receive annual operating subsidies total- 
ing $7,359,000, 57 per cent of which amount was represented 
by wages and subsistence of officers and crews. 

The possibility that the number of new ships to be con- 
structed under the Commission’s subsidy program might be 
eventually increased to 62 or 63 through long term subsidy 
agreements with other shipping concerns, negotiations for 
which are pending, was indicated in Mr. Kennedy’s statement. 

The seven lines with which long term subsidy agreements 
have been definitely concluded, have agreed to build 20 ships 
between now and 1942, 14 of the vessels to be started in 1938, 
and in addition, the commission is requiring the companies 
to develop plans for constructing 23 more ships. 

The Export Steamship Corporation of New York, which is 
now endeavoring to negotiate a long term subsidy with the 
commission, was prepared to build 9 or 10 ships, Mr. Kennedy 
stated, in the event a satisfactory subsidy arrangement was 
worked out. 

The cost of building these 53 vessels Mr. Kennedy esti- 
mated, would be approximately $110,000,000. 

The terms of the subsidy agreemenis, he said, provided 
for automatic cancellation and a return of 25 per cent of the 
subsidies paid by the government in the event that construc- 
tion is not undertaken according to schedule. 

It also was stated by Mr. Kennedy that if the companies 
with which short term subsidy agreements have been made by 
the Commission pending a further study of their problems, 
qualified for long term subsidies, it would result in the con- 
struction by this group of at least 10 additional vessels, bring- 
ing the total to 62 or 63. 

The commission already has initiated a construction pro- 
gram which includes 12 cargo ships, bids on which will be 
opened February 1; 12 high speed tankers for use as naval 
auxiliaries, which will be built by the Standard Oil Company 
of New Jersey in cooperation with the commission; and the 
model safety liner which will replace the Leviathan in the 
north Atlantic service. Provision for the latter is made in the 
long-term subsidy agreement with the United States Lines, 
Inc. This program involves an estimated expenditure of be- 
tween $65,000,000 and $75,000,000. Mr. Kennedy’s statement 
follows: 


The commission, under the merchant marine act of 1936, was 
directed to replace the system of ocean mail contracts provided by 
the merchant marine act of 1928 with a long range program based 
on the payment of direct subsidies. Contracts which were held by 
thirty-one lines when the present commission took office were ter- 
minated by Congress on June 30, 1937. Seventeen of the lines were 
awarded temporary subsidy contracts, sixteen of which expired on 
December 31, 1937, and the seventeenth on March 23, 1938. Long- 
term agreements have now been concluded with seven of these lines. 

The annual estimated operating subsidies payable under these 
long-term agreements amount to $7,359,000. Approximately 57 per 
cent of this amount represents subsidy for wages and _ subsistence 
of officers and crews. The lines and the subsidies to be paid are: 
Grace Steamship Company, New York City................... $1,083,000 


Lykes Bros.-Ripley Steamship Co., Inc., New Orleans, La.... 2,290,000 
New York & Cuba Mail Steamship Co., New York City........ 398,000 
Oceanic Steamship Co., San Francisco, Calif................. 650,000 
South Atlantic Steamship Co., Savannah, Ga.................. 266,000 


Mississippi Shipping Co., New Orleans, La................... 
United States Lines, Inc., New York City................0000- 2,266,000 
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To allow an opportunity for further study of individual problems, 
short-term agreements have been signed with six companies. These 
agreements cover periods of from two to nine months. The companies 
involved, with the period of the agreement in each case, follow: 
American Scantic Line, Inc., New York City 3 months 
American South African Line, Inc., New York City 3 months 
Colombian Steamship Company, Inc., New York City 3 months 
Eastern Steamship Lines, Inc., Boston, Mass 
Baltimore Mail Steamship Company, Baltimore, Md 
Pacific Argentine Brazil Line, Inc., San Francisco, Calif....... 

In addition to these six companies, the Dollar Steamship Company 
has agreed to comply with the conditions laid down by the commission 
and upon formal execution of this compliance, a temporary operating 
differential subsidy will be granted the company by the commission. 

The first step required in instituting the long-range program en- 
visioned in the merchant marine act of 1936 was the settlement of 
claims growing out of the ocean mail contracts. On June 30, 1937, 
the commission announced settlement with 23 companies holding 32 
of 43 ocean mail contracts. Since that time settlements have been 
effected with two other contractors. Effective June 30, and pending 
the completion of an economic survey of the merchant marine intended 
to furnish the commission with factual data, without which the com- 
mission was unwilling to enter into long-term contracts, sixteen con- 
tracts were awarded for a period of six months ending December 31, 
1937, and seventeen for a six months period ending March 23, 1938. 

Contracts announced by the commission have been based upon 
information developed by the economic survey and other investigation. 

The long-range subsidy contracts involve definite replacement com- 
mitments on the part of the shipping companies. The seven lines 
have agreed to build a total of 20 ships between now and 1942, 14 
of the vessels to be started in 1938. In addition, the companies are 
required to develop plans for the building of approximately 23 other 
vessels. The Export Steamship Corporation has indicated its willing- 
ness to construct nine or ten vessels between 1938 and 1942 in the 
event that a satisfactory long-range subsidy is worked out. This 
problem is now receiving consideration. This gives a total of 52 or 53 
vessels which the eight lines are expected to build within the next five 
years. The cost of these vessels is expected to run in the neighbor- 
hood of $110.000,000. The terms of the agreements provide for auto- 
matic cancellation and a return of 25 per cent of the subsidies paid 
by the government in the event that construction is not undertaken 
according to schedule. 

Negotiation of long-term agreements to replace the six short-term 
contracts now in force would result in the construction by lines in 
this group of at least ten more ships. . 

One of the vessels involved in the foregoing discussion is already 
under construction. That is the new ship being built by the United 
yea Rigg to cost of approximately $17.000.000 to replace the 
ne ~saeiet g ae a Commission has also called for bids for 
sthcial voce ns = goto of 12 cargo vessels which, according to un- 
eer eee networn $18,000,000 and $23,000,000. The 
12 Misheneed tankers ig Mt to assist in the construction of 
These: weonsle will cnet 1 ~4 andard Oil Company of New Jersey. 
“aggre aa ren eae ee of $37,500,000, of which 
endl ether feateres nat. ximately $10,500.000 to cover extra speed 


L t required by commercial practice but considered 
desirable from the standpoint of national defense. 


INTERCOASTAL SHIPPING AID 


“In my discussion with the President I found him sympa- 
thetic to the desires of the people of California to nes ol 
fast express steamers in the intercoastal service,” said Senator 
McAdoo, of California, when asked January 13 about a visit he 
had made to the White House the preceding day. He said with 
respect to reports that the President had expressed sympathy 
with the senator’s bills providing for exemption of intercoastal 
vessels from Panama Canal tolls (S. 3032) and for a subsidy 
for intercoastal vessels (S. 3038), that the reaction of the 
President to the intercoastal shipping situation was as he stated 
in the quoted remarks. 

The Senate committee on interoceanic canals will hold a 
hearing on the tolls exemption bill January 17 and the House 
committee on merchant marine and fisheries is expected to 
hear testimony next week on an amendment to the Bland bill 


embodying the McAdoo proposals, in connection with its hear- 
ings on that measure. 


TANKERS FOR SALE 


American oil companies which operate tankers have been 
asked to advise the Maritime Commission by February 1 
whether they desire any of the 12 fast tankers which are to 
be built under an agreement between the Standard Oil Company 
of New Jersey and the commission to meet the immediate needs 
of the navy for auxiliary vessels of this type, says the commis- 
sion. 

Under this agreement, the Standard Oil Company will 
build the tankers and the commission will pay, as national 
defense features, the increased cost of equipping them with 
high speed and other facilities necessary to make them quickly 
convertible into auxiliary vessels capable of accompanying 
the fleet in time of war. 

Contracts for the construction of the tankers, which will 
cost $37,556,004, already have been let to four yards which will 
build three each. The cost to the commission of the national 
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defense features to be incorporated in the vessels will be 
$10,563,000. ; : 
Provision was made in the agreement that if other private 
oil companies wished to participate in this construction program 
they may be allocated one or more ships with the approval of 
the commission. In the negotiations preceding the program the 
oil companies were advised that they would have such an op- 


portunity and they now have until February 1 to exercise this 
privilege. 


U. S. SHIPPING THROUGH SUEZ CANAL 


American shipping passing through the Suez Canal in the 
first nine months of 1937 showed an increase in all categories 
as compared with the first nine months of 1936, according to a 
report by the office of the American Consul at Port Said made 
public by the Department of Commerce. The increase was said 
to be due to the resumption of one of the larger American lines 
as well as enlarged traffic by general cargo carriers, the report 
stated. 

In the first nine months of 1937, 65 vessels of United States 
registry and one of Philippine registry aggregating 404,103 net 
tons passed through the Suez Canal as compared with 52 ves- 
sels of United States registry and two of Philippine registry 
totaling 360,000 net tons in the first nine months of 1936, the 
report stated. ; 

An increase ot more than 136,000 deadweight tons of cargo 
was transported by American vessels through the Suez Canal 
in the period under review compared with the first nine months 
of 1936, according to the report. 


INTERCOASTAL WHEAT 


Examiner Charles B. Gray, of the Maritime Commission, 
in a proposed report in No. 447, Tri-State Wheat Transporta- 
tion Council and Farm Rate Council vs. Alameda Transporta- 
tion Co., Inc., et al., has recommended that the Commission 
find that defendants’ rules and regulations applicable to trans- 
portation of wheat have not been shown to be unlawful but 
that their rates for the transportation of wheat from Pacific to 
Atlantic and Gulf ports are and for the future will be unduly 
and unreasonably prejudicial and preferential in violation of 
section 16 of the shipping act, and that the rates are and will 
be unjust and unreasonable in violation of section 18. He pro- 
poses as just and reasonable maximum and otherwise lawful 
rates $4.25 a ton of 2,000 pounds on wheat in bulk and 31 cents 
per 100 pounds on wheat in bags. 


CONDUCT OF SEAMEN 

“The Department of Commerce has received from the 
American Consul at Hong Kong via the State Department five 
affidavits from passengers of the S. S. President Hoover rela- 
tive to incidents which took place on the island of Hoish To 
after the stranding of that vessel,” says the department. 
“The substance of the report indicates that a relatively small 
number of the crew of the President Hoover landed on the 
island from the ship with bottles of liquor in their possession 
and that during the first night the passengers were on the island 
these members of the crew became drunk and disorderly and 
caused annoyance to the passengers. The statements all point 
out that a very small number of the crew was involved in this 
disorderly conduct and several of the statements refer very 
favorably to certain individuals and to the majority of the crew 
in general. 

“These statements were obtained at the request of the 
Department of Commerce to be used in connection with the 
department’s prospective investigation into the stranding of 
the President Hoover and into all of the circumstances con- 
nected therewith. None of the statements touch on any matter 
relative to the navigation of the ship.” 

Chairman Copeland, of the Senate commerce committee, 
in remarks in the Senate, January 12, called attention to an 
editorial in the New York Times of that day in which insub- 
ordination and misconduct of seamen on American ships was ~ 
discussed, and said he was sure when the Senate had “a full 
revelation of what we have heard in the committee on com- 
merce during the past two or three weeks its members will be 
shocked as the country will be shocked.” He reiterated his 
view that there was no use to build ships “until we can have 
discipline on our ships.” 


SHIPBUILDING PROGRAM 
Representative Dockweiler, of California, has introduced 
H. R. 8909, a bill requiring the Maritime Commission to allo- 
cate at least 40 per cent of money to be spent on new ships 
for expenditure in shipyards on the Pacific coast of the United 
States and awarding of contracts to the lowest and best bidder 


operating on the Pacific coast. In the House Mr. Dockweiler 
spoke in support of his bill January 11. 
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N. Y. SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


The application of the New Orleans port interests to the 
Commission for a reopening of the case affecting the shipment 
of automobiles to southern ports will be opposed by the Ship- 
pers’ Conference of Greater New York and other commercial 
organizations, it was announced January 12 at the meeting of 
the Conference. 

Another report presented by Mr. Chandler, chairman of 
the legislative committee, had reference to the hearing to be 
held by the Commission March 28, at Birmingham, Ala., as to 
the complaint filed on commodity rates. The Southern gov- 
ernors, it was said, had amended the complaint to cover only 25 
commodities. 

“It is obvious, however,” the report said, “that if the prin- 
ciple they are working for is established on these commodities, 
it will be a precedent for the establishment of the same basis 
of rates on all commodities moving from the south to the north. 
The commodities affected include among other items, canned 
fruits and vegetables, cheese, drugs and medicines, electrical 
supplies, furniture, glass, glassware other than cut, hides, iron 
and steel, lime, molasses and syrup, paper and paper articles, 
lumbers’ goods, pottery, railway equipment, sheet steel ware, 
stoves, stone, soapstone or talc, zinc and zinc concentrates.” 

Reporting on the Panama Canal tolls bills, Mr. Chandler 
said it was doubted if they would pass. So far no hearings on 
them had been scheduled. 

“At the last meeting of the Conference members were 
advised that an effort had been made to ascertain the views 
of Senator McAdoo regarding his proposal to waive Panama 
Canal tolls on intercoastal traffic,” the report said. “No response 
has been received to that inquiry. 

“This question arose when the Panama Canal act was being 
considered at that time it was agreed that the elimination of 
tolls on American vessels would be a violation of the Hay- 
Pauncefote treaty. 

“No hearings have been scheduled on the bills proposing to 
eliminate tolls on intercoastal traffic either in the House or in 
the Senate and it is recommended that no action be taken by 
4 Conference respecting the legislation embodied in these 
bills.” 

A report on the application of the Ocean S. S. Co. (Savan- 
nah Line), under the Panama Canal act to operate a differen- 
tial route to western points via Boston, B. and M. and C. P. 
railroads, in connection with the Canadian Pacific Line, said 
that the Commission had not rendered a decision. The trunk 
lines, it was reported, were opposing the establishment of this 
route. 


The Interstate Commerce Commission has not yet rendered 
a decision covering the application of the Savannah Line to 
operate a differential route via Boston—B. & M. and C. P. 
railroads to western points,” the report states. 


“The matter of computing rates over this route was the 
subject of a joint conference between New England and Trunk 
Line railroads and the trunk lines opposed the establishment 
of this route. The New England lines gave independent notice 
that they would establish the route if the Commission extended 
the necessary authority to the Savannah Line. The matter was 
appealed to the traffic executives by the trunk lines. 


“Tt is understood that the New England lines are deter- 
mined to take independent action. Nothing, however, can be 
done until the Commission authorizes the Savannah Line to 
participate in rates to the west. The trunk lines did not oppose 
the application of the Savannah Line when the matter was being 
heard by the Commission.” 

G. O. Griffith raised the question of less-than-carload ship- 
ments. He said the railroads were aware that they had been 
losing volume of trade to the motor carriers at this season of 
the year, so were considering giving special protective service 
to this traffic on certain days. The matter was referred to a 
special committee for study and report, consisting of Mr. Grif- 
fith, J. B. Elkins and J. H. Pretzell. 

The following nominating committee was elected to draft 
a slate of officers for the ensuing year: C. M. Smith, E. G. 
Parsons, W. H. Chandler, A. A. Stanley, R. J. Ross, F. Kori- 
nek, E. R. Clark, F. L. Pomeroy, W. R. Settgas. Chairman 
A. C. Walsh presided. 

According to a report also presented by Mr. Chandler 
action in the southern class rate investigation is likely to be 
delayed for some time. 

Counsel for the southern interests has requested the Inter- 
state Commerce Commission to postpone any action in this 
class rate investigation covering rates between points in the 
south and interterritorially between Southern and Official Clas- 
sification territories,” the report stated. “In his letter to the 
Commission, Mr. Wilbur LaRoe, counsel for the southern inter- 
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ests, said that after careful consideration the committee repre- 
senting the southern governors had decided that this is not an 
appropriate time to proceed with the matter. He called 
attention to the fact that business conditions had taken a 
decided turn for the worse; that railroad traffic was falling off 
at a rate that was causing considerable concern, and it would, 
in their judgment, be difficult on a record made under such 
conditions for the Commission to establish a permanent basis 
of class rates that would be satisfactory. 

“For those and other reasons which he named, he requested 
that the matter of assigning this investigation for hearing be 
deferred until conditions shall become more nearly normal. 

“From this it would appear that there is little probability 
of the class rate matter being taken up in the near future.” 

For the information of shippers a statement was issued by 
Mr. Chandler as to the future regulation of the storage of 
import freight on piers. The statement said: 


Under a decision of the United States Maritime Commission, ef- 
fective January 21, the steamship lines serving the Port of New York 
engaged in foreign trade are directed to discontinue allowing incoming 
import cargo to remain on their docks longer than ten days. 

This order of the Maritime Commission is not being interpreted 
uniformly by the steamship lines. The Far East Conference, according 
to reports, has provided penalty storage charges for goods remaining 
on the dock after the expiration of the free time. These charges vary 
from 2% cents per hundred pounds, or 1 cent per cubic foot, for the 
first 5 days, with a minimum charge of 50 cents, to as high as 10 
cents per hundred pounds, or 4 cents per cubic foot, for goods remain- 
ing over 10 days after the free time expires. The minimum charge in 
the latter case would be $2.00 for each 5 day period. 

A number of other lines operating to the west coast of South Amer- 
ica, West Indies and Canal Zone provide that after the expiration of the 
free time all cargo which remains in custody of the carriers shall im- 
mediately be placed in public store or warehouse at the risk and expense 
of the cargo. The free time established by these lines commences the 
first 8 A. M. after completion of discharge of the vessel and expires at 
5 P. M. on the tenth day, Sundays and legal holidays excluded. Where 
the expiration of the free time falls on Saturday, it will expire at 12 
o'clock noon of that day. The rules of these lines also indicate that in 


some cases less than the 10 days’ free time will be allowed incoming 
cargo. 


Importers should familiarize themselves with the rules of the dif- 
ferent conferences. 


The order of the Maritime Commission does not require any steam- 
ship line to give as much as 10 days’ free time, but merely fixes the 
maximum free time which may be allowed. 


TRADE ROUTE CONFERENCES 


The port authority conferences recently called by the 
Maritime Commission will be held in the individual port cities 
instead of in Washington as originally planned, to expedite the 
conferences and to provide for better representation of local 
groups, the commission has announced. A member of the com- 
mission will be sent to each city to preside at the conferences. 

The port authority conferences are being arranged by the 
commission in connection with its study of all foreign trade 
routes as required by the merchant marine act, 1936, to deter- 
mine the routes which are essential to the nation’s foreign 
commerce. To maintain efficient steamship service on these 
essential routes, the commission has indicated that it may be 
necessary to effect a realignment of existing steamship services, 
but before taking any definite action the commission decided 
to make a first-hand study of the shipping requirements of 
the port cities and, through the conferences, to afford an op- 
portunity for all interested civic and commercial groups to 
present to the commission their ideas and suggestions on the 
subject. 

The following schedule for the port conferences on the 
west cosat has been fixed by the commission: January 24, San 
Diego; January 27, Los Angeles; January 31, Stockton; Febru- 
ary 2, San Francisco (including Oakland representatives); 
February 7, Portland, Ore.; February 10, Tacoma, Wash., and 
February 14, Seattle, Wash. 

The commissioner who will preside at these conferences 
will be announced later as will the schedule of conferences 
for port cities on the Atlantic and Gulf coasts. 


STORAGE OF IMPORT PROPERTY 


In Maritime Commission docket No. 221, Storage of Import 
Property, the Port of New York Authority, et al., parties 
thereto, have filed a petition asking for modification of the 
order (see Traffic World, Nov. 27, p. 1220). In so far as it 
relates to coffee, it is asked that the order be postponed for 
30 days, and within that period that the commission grant further 
oral argument. The petitioners ask that after oral argument an 
order be entered modifying the order to provide 18 days’ free 
time on coffee at New York, pending the filing of a formal 
complaint and a decision. 
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CHARGES AT PORT OF NEW YORK 


The Traffic World New York Bureau 


The Commission January 11 began an inquiry into the 
practices of carriers as affecting their revenues or expenses, and 
charges made for services at the port of New York. Examiner 
Young conducted the hearing, which was taken up for most 
part with the testimony of R. B. Sturm, special agent for the 
Commission. 

The proceeding is known as Ex Parte 104, Part VI, and 
has relation in particular to the practices of the Erie Rail- 
road and the Seaboard Terminal and Refrigerating Company of 
Jersey City. Suggestions had been made that the prices paid 
to the Seaboard Terminal by the Erie for ice used in its opera- 
tions on its refrigerating cars had been excessive as compared 
with charges by other railroads, such as the Pennsylvania, and 
were also excessive in relation to the unloading of perishable 
freight, such as vegetables and fruit, at piers in New York City. 

Mr. Sturm submitted a large number of Erie waybills and 
copies of correspondence to show the transaction between the 
Erie and the Seaboard Terminal. : 

Duane E. Minard, counsel for the Seaboard Terminal, 
said he would like an opportunity to check up these individual 
transactions and that the witness should not generalize in his 
testimony. He raised frequent objections to the testimony on 
the ground that it was merely hearsay or was from sources 
not disclosed. He wanted actual documents produced to support 
the testimony of the witness. 

To this John J. Hickey, counsel for the Independent Ware- 
houses, Inc., protested on the ground that the practice was to 
avoid cluttering up the records with a lot of extraneous matter. 

Mr. Pierson, counsel for the railroads, said he would like 
adequate time to look over the papers and evidence so that he 
could properly prepare himself to cross examiner. 

W. J. Walsh was counsel for the Commission. 

Mr. Sturm sought to show that shipments were delivered 
by the Erie to the Seaboard Terminal and that the rate paid 
for ice by the railroad was as high as $6 a ton compared with 
as low as $3.81, and as high as $5.05 paid by the Pennsylvania. 
He said instances were found where ice was transported by 
the Erie. It was also endeavored to show that the Erie paid 
95 cents to $1.30 for unloading perishable freight at piers as 
compared with 63 cents to 71 cents paid by the Pennsylvania. 


PANAMA CANAL TRAFFIC 


Five thousand five hundred and forty-two commercial ves- 
sels transited the Panama Canal in 1937 as compared with 
5,487 in 1936, an increase of 55, while tolls amounted to $23,- 
950,072.95 as compared with $23,531,581.92 in 1936, according 
to the War Department. ; 

In December there were 439 commercial transits and tolls 
of $1,845,048.20, as against 341 transits and tolls of $1,366,388.58 
in December, 1936. 


THACKARA JOINS MARITIME BODY STAFF 


Robert C. Thackara of New York City has been appointed 
assistant director of operations and traffic of the Maritime 
Commission. In announcing the appointment that commission 
said Mr. Thackara was widely known in shipping circles as 
an operations and traffic expert. Formerly he was vice-presi- 
dent of the Luckenbach Steamship Co., a position he held for 
14 years. For 9 years he was chairman of the Intercoastal 
Conference, an organization which was dissolved on the enact- 
ment of the merchant marine act, 1936. While associated with 
the Luckenbach company he spent 5 years on the Pacific coast 
with offices in San Francisco. 


MARINE INSURANCE CASE 


In an opinion by Chief Justice Hughes the Supreme Court 
of the United States, January 10, reversed the judgment of 
the U. S. Circuit Court of Appeals for the fourth circuit in 
No. 57, Lanasa Fruit Steamship and Importing Ce. Inc., 
petitioner, vs. Universal Insurance Co., involving an action 
on a policy of marine insurance covering a cargo of bananas. 
Petitioner was the owner of a cargo of bananas aboard the 
Norwegian steamship “Smaragd.” While proceeding up 
Chesapeake Bay to Baltimore on July 21, 1935, the vessel 
stranded and before she could be floated the entire cargo of 
bananas became overripe and rotted, causing a total loss, 
said the Chief Justice. Petitioner held a floating policy of 
insurance which had been issued by respondent on June 23, 
1933. The Chief Justice said the general coverage clause of 
the policy embraced perils of the sea. mu 

“The instant case is one of stranding, a sea peril insured 
against, and we think that the well-settled doctrine of prox- 
imate cause, meaning the real efficient cause of the loss, 
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requires the conclusion that, upon the assumption of fact we 
stated at the outset, the loss of the cargo was within the 
general coverage clause of the policy,” said the Chief Justice. 
“The judgment is reversed and the cause is remanded for 
further proceedings in conformity with this opinion.” 
Justices McReynolds and Sutherland held that the case 


was correctly decided by the court below on grounds ade- 
quately stated. 


CANADIAN TRAFFIC LEAGUE 


The annual convention of the Canadian Industrial Traffic 
League will be held at the Windsor Hotel, Montreal, February 
2 and 3. At the league’s annual dinner, which will be held the 
second evening at the same hotel, the speaker will be C. L. 
Burton, president, Simpson’s Limited, Montreal. James Mayor, 
traffic manager, General Steel Wares, Ltd., Toronto, president 
of the league, will preside at the dinner and the business ses- 
sions. A number of guests from the United States are ex- 
pected to attend. 

Business of the convention will include the consideration 
of reports from the following committee chairmen: 


Air transportation, J. Ritchie, Canadian Industries, Ltd., Toronto; 
bills of lading, H. C.. Cottrell, Cottrell’s, Ltd., Vancouver; car de- 
murrage and storage, W. E. Kleinsteiber, Imperial Oil, Ltd., Toronto; 
claims and claim prevention, W. F. Gore, Seiberling Rubber Co., To- 
ronto; Container Standards, C. A. Harper, Gair Company, Ltd., Toronto; 
cooperation with transportation executives, A. D. Huff, Sr., Canadian 
International Paper Co., Montreal; customs, D. G. Sturrock, Lever 
Brothers, Ltd., Toronto; educational, W. C. Thompson, Goodyear Tire 
and Rubber Co., Ltd., Toronto; export and import, J. C. Millette, 
Cooperative Federee de Quebec, Montreal; express, W. L. Cunliffe, 
Fleishman Transportation Co., Montreal; highway transportation, J. 
G. Saunders, Hamilton Chamber of Commerce, Hamilton; inland water- 
ways, H. E. Kettle, The International Harvester Co., Hamilton; legis- 
lation, S. B. Brown, Toronto Board of Trade, Toronto; membership, 
W. Ferguson, Colgate-Palmolive-Peet Co., Ltd., Toronto; postal, H. 
H. Weese, Kresge, Ltd., Toronto; publicity, J. Redmond, Frost Steel 
and Wire Co., Ltd., Hamilton; rate construction, A. D. Huff, Jr., 
The Barrett Co., Ltd., Montreal; weighing, H. A. Stimpson, United 


Grain Growers, Ltd., Winnipeg; special railway committee, S. W. 
Mayhew, William Neilson, Ltd., Toronto. 


The following are in charge of convention arrangements: 


General arrangements, G. N. Catto, International Paints Canada, 
Ltd.; hotel accommodation, P. Fleury, La Prairie Co., Ine.: publicity, 
F. H. Hogan, The Montreal Coke Co.; invitaitons, W. M. Cunningham, 
The Imperial Tobacco Co. of Canada, Ltd.; program, A. D. Huff, 
The Barrett Co., Ltd.; tickets, H. Erickson, Crane, Ltd. 


NIAGARA FRONTIER TRAFFIC LEAGUE ELECTION 


At a dinner meeting of the Niagara Frontier Industrial 
Traffic League at the Hotel Touraine, Buffalo, N. Y., the fol- 
lowing were elected to the board of directors: 


Charles J. Ratzel, traffic representative, Worthington Pump and 
Machinery Corporation, Buffalo; Walter E. Beaver, traffic manager, 
Maritime Milling Company, Buffalo: Joseph D. Bermingham, traffic 
Manager and auditor, Lackawanna Steel Construction Corporation, 
Buffalo; James J. Hailey, traffic manager, Niagara Alkali Company, 
Niagara Falls, N. Y.; Robert Hamilton, traffic manager, Hecker H-O 
Division, Hecker Products Corporation, Buffalo; Alonson F. Jackson, 
traffic manager, Farrel-Birmingham Company, Buffalo; John B. Kor- 
zelius, traffic manager, Atlantic Lumber Company, Buffalo. 


Members of the board whose terms will not expire until 
1939 include Gerald N. Abt, Henry Adema, J. W. Dobmeier, 
Oscar M. Schmidt, Robert W. Goetz, Ernst A. Momberger and 
Jack W. Sullivan. The board will meet within two weeks to 
elect officers for the league. 


At the meeting there was a program of entertainment. 


PACIFIC NORTHWEST CARLOADINGS 


_ Carloadings in the territory of the Pacific Northwest Ad- 
visory Board will be 8.3 lower in the first three months of 
1938 than they were in the first three months of 1937, according 
to estimates by commodity committees of the board. The esti- 
mated figure for the first quarter of 1938 is 5,084,476, as com- 
pared with the actual loading in the first quarter of 1937— 
5,543,299. Heaviest decreases are predicted on iron and steel, 
30.3 per cent; ores, concentrates and smelter products, 25.6 
per cent; clay products, 21.9 per cent; chemicals and explosives, 
18.6 per cent, and lumber and forest products, 14.5 per cent. 
Increases are predicted on fresh fruits, 26.4 per cent; grain 17.5 
per cent; cottonseed and products, except oil, 15.5 per cent; 
fresh vegetables, 10.2 per cent; potatoes, 10.2 per cent; agri- 
cultural implements and vehicles, 6.6 per cent, and sheep, 4.3 
per cent. The next meeting of the board will be held at the 


Multnomah Hotel, Portland, Ore., in March, the exact date to 
be announced later. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Tariff Interpretation—Application of Rule 5, Section 3 of 
Consolidated Classification 


Illinois—Question: We would like your opinion on the 
following: Southwestern Lines Tariff 109-D, I. C. C. 2772, Item 
5, Section 1, provides for rate on salt, common, loose in bulk, 
carloads, minimum weight 80,000 pounds. Section 2 of the 
same item provides for rate on salt, common, in packages, 
minimum weight 45,000 pounds. 

The rate on package salt is .024e¢c per cwt. greater than 
the rate on salt in bulk on the 80,000 pounds minimum. 

For our own benefit as to handling, etc., at our plant, we 
have had numerous cars shipped to us in bags, each car weigh- 
ing 80,000 pounds or more, and freight paid at the lower rate 
under the provisions of Item No. 60 of the above tariff together 
with Consolidated Classification Rule 5, Section 3, paragraph 
D, which provides that “Unless otherwise provided for in the 
separate description of articles, where ratings are provided for 
loose or in bulk, such ratings will also apply on the same 
articles in packages.” 

A certain carrier is issuing balance due bills to the higher 
rate stating that Rule 5, Section 3. paragraph D does not apply 
to commodity rates, but to class rates only. We contend that 
Rule 5 of the classification does apply unless the tariff spe- 
cifically states that Rule 5 is inapplicable. 

Please understand we are familiar with the Commission 
Docket 17000, Part 3, that different bases of rates on bulk salt 
and package salt were found warranted and we are not ques- 
tioning this phase, but we do insist that the tariff be altered in 
order to justify the higher rate. The carrier, in arguing the 
interpretation of tariff, invokes the intent of the Commission’s 
ruling. 

In other words, we understand what the Commission in- 
tends, but when the reading of tariff is to be interpreted, we 
wish the decision to be forgotten for the time being. 

Answer: In its decision in Lowe Brothers Co. vs. Balti- 
more & Ohio R. Co., 205 I. C. C. 265, the Commission held that 
a commodity rate applicable on dried lead, white lead and ‘oil 
and litharge, in barrels was not applicable on a shipment of 
those commodities when packed in drums. 

The complainant contended that the rate applied on the 
dry shipments in drums due to the provisions of Rule 5 of the 
Classification. The Commission held that the rule had no 
application because the commodity item specifically provided 
that the rates applied on shipments in barrels or sacks; that 
commodity items are strictly construed and where they desig- 
nate the kind of containers in which shipments can be made 
the Classification cannot be invoked to broaden the container 
description. 

It is to be observed that the commodity item specifically 
stated that the rates named on the commodity shipped apply 
ng Og barrels or sacks when they are shipped dry and not 
in oil. 

It is not apparent whether the Commission’s decision is 
grounded upon the specific wording, and whether its decision 
would be different had the commodity item merely provided 
for a rate on these commodities in barrels. 

In his dissenting opinion in the above referred to case, 
Commissioner Porter calls attention to the use of the words 
“rates or ratings” in paragraph (a) of Section 3 of Rule 5, and 
expresses the opinion that the commodity item is applicable to 
the provisions of Rule 5. It is to be observed, however, that 
only Section 7 of Rule 5 specifically provides for the application 
of the provisions of this rule to commodity rates. 

We are inclined to the opinion that the Commission would 
hold that the provisions of Section 3 of Rule 5 do not apply in 
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connection with commodity rates, regardless of the wording of 
the commodity item. 


Motor Carriers—C. O. D. Collection 


Ohio.—Question: About a month ago we made a C. O. D. 
shipment by an interstate trucking line from Cincinnati, Ohio, 
which line has since gone into receivership. 

After taking this matter up with them several times about 
the collection of the C. O. D. charges they finally admitted to 
us that the charges had been collected by them and retained in 
their fund, along, of course, with the regular freight charges. 

We would appreciate your advising us just what the truck- 
ing company’s liability is in this case. 

We understand from another source that they recently 
published a financial statement and that a particular item was 
carried in this statement under the heading of C. O. D.’s 
amounting to some $5,000.00. 

We, of course, are anxious to settle this account and we 
would appreciate hearing from you just as soon as you have 
had an opportunity to check into this matter. 

Answer: When a carrier makes a contract to collect on 
delivery, it stands with reference to it just as any other agent 
and is bound to a strict compliance with its undertaking. Where 
a carrier undertakes to transport goods C. O. D. it becomes 
bound to collect the amount due and to return it to the con- 
signor, and its responsibility for the safe return of the money 
is that of a common carrier from the time it is received. 

Money may be converted, and therefore it would appear 
that a motor carrier who fails to remit the amount of a C. O. D. 
collection is liable to conversion for the amount thereof. 

As to the recovery of the amount of a C. O. D. collection 
where the carrier has gone into bankruptcy, or receivership, 
see our answer to Illinois, page 31 of the January 1, 1938 Traf- 
fic World, under the caption ‘“Bankruptcy—Property Passing 
to Trustee—C. O. D. Collection.” 


Tariff Interpretation—Application of Proportional Rates 


Illinois.—Question: We read with interest your reply to 
the “Minnesota” question published on Page 862 of the October 
16, 1937 issue of the Traffic World regarding the question of 
proportional rates applicable via truck-rail movement. 


Item 135 of Supplement No. 26 to Central Freight Associa- 
tion Tariff No. 2, MF I. C. C. No. 2, contains authority to apply 
85% of the applicable published rate to Chicago, Ill., as a 
proportional rate when merchandise is intended for movement 
beyond Chicago via rail. The item referred to reads in part 
as follows: 


In the absence of joint through class rates, eighty-five (85) per 
cent of the less than truckload (L. T. L.) class rate named in the 
tariff (or as amended) will apply on shipments originating at points 
named in the tariff (or as amended) when transported to Chicago, 
Ill., for destination beyond Chicago, IIll., via railroad. 


We accumulate shipments of L. C. L. freight at Chicago 
and load cars containing our merchandise only, to Kansas City, 
Mo., Minneapolis, Minn., Dallas, Tex., Memphis, Tenn., Seattle, 
Wash. and Los Angeles, Calif., and would like to know if this 
proportional basis may be legally applied on shipments con- 
signed to us at Chicago and subsequently shipped to the desti- 
nations named above. 


The legal application of such rates, in our opinion, hinges 
on the interpretation of the phrase “in the absence of joint 
through class rates.’”’ There are through published rates via 
truck line from points in Central Freight Association territory 
to some of the destinations named and, of course, there are 
through published rates via rail lines to all of the points men- 
tioned, but there are no published through rates from and to 
the points involved via truck line to Chicago and rail lines 
beyond. 


This, in our opinion, is a most perplexing problem and we 
are awaiting your reply with interest. 


Answer: It is our opinion that the phrase “in the absence 
of joint through class rates,” as used in Item 138 of Supple- 
ment 26 to Central Motor Freight Association, Inc. Tariff No. 
2, Agent Harry M. Slater, MF I. C. C. No. 2, has reference to 
joint through motor and rail class rates in that it is to this class 
of traffic that the basis provided for in the above referred to 
item has application. That is, motor and rail transportation. 

However, as a proportional rate applies only on shipments 
which move through without breaking bulk, it is our opinion 
that the basis provided for in this item may not be applied on 
shipments which break bulk at Chicago. See the Commission’s 
decisions in M. D. Friedman Co. vs. Chesapeake & O. Ry. Co., 
174 I. C. C. 273 (279-80); Indian Refining Co. vs. L. & N. R. 
Co., 155 I. C. C. 380; Director-General vs. C. M. & St. P., 60 
I. C. C. 403 (407), and F. H Bascom Co vs. A. T. & S. F. Ry. 
Co., 17 I. C. C 354 
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Doings of the Traffic Clubs 





The Portland, Ore., Industrial Traffic Club and the Port- 
land Transportation Club will hold a joint installation banquet 
at the Congress Hotel January 22. The Portland Industrial 
Traffic Club has elected the following new officers: President, 
OQ. K. Hance, traffic manager, Lipman, Wolfe and Company; 
vice-president, C. T. Kathrens, traffic manager, Montgomery 
Ward and Company; secretary, C. R. McClellan, routing guide 
editor, Shipping News; terasurer, J. E. Swanson, in charge of 
traffic and purchasing, General Electric Supply Corporation; 
members of the board of directors, F. S. Clay, Kerr, Gifford and 
Company; R. E. Martin, Olds, Wortman and King; C. E. Slade, 
in charge of traffic and purchasing, Peerless Pacific Company. 





The Fort Wayne, Ind., Transportation Club will hold a 
dinner meeting at the Anthony Hotel January 20. There will be 
a program of entertainment. The club’s annual dinner, original- 
ly set for March 17, will be held March 24 at the Valencia 
Gardens. 





The Transportation Club of Louisville will hold a smoker 
at the Brown Hotel January 18. Dan Thompson, president, Ken- 
tucky Rock Asphalt Company, will speak, and there will be 
refreshments and a card of boxing bouts. 





N. E. McKillip, newly elected presi- 
dent of the Traffic Club of Fort Worth 
arrived in that city at the age of nine 
in a covered wagon, after having been 
born at Ardmore, Okla., and Having 
living at Albuquerque, N. M. He was 
educated in the high schools of Fort 
Worth and at Texas Christian Uni- 
versity and later studied business ad- 
ministration at Texas University. He 
served in the accounting and rate 
departments of the Rock Island at 
Fort Worth for six years and also 
worked in the local office of the St. 
Louis-San Francisco. He became con- 
nected with Montgomery Ward and 
Company, at Fort Worth, twelve years ago, and served as rate 
clerk, claim clerk and import clerk. He is now assistant traffic 
manager for that company. He is married and has five children. 





The Evansville, Ind., Transportation Club will hold a din- 
ner meeting at the Vendome Hotel January 19. Sidney Butter- 
field, president, Smith & Butterfield Company, will give an 
illustrated talk on recent travels in Europe. 





The traffic committee of the Metropolitan Traffic Associa- 
tion of New York has arranged a schedule of lectures to the 
delivered by members of the committee at the club quarters, 
Hotel Imperial. Dates and subjects are as follows: January 27, 
rates in Official Territory; February 10, rates in Southen Ter- 
ritory; February 24, rates in Western Trunk Line Territory, 
Docket 17000, part 2; March 10, rates in Southwest, Docket 
13535; March 24, principles of intermediate application; April 
14, warehousing and distribution; April 28, regulation of inter- 
coastal carriers; May 12, tracing; May 26, motor truck rates; 
June 9, presentation of rate adjustments; June 23, special 
services. 

Dr. Y. Z. Chang, University of Michigan, Ann Arbor, will 
speak on “The Significance of the Far Eastern Conflict” at the 
annual dinner of the York, Pa., Traffic Club at the Hotel 
Yorktowne January 20. Strickland Gillilan, humorist, Washing- 
ton, D. C., will be the second speaker. 





The Junior Traffic Club of Chicago has written to each of 
its members, enclosing a list of the members of the House com- 
mittee on interstate and foreign commerce and of Illinois rep- 
resentatives in Congress, suggesting that they write personal 
letters asking opposition for the train length limitation bill. A 
resolution adopted by the club on the subject has already 
been sent to those committeemen and representatives, but the 
letter suggests that individual action will be far more effective. 





The annual dinner of the Seattle Transportation Club was 
held January 15. H. M. Beckett, Metropolitan Company, 
newly elected president of the club, was installed. A. E. Lee, 
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Mitsubishi Company, retiring president, presided. Larry Cur- 
tin, general agent, Nickel Plate Railroad, was general chair- 
man in charge and acted as master of ceremonies. 





Election of officers of the Cincinnati Traffic Club will take 
place at the Alms Hotel January 27. There are two tickets in 
the field, the red and the blue. The following appear on both: 
For president, A. F. Eberhart, traffic manager, Lawrenceburg 
Roller Mills Company, Lawrenceburg, Ind.; first vice-president, 
L. E. Sauer, district freight agent, Clinchfield Railroad, Cin- 
cinnati; second vice-president, R. A. Ellison, traffic manager, 
The Service Bureau Company; treasurer, E. A. Doyle, man- 
ager, National Carloading Company. A. H. Jahnke, Jr., presi- 
dent, Continental Freight Forwarding Company, appears as 
candidate for third vice-president, and H. W. Dunbar, assistant 
traffic manager, Eagle Picher Lead Company, as candidate for 
secretary, on the blue ticket. J. J. McGuinn, general agent, 
Minneapolis and St. Louis, appears as candidate for third vice- 
president, and C. W. Memke, traffic manager, The Edwards 
Manufacturing Company, as candidate for secretary, on the 
red ticket. 





F. W. Parker, vice-president and general manager, Gal- 
veston Wharf Company, was the guest speaker at a luncheon 
meeting of the Traffic and Foreign Trade Club of Galveston 
at the Elite Cafe January 7. E. W. Rhodes and E. P. Cole 
were in charge of the arrangements. E. C. Poplar has been 
appointed chairman of the committee in charge of the club’s 
annual dinner which will be held in February at a place and 
on a date yet to be selected. 





Leonard Berger, University of California, spoke on modern 
Russia at a luncheon of the Tuesday traffic forum of the 
Pacific Traffic Association of San Francisco January 4. The 
following week, January 11, Santo Quattin, executive secretary, 
Wholesale Liquor Distributors’ Association of Northern Cali- 
fornia, spoke on “Business and Law.” J. J. Edwards is chair- 
man of the forum’s speakers’ committee. 





Charles A. Harrworth, director of publicity, All Year Club 
of Southern California, spoke on “What the Tourist Means to 
Southern California” at a luncheon meeting of the Los Angeles 
Transportation Club at the Pacific Electric Building January 
10. E. F. LeFaivre is chairman of the luncheon and speakers’ 
committee, which made the arrangements. 





Motion pictures made by the Bethlehem Steel Company 
of the construction of the Golden Gate Bridge will be shown 
at a dinner meeting of the Traffic Club of the Lehigh Valley 
at the Hotel Traylor, Allentown, Pa., January 17. The club’s 
board of governors will meet immediately before the dinner. 





H. S. Snow, traffic manager, American Zinc, Lead and 
Smelter Company, St. Louis, Mo., president of the Associated 
Traffic Clubs of America, will be the speaker at a dinner meet- 
ing of the Traffic Club of Danville, Ill., at the Wolford Hotel 
January 18. Other members of the association’s board of direc- 
tors are expected to be guests. 





Luther M. Walter, trustee, Chicago Great Western, Chi- 
cago, will be the speaker at the annual dinner of the Trans- 
portation Club of Springfield, the date of which has been 
changed from February 10, as originally announced, to Febru- 
ary 15. 





The subject of the address of Stafford King, Minnesota 
state auditor, at the annual dinner of the Transportation Club 
of St. Paul at the Hotel Lowry January 25, will be ‘Constitu- 
tional Responsibility of Citizenship.” A. J. Kelly, president, 
General Carloading Company, Chicago, spoke on “Foreign 
Trade and Its Part in the Life of America” at a luncheon meet- 
ing at the Hotel Lowry January 11. 





Dr. August J. Pacini, Archer-Daniels-Midland Company, 
spoke on ‘Man, an Eater of Grass” at a luncheon meeting of 
the Traffic Club of Minneapolis at the Hotel Nicollet January 
13. W. E. Hustleby, district director, Commission’s motor car- 
rier bureau, will speak at one of the club’s series of traffic 
talks at the club quarters, Hotel Nicollet January 17. 





The annual dinner of the Traffic Club of Newark will be 
held February 3 at the Essex House. A news dispatch from 
Newark, reproduced in The Traffic World of December 18, 
erroneously designated the affair as a dinner dance. 





John F. Firth, locomotive engineer, spoke on “Forty Years 
of Railroading as Seen from the Cab of a Locomotive” at a 
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luncheon meeting of the Traffic Club of Fort Worth at the 
Rice Hotel January 11. Houston railroad operating officials 
were guests. 





Motion pictures of Boulder Dam will be shown at a din- 
ner meeting of the Transportation Club of Decatur at the St. 
Nicholas Hotel January 18. 

W. F. Cunningham, sports columnist, Boston Post, will be 
the speaker at the annual dinner of the Motor City Traffic Club 
of Detroit at the Hotel Statler January 20. His subject will be 
“Sports and Their Relation to Business.” W. I. Nokely, Michigan 
Alkali Company, will be toastmaster. 





P. J. Harkness is president of the recently organized 
Cleveland Transportation Club. E. R. Pyle is vice-president, and 
E. E. Brothers, secretary-treasurer. The club has organized 
an educational forum and is in the midst of a social program. 





The Trenton Traffic Club elected the following officers at 
a meeting at the Stacy Trent Hotel January 11: President, John 
McCarty, Cold Springs Bleachery Company; vice-president, 
Archie MacDonald, traffic manager, Crescent Insulated Wire 
and Cabie Company; secretary-treasurer, H. F. Sixtus, assistant 
traffic manager, Sloane-Plabon Corporation. W. Harvey, sec- 
retary, Atlantic States Advisory Board, spoke at the meeting, 
which was designated coordinated transportation night. 





RAILROAD PENSIONS 


More than 102,000 persons are now on the railroad annuity 
or pension rolls of the United States Treasury on certification 
of the Railroad Retirement Board, according to board officials. 
The government is paying approximately $6,000,000 a month to 
these annuitants or pensioners. Of the total, approximately 
54,000 are pensioners taken over from private pension rolls 
of the railroads as provided in the railroad retirement act. 

Around two hundred persons a day now file applications 
with the Railroad Retirement Board for pensions, according 
to the board’s records. Applications for pensions are declining 
and the board is now granting pensions at a daily rate greater 
than the number of applications received, it is pointed out at 
the board. 

The board has employes at work twenty-four hours a day. 
By July, officials believe, the board will have disposed of past 
pending applications. Many of the pensioners are receiving 
federal treasury checks on the basis of partial certifications 
made by the board which acted on information available as to 
service and eligibility pending final determination. 


NO PASSES FOR I. C. C. MEN 


In a hearing on items for the support of the Commission 
carried in the independent offices appropriation bill, Commis- 
sioner McManamy, appearing before a sub-committee of the 
House committee on appropriations, took the position that 
Commission men, particularly inspectors in the Bureau of 
Safety, should not ride on passes. The declaration was made 
in answer to questions by Representative Dirksen, who tock 
the position that riding on passes might suggest a prosecutor 
taking fees from a defendant. Reference was made to the fact 
that there had been criticism because some state regulatory 
commission men rode on passes. 

Commissioner McManamy said the inspectors were the 
only witnesses used by the government in prosecuting persons 
accused of violating the safety laws. He said it would furnish 
a very fruitful source of criticism of the inspectors and others 
to travel on passes. It should be said, he suggested, “well, 
here are the government’s witnesses riding in here in trans- 
portation and coming here to testify against the railroads in a 
case of law violation.” 

“We have always believed,” said Commissioner McMan- 
amy, “that it was better to have all our field force entirely 


free and under no obligation whatever to the railroad com- 
panies.” 


ACTION ON NOMINATIONS 


Favorable action on the nominations of Commissioner 
Mahaffie for reappointment to the Commission and of Chair- 
man Latimer, of the Railroad Retirement Board, was taken 
by the Senate interstate commerce committee January 10. 
Discussing the expiration of the term of Commissioner Mc- 
Manamy, Senator Wheeler said he would favor reappoint- 
ment. 

The Senate, January 11, without debate, confirmed the 
nominations of Commissioner Mahaffie and Chairman Latimer. 
Chairman Wheeler favorably reported the nomination of 
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George A. Cook to be a member of the National Mediation 
Board. 

The Senate January 12 confirmed the nomination of Mr. 
Cook to be a member of the National Mediation Board. 


VALUATION OF CARRIERS 


On application of parties in Ex Parte 123, fifteen per cent 
case, 1937, the Commission, according to a statement by Sec- 
retary Bartel, has had its Bureau of Valuation submit a break- 
down, by operating carriers, of an exhibit put into that case 
entitled “elements of value of property used in common Car- 
rier service to January 1, 1937,” released December 23. (See 
Traffic World, December 25, p. 436.) The figures pertain to 
Class I carriers. 

The breakdown shows that carriers in the Pocahontas 
region, the rates of which on coal are under attack and in 
which the complainants are making a point that the carriers 
have excessive earnings, have an original cost, except land 
and rights of $1,093,009,212; original cost less depreciation, 
except land and rights of $825,003,353; cost of reproduction, 
new, except land and rights, of $1,188,182,169; cost of repro- 
duction, less depreciation, except land and rights, of $896,- 
818,005; present value of land and rights of $45,046,078; and 
working capital, including material and supplies, $10,449,300. 


STEEL OFFICE FURNITURE TRAFFIC ASSOCIATION 


At the annual meeting of the Steel Office Furniture Traffic 
Association at Cleveland, O., January 5, the following were 
elected to the executive committee: 

F. M. Russel, V. R. Tupper, R. C. Kohn, O. G. Meyer and 
H. W. Long. 

The committee handles questions of rates and classifica- 
tions for the entire industry. A number of traffic and transpor- 
tation matters of interest to the industry were discussed at 
the meeting. 


REPRESENTATION OF EMPLOYES 


The National Labor Relations Board has certified the 
National Maritime Union, C. I. O. affiliate, as the collective 
bargaining agency for unlicensed personnel on the lines of 
the Grace Line, Inc., Munson Steamship Co., Mooremack Gulf 
Lines, Inc., and American Foreign Steamship Corporation. The 
action of the board was based on the results of elections in 
which the principal contestants were the N. M. U. and the 
International Seaman’s Union, A. F. of L. affiliate. 


MONEY FOR COMMISSION 


The House has passed the independent offices appropria- 
tion bill carrying $8,976,000 for the Commission for the fiscal 
year ending June 30, 1939. 





SEGREGATION OF PASSENGERS 


Representative Mitchell, Negro Democrat from Illinois, has 
introduced in the House H. R. 8821, a bill prohibiting the segre- 
gation of interstate passengers on account of race, color, or 
religion. 


N. Y¥. C. SAFETY RECORD 


The New York Central, the Michigan Central, the Pitts- 
burg and Lake Erie, and the Boston and Albany together have 
set a new record for passenger transportation safety, accord- 
ing to an announcement by F. E. Williamson, president of 
the New York Central System. He pointed out that those 
companies had operated for 14 consecutive years without a 
passenger fatality in a train accident. Total passenger miles 
operated by the companies in that period, with the last two 
months of 1937 estimated, were 43,472,290,150, he said; the New 
York Central System as a whole has completed 10 consecutive 
years without a passenger fatality in a train accident, operat- 
ing in that period 30,526,788,310 passenger miles. 


SANTA FE’S CHICAGO-KANSAS CITY STREAMLINERS 


Two stainless steel, diesel powered streamlines will be 
placed in service on the Atchison, Topeka and Santa Fe be- 
tween Chicago and Kansas City, Mo., about April 1, according 
to an announcement by S. T. Bledsoe, president of the railroad. 
They will be known as the Chicagoan and the Kansas Cityan. 
Each will consist of seven cars, including three chair cars, a 
combination lounge car, a dining car, a parlor car, and the 
power car, which will develop 1,800 horsepower. The trains 
will be 627 feet in overall length and have a passenger capacity 
of 300 passengers each. Running schedules have not as yet 
been determined. 
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UNANNOUNCED! 


You never know when Concealed Damage 
is robbing your product of its sales appeal 
and dealer acceptance. Only the retailer 
knows the toll of this stealthy destroyer — 
for Concealed Damage often gives no 
warning on the outside of the shipping case! 

Container Corporation of America — 
largest producer of shipping containers 
and paperboard cartons—has developed 
new methods to reduce the ravages of 
Concealed Damage — by determining the 
one correct container for each particular 
shipping job, and by the introduction of spe- 
cial rigidity standards. Our unique method 
of "Packaging by Prescription" has ended 
Concealed Damage for hundreds of ship- 
pers—and can do the same for you. Ask 


our representative to explain it. 





They look alike BUT— Both shipping cases were 
“received in good order," but Concealed Damage 
dented and marred the cartons in "A" because the 
paperboard was not strong enough to protect the 
contents. Case "B,"" conforming to special rigidity 


specifications, delivered its contents unmarred. 


CONTAINER CORPORATION OF AMERICA 


GENERAL OFFICES: 111 WEST WASHINGTON STREET, CHICAGO, ILL. 


MILLS, FACTORIES AND SALES OFFICES AT STRATEGIC {Meloy Bale, 
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Specialist in 
connections 





Travel ninety miles an hour on stream- 
liners and still, to save the time you gain, 
you will have to make good connections. 


That is the reason P. & P. U. service is 
important to shippers. Fast trains on four- 
teen trunk line railroads bring freight to 


the P. & P. U. Ry. at Peoria. 


There the P. & P. U. takes care of the inter- 
change between these roads. Organized, 
planned and engineered for this service, 
with terminal congestion eliminated, this 
interchange is accomplished in a few short 
hours. As a result, at every interchange 
point beyond Peoria earlier connections 
are possible. 


If your customers are adding to your sales- 
men’s gray hairs with their, “How soon will 
I get this?” just tell them, “We'll ship via 
P. & P. U. Ry. and Peoria, that is the quick- 
est way.” There is nothing like keeping 
customers happy, and P. & P. U. Ry. can be 
a big help. 





For information write 


E. F. Stock, Traffic Manager 


Union Station, Peoria, Illinois 


PEORIA ax» PEKIN UNION 
RAILWAY COMPANY 


Switching Service Between: 


Peoria & Pekin Union Ry. 

Alton R. R. 

Atchison, Topeka & Santa Fe Ry. 

Chicago & North Western Ry. 

Chicago & Illinois Mid!and Ry. 

Chicago, Burlington & Quincy R. R. 

Chicago, Rock Island & Pace fie Ry. 

Cleve., Cin., Chicago & St. Louis 
(Pecria & Eastirn) 


Illinois Central R. R. 

Illinois Terminal R. R. Co. 

Inland Waterways Corp. 

Minneapolis & St. Lou's R. R. 
New York, Chicago & St. Louis R. R. 
Pennsylvania R. R. 

Pecria Terminal R. R. 

Toledo, Peoria & Western R. R. 
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F. E. Wall has been appointed assistant general freight 
agent at Kansas City, Mo., and C. F. Matlin, assistant general 
freight agent at Los Angeles, Cal., for the Fort Smith and 
Western. Walter Young has been appointed general eastern 
agent at New York City. 

Allen Thompson has become associated with the Pacific 
Fruit Exchange, San Francisco, of which his father, Wilson H. 
Thompson, is president. 

Edwin H. Buhlman has been appointed personnel officer 
for the Minneapolis, St. Paul and Sault Ste. Marie; the Duluth, 
South Shore and Atlantic, and the Mineral Range Railroad, 
at Minneapolis, Minn. 

W. G. Fetzner has been appointed chief special agent for 
the Chicago, Burlington and Quincy to succeed T. E. Pratt, 
who retired. 

H. R. Fish has been appointed general agent for the Grand 
Trunk at Philadelphia, Pa., and J. V. Maloney, general freight 
agent, at Buffalo, N. Y. 

Eugene P. Thomas, president, National Foreign Trade 
Council, spoke encouragingly on the outlook for foreign trade 
at the annual dinner of the New York Freight Forwarders’ and 
Brokers’ Association at the Hotel Roosevelt January 11. Theo- 
dore E. Reeve, newly elected president of the association, spoke 
on the part played by the forwarder in the promotion of 
foreign trade. 

David M. Dow, official secretary for Australia in the 
United States, will be the guest speaker at an Autralia night 
dinner of the Foreign Commerce Club of New York at the 
Hotel Astor January 19. 

Frank C. Ferguson, president, Hudson County National 
Bank of Jersey City, has been re-eletcted chairman of the 
Port Authority of New York. Others re-elected with him were: 
Vice-chairman, Howard S. Cullman; general manager, John E. 
Ramsey; general counsel, Julius H. Cohen. 

H. A. Langdon was elected president of the Freight 
Brokers’ Association of New York at a meeting held January 
11. H. B. Smith was elected vice-president; Murdock Brown, 
treasurer, and R. E. Beckman, secretary. 

The annual election of officers of the Warehousemen’s As- 
sociation of New York will be held at the Downtown Athletic 
Club January 20. 

H. A. Clark, formerly traffic manager of the Ball Brothers 
Company, Muncie, Ind., first president of the Eastern Indiana 
Traffic Club, has become associated with the Freight Traffic 
Institute, Chicago. 

J. W. Day was installed as president of the Oakland, Cal., 
Foreign Trade and Harbor Club at a dinner meeting at the 
Hotel Leamington January 6. Clifford Hall took office as vice- 
president, M. Learner as treasurer, and Dave Silverman as 
secretary. 

M. B. Hutchins, formerly assistant to the vice-president in 
charge of traffic of the Chicago and North Western, has been 
appointed assistant general freight agent for that railroad. S. 
G. Nethercot, formerly general freight agent in charge of rates 
and tariffs, has been appointed assistant freight traffic man- 
ager. J. E. Flansburg, formerly assistant to the vice-president 
in charge of traffic, has been appointed general commerce 
agent, and M. G. Gunderson and S. E. Gregory have been 
appointed commerce agents. Headquarters of all are at Chi- 
cago. 

W. C. Rosswog has been appointed traveling freight and 
passenger agent for the Western Pacific, the Sacramento 
Northern and the Tidewater Southern, at Salinas, Cal. 





CHANGES IN DOCKET 

Hearing in MC 15029, assigned for January 10, at New York, N. Y., 
before Examiner Johnston, was canceled. 

Hearing in 17000, part 7-A and I. & S. 4208 and consolidated cases, 
assigned for further hearing January 12 before Examiners Mackley and 
Hall at Dallas, Tex., was cancelled and reassigned for January 19. 

Hearing in MC 28389, assigned for January 13, was postponed to 
February 2, at Kansas City, Mo., Hotel Baltimore, before Joint Board 
195. 

Hearings in MC 30796 and MC 86593, assigned for January 11, at 
Kansas City, Mo., were postponed to a date to be fixed. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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FASTEST 


JACKSONVILLE 


ST. AUGUSTINE 


DAYTONA BEACH 






FORT PIERCE 
OKEECHOBEE 


W PALM BEACH 


FT. LAUDERDALE 
@ PORT EVERGLADES 


# FLORIDA 
a EAST COAST 
— CAR FERRY 


THROUGH FLORIDA 


Fastest freight and passenger schedules to Miami and 
the lower East Coast of Florida are assured by the modern 
equipment, powerful oil-burning locomotives, shorter 
mileage and double track of the Florida East Coast 
Railway. 


Free collection and delivery of Less Carload Freight at 
all important points. 


Car ferries leave Port Everglades for Havana on Mondays, 
Thursdays and generally Saturdays at 10 A.M. Cuban 
freight received at Jacksonville by 8:30 A.M. delivered 


Havana second morning. 


TRAVEL AND SPECIFY ROUTING VIA 
“FLORIDA EAST COAST RAILWAY FROM JACKSONVILLE” 
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DOCKET OF THE COMMISSION 


January 17—Anadarko, Okla.—Federal Bldg.—Examiner Schutrumpf: 
Finance 11787—Application Chicago, Rock Island & Pacific to aban- 
don line between Bridgeport and Anadarko, Okla. 
January 17—Binghamton, N. Y.—U. S. Court Rooms--Examiner Myers: 
MC 68883—Frank S. Valleta dba Valleta Motor Trucking Co. 
MC 50175—Earl Coddington. 
MC 50449—George Masler (further hearing). 
January 17—Buffalc, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 50777—Application C. C. Sloand, Buffalo, N. Y., for certificate. 
MC 86427—Application R. C. Miller, Buffalo, N. Y., for certificate. 
MC 86466—AppIn. W. L. Nicholson, Kenmore, N. Y., for certificate. 
January 17—New York, N. Y.—Hotel New Yorker—Examiner Smith: 
MC F-467—A. E. Greenleaf, control, Safeway Trails, Inc., et al. 
January 17—Portland, Ore.—U. S. Court House—Commissioner Lee: 
Ex Parte 123—Fifteen per cent case, 1937. 
January 17—Portland, Ore.—U. S. Court House—Joint Board 6: 
MC 9312, Sub. 1—Application of Hugh Glasgow, Nyssa, Ore., for 
certificate to extend operations 
January 17—Portland, Ore.—U. S. Court House—Jt. Bd. 81: 
MC 43262, Sub. 1—Application of C. H. Wright, Yakima, Wash., for 
certificate to extend operations. 
January 17—Reno, Nev.—Chamber of Commerce—Joint Board 128: 
MC 30006, Sub. 1—Application of Nevada-California Fast Freight, 
San Francisco, Calif., for certificate to extend operations. 
January 17—St. Louis, Mo.—Coronado Hotel—Examiner Werner: 
MC 5942—Application of Grizzle Brothers, Springfield, Mo., for cer- 
tificate or permit. 
MC 30378 and Sub. 1—Application of Associated Transports. Inc., St. 
Louis, Mo., for certificate or permit and to extend operations. 
January 17—Washington, D. C.—Argument: 
MC 222—Liberty Forwarding & Distributing Corporation common car- 
rier application. 
MC 11146—George McNeil Teaming Co. common carrier application. 
MC 11147—George McNeil Teaming Co. contract carrier application. 
Air Mail Docket 13—In the matter of fair and reasonable rates for 
air mail routes 9 and 15 operated by Braniff Airways, Inc. 
January 17—Washington, D. C.—Division 7: 
Ex Parte 123—-Fifteen per cent case, 1937. 
January 18—Binghamton, N. Y.—U. S. Court Rooms—Examiner Myers: 
MC 13257—Application of Southern Tier Motor Lines, Elmira, N. Y.. 
for certificate or permit. 
MC 30021—Application of Leavenworth Express and Refrigerator 
Service, Elmira, N. Y., for certificate or permit. 
MC 44071—Application of Leavenworth Express and Refrigerator 
Service, Elmira. N. Y., for certificate or permit. 
MC 87204—Application of Southern Tier Motor Lines, Elmira, N. Y., 
for certificate. 
January 18—Buffalo. N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 43306—Application of Waltz Transportation, Inc., Buffalo, N. Y.. 
for certificate. 


MC 50241—Application of National Transportation Co., Buffalo, N. 
Y., for certificate. 
MC 50587—Application E. A. Venherm, Buffalo, N. Y. for certificate. 
January 18—Jacksonville, Fla.—Hotel Mayflower—Joint Board 64: 
MC F-481—D. E. Hunt, purchase, Central Truck Lines, Inc. 
January 18—Lincoln, Neb.—Hotel Cornhusker—Examiner Hendon: 
MC F-454—Rocky Mountain Lines, Inc., lease, John D. Phillips. 
January 18—Philadelphia, Pa.—Chamber of Com.—Examiner Sullivan: 
1. & S. M-261—Flavoring syrup via Union Transfer Affiliated Co. 
January 18—Portland, Ore.—U. S. Court House—Joint Board 81: 
MC 43479, Sub. 2—Application of R. E. Stiff, Jr., Baker, Ore., for 
permit to extend operations. 
MC 4676, Sub. 1—Application of Walter Fendley Makin, Enterprise, 
Ore., for certificate to extend operations. 


January 18—Reno, Nev.—Chamber of Commerce—Jt. Bds. 78 and 128: 
MC 59939 and Sub. 1—Application of Henry H. Scheele, Reno, Nev., 
for certificate. 
MC 88332—Application C. J. Hostetler, Elko, Nev., for permit. 
January 18—St. Paul, Minn.—State Com.—Examiner Peterson and Jt. 
Bd. 145: 
MC 7230—Application of Northwestern Forwarding Co., St. Paul, 
Minn., for certificate or permit. 
MC 68763—Application of Northwestern Forwarding Co., St. Paul, 
Minn., for license. 
MC 68763—Application of Northwestern Forwarding Co., St. Paul, 
Minn., for license. 
January 18—Washington, D. C.—Argument: 
MC 81843—Contract carrier application of Lee Sprankle. 
MC 58965—Yellowstone Park Lines, Inc., common carrier application. 
MC 61598, Sub. 1—Smoky Mountain Stages, Inc., extension of opera- 
tions. 
MC 29545, Sub. 1—Smoky Mtn. Tours Co., Inc., common carrier ap- 
plication. 
MC 81843—Application of Lee Sprankle extension of operation. 
January 18—Washington, D. C.—Examiner Way: 
Fourth section application 16880—Cement from Hudson and Hudson 
Upper, N. Y.—Filed by Frank Van Ummersen. 
January 19—Baltimore, Md.—State Com.—Examiner Maidens: 
MC 9709—Applin. J. Dillon, Dundalk, Md., for certificate or permit. 
January 19—Buffalo, N. Y.—Hotel Buffalo—-Examiner Johnston: 
MC 50818—Application H. Gramlich, Buffalo, N. Y., for certificate. 
MC 86480—Application of Mrs. Eleanor Gramlich, Depew, N. Y., for 
certificate. 
MC 86726—Application of Lawlines, Inc., Buffalo, N. Y., for permit. 
January 19—Dallas, Tex.—Baker Hotel—Examiners Mackley and Hall: 
17000, Part 7-A and I. & S. 4208 and consolidated cases—Grain and 
grain products to and within southern territory, etc. 
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Copper Mining 
Butte, Montana, and its immediate 
vicinity, served by the Great Northern 


Railway, is the location of the nation’s 
most productive copper mines. 

The rapid growth of this important 
industry was due, in no small part, to 
the dependable shipping service available 
since the beginning of operations. 

Today the Great Northern Railway 
continues to afford shippers and travelers 
throughout the Northwest the kind of 
service and co-operation which encour- 
ages the ‘‘building of empire.”’ 


MINNEAPOLIS ~~) 
ST. PAUL 
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We asked 


for it! 


We wanted a name for our new freight rate 
guide 





—Asked Transportation men to help us find 
one—and— 


They snowed us under! 


Hundreds of entries—the five judges who will 
make the decision have no easy task, for all the 
names have merit— 


Only fifteen days left! 


(Contest Closes January Thirtieth) 


You still have time to send in a winner—Fifty 
Dollars for you if you submit the best name for 


HARTMAN'S 
NEW GUIDE 


A swell “Globe Trotter”’ toilet kit—complete— 
for the second best name. The winners’ names 
will be published in the February 5th issue of 
the Traffic World. Watch for them! 


Hundreds have asked for a copy of the NEW 
GUIDE, to inspect without obligation, for 
fifteen days—we will be glad to send you a copy, 
too. Just drop us a line, or check the square 
when submitting your name for Hartman’s 
“‘Baby”’— 


Hundreds of Origins— 
Thousands of Destinations— 
A Million Rates! 


HARTMAN’S FREIGHT 
RATE SERVICE, INC. 


Established 1908 


FOR TRAFFIC MEN—BY TRAFFIC MEN 


Hartman’s Freight Rate Service, Inc., 
732 Federal St., Chicago, Illinois. 


I desire to enter the following name in Hartman’s ‘‘Name 
the Baby’’ Contest. 


RI ENED hin OAS tin ace Sak Ware kn ah eek «dee eos 


ee ee a ee 


(Check here if you wish the NEW GUIDE sent to you on fifteen days’ 
free trial.) 


Your Name 


Your Company 
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January 19—Fort Worth,Tex.—Hotel Texas—Examiner Schutrumpf: 
Finance 11847—Application C. R. I. & P. to lease properties of Chi- 
cago, Rock Island & Gulf, and of C. R. I. & G. to grant said lease. 
January 19—Oklahoma City, Okla.—Skirvin Hotel—Joint Board 210: 
MC F-471—Robert E. Lee et al., control, Southwest Motor Lines, Inc. 
January 19—Portland, Ore.—U. S. Court House—Joint Board 81: 
MC 60306, Sub. 1—Application of Pacific Inland Transport Co., Port- 
land, Ore., for certificate to extend operations. 
MC 86970—Application of Columbia Basin Transportation Co., College 
Place, Wash., for certificate. 
* MC 86970—Application of Columbia Basis Transportation Co., College 
Place, Wash., for certificate. 
January 19—Portland, Me.—Federal Bldg.—Joint Board 133: 
MC F-485—Maine Central Transportation Co., purchase, Milo E. Lewis 
and Thomas B. Dunn, Thomas B. Dunn, receiver. 
January 19—Raleigh, N. C.—State Com.—Examiner Card: 
MC F-482—G. K. Loftin and R. L. Honbarrier, purchase, H. B. 
Brewer. 
January 19—Sacramento, Calif.—U. S. Court Rooms—Examiner Croft: 
MC 44462—Application of Hartley Leroy Weingartner, Anderson, 
Calif., for certificate or permit. 
January 19—Sacramento, Calif.—U. S. Court Rooms—Joint Board 11: 
MC 44462, Sub. 1—Application of Hartley Leroy Weingartner, Sacra- 
mento, Calif., for certificate to extend operations. 
January 19—Sacramento, Calif.—U. S. Court Rooms—Joint Board 75: 
MC 19056—Application of Lawrence Moving & Storage Co., and Law- 
rence Warehouse & Distributing Co., Sacramento, Calif., for license. 
January 19—St. Louis, Mo.—Coronado Hotel—Examiner Werner: 
MC 20115—Application of Riteway Forwarding Co., St. Louis, Mo., 
for certificate. 
MC 21461—Application of John F. Jordan, St. Louis, Mo., for cer- 
tificate or permit. 
January 19—Washington, D. C.—Examiner Way: 
Fourth section applications 16832 and 16925—Official-southern border 
territory rates. 
* Fourth section appls. 16103, 16157, and 16925—Rates from, to, and 
between points in southern territory. 
January 19—Washington, D. C.—Argument: 
MC 48654—Application J. P. Fleming common carrier application. 
MC 46053—Brockway Fast Motor Freight, Inc., contract carrier ap- 
plication. 
January 20—Binghamton, N. Y.—U. S. Court Rooms—Joint Board 67: 
MC 29929—Application of Canny Trucking Co., Inc., Binghamton, 
N. Y., for certificate or permit. 
MC 88158—Application of Collier’s Express, Cortland, N. Y., for 
certificate. 
January 20—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston and 
Joint Board 67: 
MC 72230, Subs. 1, 2 and 3—Application of Growers Cold Storage 
Co., Inc., Waterport, N. Y., for permit to extend operations. 
MC 72230, Sub. 4—Application of Growers Cold Storage Co., Inc., 
Waterport, N. Y., for permit to extend operations. 
January 20—Dallas, Tex.—Baker Hotel—Examiner Hendon: 
MC F-476—K. K. Meisenbach, purchase, Central Transfer & Storage 
Co. 
January 20—Fort Dodge, Ia.—Federal Bldg.—Examiner Simmons: 
MC 52110—Brady Transfer and Storage Co. 


January 20—Kansas City, Mo.—Hotel Baltimore—Joint Board 36: 
MC 959, Sub. 2—Application of R. Sharps Transport, Eldorado, Kan., 
for permit to extend operations. 
January 20—Kansas City, Mo.—Hotel Baltimore—Joint Board 180: 
MC 293—Blowers Transfer Co., contract carrier application. 


January 20—Montpelier, Vt.—U. S. Court Room—Examiner Smith: 
MC F-478—Vermont Transit Co., Inc., purchase, Ward’s Bus Lines, 
Inec., James §S. Abatiell, receiver. 
MC F-479—Vermont Transit Co., Inc., purchase, Burlington Rapid 
Transit Co., Inc. 
MC F-472—Milton J. Zabarsky and Harry D. Zabarsky, control, Ful- 
ton Fast Freight, Inc. 


January 20—Philadelphia, Pa.—Custom House—Examiner Maidens and 
Joint Board 27: 
MC 4735—Application of Nesbitt Pyfer, Cochranville, Pa., for cer- 
tificate or permit. 
MC 15222—Application of Ralph DeStefano, West Manayunk, Pa., for 
certificate or permit. 
MC 39541—Application of Michael Dimezza, Philadelphia, Pa., for 
certificate or permit. 
January 20—Portland, Ore.—U. S. Court House—Joint Board 81: 
MC 13770—Application of Shaver Forwarding Co., Portland, Ore., for 
certificate or permit. 
MC 85078—Application of W. R. Babcock Truck Line, Portland, Ore., 
for permit. 
MC 88307—Application of Consolidated Convoy Co., Portland, Ore., 
for permit. 
January 20—Salt Lake City, Utah—State Com.—Examiner Olentine: 
MC 2934—Application of Aero Mayflower Transit Co., Inc., Indian- 
apolis, Ind., for certificate or permit. 
January 20—St. Louis, Mo.—Coronado Hotel—Examiner Werner: 
MC 35484—Application of Viking Freight Co., St. Louis, Mo., for 
certificate or permit. 
January 20—Washington, D. C.—Argument: 
MC 43654—Dixie Ohio Express Co., common carrier application. 
MC 43654—Dixie Ohio Express Co., extension of operations. 
January 21—Binghamton, N. Y.—U. S. Court Rooms—Examiner Myers: 
MC 86028—Application of Harold Stephens, Apalachin, N. Y., for 
certificate. 
MC 1730, and Sub 1—Application of Lightning Express, North Hornell, 
N. Y., for certificate or permit, and to extend operations. 
MC 86491—Application of Moe Harris, Endicott, N. Y., for certificate. 
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January 21—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 43170—Application of William Barhite, Medina, N. Y., for cer- 
tificate or permit. 


January 21—Buffalo, N. Y.—Hotel Buffalo—Joint Board 67: 


MC 43169—Application of William Barhite, Medina, N. Y., for cer- 
tificate or permit. 


MC 86408—Application of Phillip Smith, Buffalo, N. Y., for certificate. 
MC 86804—Application W. A. States, Odessa, N. Y., certificate. 
January 21—Fresno, Calif.—Federal Bldg.—Joint Board 75: 


MC 88020—Application of Martin Semper, Fresno, Calif., for cer- 
tificate. 


MC 88023—Application H. H. Hill, Fresno, Calif., certificate. 


QUAKER LINE 


and 


CALIFORNIA EASTERN LINE 


Coast to Coast Services 


Albany, New York, Philadelphia, Baltimore, Norfolk, 
Newport News, Savannah, Jacksonville, Cristobal 


and 


San Diego, Los Angeles, San Francisco, Oakland, Stockton, Sacramento, 
Portland, Seattle and Tacoma 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 


17 Battery Place, New York 


Albany—D & H Building Chicago—327 S. LaSalle St. 
Philadelphia—The Bourse Pittsburgh—Gulf Bldg. 
Norfolk—111 E. Plume Street Detroit—General Motors Bldg. 
Baltimore—Keyser Building Savannah—Cotton Exchange Bldg. 
Boston—33 Broad Street Jacksonville—P. O. Box 1866 


Complete details on documentation, consular regula- 
tions, and shipping procedure to every country and 
political subdivision in the world. 1800 pages of exact 
information on export shipping. A standard service 
which has been saving export traffic men, time, 
trouble and mistakes for 35 years. 


Descriptive circular mailed on request 


EXPORTERS’ ENCYCLOPAEDIA 


20 Vesey Street New York 


You Need this book! 


@ Have you often wished you knew the real “low-down’’—the author- 
itative facts—about getting a better job and bigger pay in transporta- 
tion work? Then you will welcome our free copy of “Opportunities in 
Traffic Management”. . .a comprehensive, 64-page, illustrated survey 
of this vital subject, and of how to win to $3,000-$5,000-$7,500 and 
even higher-salaried executive jobs by thescientific way of expert, spare- 
time training. It shows you how, definitely, to get from where you are 
to where you want to be—in a field of more and bigger possibilities 
than ever! Hit-or-miss learning by slow “experience” while the years 
fly by, is replaced by specific, step-by-step instruction in every phase 
of traffic management that in the quickest time qualifies you for bigger- 
pay work. This is the direct route many have taken from clerkships 
and commonplace routine to managerships that only ability com- 
mands! Does such a future appeal to you? If so, write today for this 
booklet. There is no obligation, and you will find it highly interesting. 


Dept. 195-TA LaSalle Extension 





Chicago, Ill. 
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January 21—Greenville, Tex.—Federal Bldg.—Examiner Schutrumpf: 
Finance 11794—Application Gulf, Colorado & Santa Fe to abandon 
line between Ladonia and Honey Grove, Tex. 


January 21—Houston, Tex.—Ben Milam Hotel—Joint Board 32: 
MC F-483—L. A. Norris and J. J. Norris, purchase, H. B. Lambert. 


January 21—Kansas City, Mo.—Hotel Baltimore—Examiner Price: 


MC 5939—Application of Talbot Truck Line, Manhattan, Kan., for 
certificate or permit. 


January 21—New York, N. Y.—New Yorker Hotel—Examiner Maidens: 
MC 81390—Application of Disert Transportation, Brooklyn, N. Y., for 
certificate or permit. 


WOOL SHIPPERS 


PORT 
HOUSTON 


OFFERS AN ADVANTAGEOUS 
GATEWAY FOR YOUR COMMODITY 


LOW FREIGHT RATES 


Direct railroad service from wool pro- 
ducing territory will rush your products 
to our wharves, linking Houston with 
the interior. 


ADEQUATE TERMINAL FACILITIES 


Every facility for the proper, efficient 
handling of your shipment, expediting 
its movement. 


REGULAR, DIRECT STEAMSHIP SERVICES 


A year-round sailing schedule of 7 
vessels or more each week is main- 
tained, directly connecting Houston 
with New England mill points. 


Route your wool thru Houston and enjoy the 
satisfaction of knowing that your shipments 
will be promptly and carefully handled. 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 
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in perfect condition 


NORTH AMERICAN CAR CORB. (%") 3277 Sour ASAEEE SF. 


CHICAGO 
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Guide to Motor Transport Lines 


(This Guide is published in the third issue of each calendar month) 


Purpose of Guide 
This Guide has been prepared to provide traffic managers 
with conveniently organized information about respon- 
sible motor transport lines. The dependability of each 
advertiser has been investigated. Each has been highly 
recommended 4 well known shippers and has provided 
satisfactory evidence as to financial responsibility. 
Although THE TRAFFIC WORLD has taken every 
reasonable precaution to restrict this Guide to respon- 
sible, dependable and capable motor transport operators, 
it assumes no responsibility for dealings or service. I/t 
requests, however, that traffic managers report any unsatis- 
factory experiences or dealings, should they arise. The 
source of such reports will not be divulged even in cases 
that warrant the dropping of advertisers. 


Two Indexes Make Guide Easy to Use 
To simplify the finding of a service to fit any shippers 
requirements, two indexes have been pre — 4 
Alphabetical Index: When a specific company is 
wanted, refer to the alphabetical index. 


Index of Motor Transport Lines by Key Distribution 
Areas: This index enables the user to find the service or 
services available between any two points without resort 
to a complicated system of codes or cross references. 
Each motor transport line is listed under all of the ke 
cities it serves. Before each listing is a symbol one | 
shows the direction of the company’s service into and 
out of the city. This system of directional symbols 
is illustrated by the following examples: 

> This indicates a local cartage company serving 

Key City and Suburbs only. 


© This indicates that the intercity service offered 

by the company is entirely within the Key 

Distribution Area served by the Key City—See 
“Key Distribution Area” wall map. 

e This indicates that four routes are operated to 

points beyond the Key City: east, south, south- 

west, and northwest. The BOLD FACE 


signifies that the operations over these routes are 
intrastate in character. 


This indicates that three routes are operated to 
points beyond the Key City: south, west, and 
north. The LIGH FACE indicates that 


= acne over these routes are interstate in 
character. 


ve 
<2e 


—___ Alphabetical Index to Companies That Provide the Best in Motor Transportation 


Cases in which the services from a Key City are 
both Interstate and Intrastate the predominant 
character of these services determines whether light 
or bold face symbols are used. 


Shipments originate, with few exceptions, from major 

distribution points. The use of these cities makes 

possible the following quick, simple procedures for the 
selection of motor transport services: 

Routes from One Key City to Another: 

1. Look under both cities for the name or names of 
motor transport lines that serve both cities, then 
check maps in the advertisements of these com- 
panies for details of the character of service offered. 

2. If no company offers a through service, check maps of 
those companies which are prefaced by directional 
symbols indicating that they offer a service going in 
the direction wanted and make the selection of the 
companies to be used on the basis of the most 
efficient connections. 


Routes to or from Key Cities to Other Points: 

Check directional symbols under the Key City for com- 
panies operating services in the direction of the other 
point, then refer to individual maps. 

Routes Between Points Other than Key Cities: 

Refer to the motor transport lines listed under the Key 
Cities nearest the points to be served. The direc- 
tional symbols provide the means of determining 
which companies offer services in the directions 
wanted. The recording of major highway numbers 
makes possible the selection of an assured service 
between any two points listed on a highway map 
even when those points are not shown on the 
advertiser's map. 


Arrangement of Advertisements 
Data for companies serving adjacent or overlapping 
regions are grouped. It is thus possible to plan a co- 
ordinated system of distribution by studying the avail- 
able services by regions. 

Data Regarding Advertisers: The facts listed for each 

motor line follows a uniform arrangement: 

1. General facts. 

2. Address, telephone and teletype numbers, and person 
with whom to communicate at general office, and, 
when space permits, this data is also shown for 
branch offices. 


Equipment—character, number of units, ownership. 


4. Insurance—types and amounts carried. When 
amount is shown, it relates in all cases to unit cover- 
age per vehicle or whatever other standard unit is 
applicable. All insurance data is verified at time 
advertiser is accepted. Important—When a star (*) 
is used it signifies that THE TRAFFIC WORLD 
has established an arrangement with the under- 
writer or its agent by which it will be informed of 
any lapse in the insurance or bonds. 


5. Schedules of operations—number of runs daily, 
whether day or night runs, and average time of runs 
between major terminals, etc.—are shown when 
space permits. 


6. Special services and facilities—data regarding ac- 
ceptance of shipments, special terminal 
facilities, local services, etc. 


7. Association memberships are reported since some 
traffic managers use this as a measure of the standing 
of a company. 


Character of Highway Service Offered by Motor 
Transport Lines: The individual maps that accom- 
pany advertisements have been uniformly prepared. 
After once becoming familiar with the significance of the 
various types of route lines shown, one can tell at a 
glance the character of service offered via each route 
operated by each motor line. 


qummmmms Daily INTER- and INTRAstate service. 
see Daily INTERstate service (no INTRAstate). 
Daily coordinated rail-motor service. 








eum Service 2 or 3 times weekly. 
—S— Irregular or special service routes. 
=aseeeee: Connecting lines. 


eceeece Ferries. 


& Terminal cities. 


Unless otherwise noted on maps, motor lines offer- 
ing an intrastate service are also interstate 
operators when their routes extend into other states. 


@©@ O Principal points served. 





COMPANY Page COMPANY Page COMPANY Page COMPANY Page 
Brashear Freight Lines......... 4 East Coast Freight Lines, Inc... 3 Merchants Fast Freight Service... 5 Shirks Motor Express Corp...... 2 
ge | re 3 Gateway City Transfer Co...... 5 The Norwalk Truck Line Co..... 4 T. S.C. Motor Freight Lines, Inc. 6 
Consolidated Freight Lines, Inc. 7 Hampton Roads Transportation Novick Transfer Company..... 3 Tidewater Express Lines, Inc.... 3 
Decatur Cartage Co............ 5 Co.—The Wright Line........ On Time Transfer Company.... 7 Wolverine Express, Inc.......... 5 
Denver-Chicago Trucking Co... 6 Inland Motor Freight.......... 7 Red Arrow Freight Lines, Inc... 6 York Motor Express Co......... 2 





Index of Motor Transport Lines by Key Distribution Areas 





ARIZONA DIST. OF COL. PEORIA IOWA LOUISIANA MICHIGAN MINNESOTA 
PHOENIX WASHINGTON .¢ Denver-Chicago CEDAR RAPIDS 
_ a . ¢: _ Trucking Co. .6 ae ALEXANDRIA BAY CITY MINNEAPOLIS 
os T ‘ « Carr's Decatur stone « Denver-Chicago 
. rucking Co..6 *°* Ke m4 artage c= A ¢ Merchants Fast A 
Transfer. .... >. a Go. Trucking Co. .6 4 . Consolidated Frt. 
+ Din wkawwes's 5 Freigh 5 
‘ st ast Frt. a eee cee 0 Pe esse : orwa ruc . i ines Enc. 7 
ag Chi ee. ) Quer ee i he > ene ee 
a Teckine Coe >! Novick Transfer « Denver-Chicago BATON ROUGE . Gateway City 
' Trucking Co..6  -. -* PORT 
im mpany....3 “i _ TruckingCo..6 DAVEN T.S.C. Motor Frt. tS Transfer..... 5 
CALIFORNIA .¢ Shirks Motor Ex- $ Decatur Cartage _.~ Denver-Chicago **%.« “i cab cada’ 6 DETROIT 
LOS ANGELES . —S-,-- 2 SA an tineeee 5 Trucking Co. .6 ST. PAUL 
Peewee P; ROCKFORD MONROE . Norwalk Truck . : 
~~ Denver-Chicago Z LEER. «6 sows 3 . DES MOINES 4 : (See Minneapolis) 
t Trucking Co..6 « York Motor Ex- .. Denver-Chicago Denver-Chicago Merchants Fast ? Line......... ‘ 
SAN DIEGO ; press Co... ..2 ay Beers a -"" "Trucking Co..6 * 3¢ Freight....... 5 WINONA 
- peer aieewe IDAHO “.  Transfer..... 5 DUBUQUE NEW ORLEANS FLINT : 
SAN FRANCISCO BOISE mew -- Depver-<Pineve T.S.C. Motor F ' Norwalk Truck 7 ng ted 
. e Davenport) rucking Co.. S.C. Motor Frt. ° j ~ “RSREEST. «0s 
0% ae yy mg Fr 5 ., Conealitond m_ SPRINGFIELD KANSAS we SMO: x osias a8 ms  Line......... 4 
tree eo" 8 ines Inc..... : MISSOURI 
_.¢ Denver-Chicago 
COLORADO ILLINOIS ' Trucking Co..6 DODGE CITY wereer JACKSON 
COLORADO SPGS. CHICAGO ge oe Cartage Denver-Chicago «+ Merchants Fast KANSAS CITY 
!. Denver-Chicago om Des won oe nine “** Trucking Co. .6 reight....... ' Norwalk Truck 
—“—  * on. es INDIANA HUTCHINSON 8 sneer ene de) sete 
.- Brashear Frt. 48, i «al ' pain, FORT WAYNE eee ery eline Cae RARELAND ..- Denver-Chicago 
5 Lines sagas 4 >, Denver-Chicago ».q Norwalk Truck SaLINA BALTIMORE LANSING Trucking Co..6 
.* Toshio hag 1 ? os > 6 See cya und alia Miia C - ‘: Track 
-: st ateway ity = a : 1 "s " orwa ruc S ; 
PUEBLO ne Transfer..... 5 weet my BE en eee o° "Treasfor..... RR ie cncensss ; ae 
‘ - - . 
po OP NckingGone °° Line. '°4 INDIANAPOLIS “*" “Trucking Co..6 .+ East Coast Frt o- Type Shee 
_. On Time Trans- B rashear Frt. TOPEKA “i Lines........ 3 MUSKEGON a 
DELAWARE war. Le eaaeise= rg FI neon fe 4 _.- Brashear Frt. _ Novick Transfer ST. LOUIS 
WILMINGTON ” Taverne >. ecatur Cartage Lines........ 4 7 Company....3 is, W : 
H Read Express, Inc..5 7 PETES : ° olverine 
r ‘Wright ino..3 oon Myre eoeee oo, Shirks Motor Ex- ' Express,Inc..5 4, Brashear Frt 
' - ri 5 snd DANVILLE SOUTH BEND Trucking Co. .6 PS combo 2 oct Se 4 
ors vansver § _ Decatur Cartage Te: eee ky Leer ll Yt lL LL LE 
a an” ~ he Ex 33 ies enacnen a | RRS 4 KENTUCKY 33° Tidewater Exp. SAGINAW w$q Decatur Cartage 
rs “ta ame a. : : DECATUR TERRE HAUTE LOUISVILLE Rs ces as 3 _ oa 5 


».¢ York Motor Ex- qf Decatur Cartage »! 
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Index of Motor Transport Lines by Key Distribution Areas (Continued) 








MONTANA NEW MEXICO CLEVELAND ERIE SCRANTON SAN ANTONIO SPOKANE 
BILLINGS ALBUQUERQUE « Norwalk Tow .¢ Shirks Motor Ex- Novick Transfer oo Red Arrow Frt. Comsclidatad Fre 
_¢ Denver-Chicago % Sree "a press Corp....2  ,° Comapen 3 . BIOS. cc 0cces we ee I 7 
-+- Consolidated Frt; *" “Trucking Co..6  ,- Shirks Motor Es. uniaiiie aa 
Lines Inc.....7 . ~ Inland oneniay 
*; "ee soe Ww 
press Corp.. HARRISBURG WILLIAMSPORT ACO ¢°  Freight...... 7 
BUTTE NEW YORK TOLEDO Novick Transfer : $% Red Arrow Frt. 
oy eae +* Company. 3.-!-« Shirks Motor Ex- %°  Lines........ 6 TACOMA 
be pie an r ; BUFFALO ate : lebtvee’ pee ’ Ps ’ press Corp....2 c lideved F 
coee s * i a vie t m : i 5 
.¢ Shirks Motor Ex- ni ae en aoe aaa ' i ins. "9 
GREAT FALLS +*< “press Corp....2. YOUNGSTOWN Pease VIRGINIA ty 
».«< Consolidated ~~, : —o TEXAS 
es Lines Inc.. NEW YORK ran pegenney o * ' ae 3 LYNCHBURG WALLA WALLA 
East Coast Frt. iia .. York Motor Ex- AUSTIN a 3c Inland Motor 
NEBRASKA a i 3 " press Co...... 2 .!¢ Novick Transfer Freight...... 7 
Hampton Reade OKLAHOMA Red Arrow Frt. Company... .3 
GRAND ISLAND > “a. s Oe c and 6 
_ Denver-Chicage Nets Taek OO JOHNSTOWN NORFOLK- WENATCHEE 
a Trucking Co..6 3° ‘Gaen 3 .¢ Brashear Frt. Novick Transfer BEAUMONT ee Se _.. Consolidated Frt. 
HASTINGS Pa York Motor Ex- BOR. wccsces a ' Company. ae 3 Hampton Roads- ri Lines Inc.....7 
..- Denver-Chicago ¥ press Co... ..2 *t 73S Meee Frt. * Wright Line. .3 
ow "Tracking Co..6 OREGON PHILADELPHIA 0 YAKIMA 
LINCOLN meee a: + tach commen OO ..< Consolidated Frt. 
_.~ Denver-Chicago . Shirks Motor Ex- ‘ _ Consolidated Frt. ” eee + East Coast Frt. ’'* Lines Inc.....7 
Trucking Co. 6 °' press Corp....2 Lines Inc.....7 o Heampten Reado- w$e Red Arrow Frt. eee 3 
a at Nai ; PENDLETON ’ Wright Line. .3 ° eee 6 Hampton mais WISCONSIN 
seeee - . . 
NORTH DAKOTA .; Consolidated Frt. _'+¢ Novick Transfer es Wright Line..3 LA CROSSE 
—e eS. | Ce...2 eee no G Cit 
st 
site Trucking ¢ eS PORTLAND 2, Mie MeeEe 9. "h Anw Fu. tena 239 "Tees... 3 
.~ On Time _ Consolidated ™ % CS heed Eee ¥ press Corp... .2 ba BOMBS s o:0:0.0:0:0 6 f Novick Transfer 
. Transfer..... 7 Cane a. a ‘Toate... 7 sie York Motor Ex- 4) veston Company....3 MADISON 
FARGO ~ Inland Motor - Pee Scenes 2 - 
NEVADA c lidated F Freight...... 7 , et 1-S.C. Motor Frt. >. © Copewar ate 
RENO " me sea at READING LINER coe e008 6 WASHINGTON  #~"""* 
.¢ Consolidated Fre, PENNSYLVANIA _ Novick Transfer MILWAUKEE 
-* Lines Inc.. Company....3 HOUSTON SEATTLE 
OHIO ALLENTOWN : >. Gateway City 
NEW JERSEY AKRON : ae a Shirks Motor E Ex: 3° Oy Aenew Fr v4 * Cpestieens 7, i Transfer..... 5 
> ae = oS SC. 8  § EMM... linea 
NEWARK 31 Norwalk Truck, _ York Motor Ex, _,¢ York Motor Ex; ye T.S.C. Motor Frt Inland Motor _ SUPERIOR 
(See New York) eae ay press Co...... 2 a press Co...... 2 ee « Freight...... 7 (See Duluth) 

















ICC Certif. No. 1658 
EQUIPMENT: 7 Trac- 


tors, 7 trailers. 
Trucks, 12 van, | 
open. All company 
owned. 


SERVICE FEATURES: 
Daily serv, all routes. 
Pick-up and delivery 
atall points. 











Wilmington— 












Cartage service at Lancaster. 
BRANCH OFFICES 
Baltimore—Singer Transfer& Storage Co. 
Buffalo—Otander & Co. 
Cleveland—Shirks Motor Express. 
Philadelphia—General Express. 
Roch senee—iauptene Carting Co. 
ooleyhan Transport Co. 
o, $10,000. %Pub. 
’ &Prop. Damage, 
20, 000. % Workmen's Comp. 











CONNECTING 
LINES 


@ Washington Pcoxnectt 


LANCASTER, PA. 








Readingg@ Pottstown 
‘. Birdsboro 
PENNA. Phoenixville 
New Holland 
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A Dependable Service 


“We do not know of anyone or any organization that 
has a better set-up for assembling the data and informa- 
tion required to compile and publish a motor truck guide 
or directory than the organization you have, nor do we 













































Telephone 5591 


J. F. Baird, Gen. Traf. Mgr. 
TARIFF AGENCY—Middl 
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is7 Shirks Motor Express Corp. #| |York Motor Express Company 
outa cee Pres. MANHEIM PIKE Established 1921 COMMON — Incorporated (Penna.) 


ICC Certif. Ne 1440—P.U.C. 22984 
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PCockeywi lle 


Baltimore 












TERMINALS 


Baltimore—Hillen & East Sts. 
(Tel. Vernon 1234) 

New York City—West & Morton Sts. 
(Tel. Rector 2-4877-78-79-80-81 ) 


YORK, PENNA. 


i ion 


. athe 
| NOY To RICHMOND & 7 (CG 2 
[ THE TRaFric womo—cHicaco ST SOUTHERN PO K « 







EQUIPMENT: Tractors, 
trailers, 72. Trucks, vans, 77; open 5. 
All equipment company owned. 
NCE: Cargo, $25,000 (Alliance 
Ins. Co. of Phila.). Public Liab., $5/- 


INSU 


11 E. Boundary Ave. 
L. S. Reidel, Pres. & Gen. Mgr. 


e Atlantic States Motor Carrier Conf., end 
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PCH. Delaware 62717-2718), Dam.» $3,000 "(Traveler's ina. Con. 
} : } : : ( laware a am. ¥ raveler's 'ns. Co.). 
know of any organization in whose publication we would Me ce a pm A, 


Sts. (Tel. Market 6274) 
Allentown—Rush & Early Sts. (Tel. 2-2626) 
Reading— Upland Av.& MorgantownRd. 

(Tel. 4-2191) 


place the reliance that we would in a publication of this 


kind compiled and published by the Traffic Service 


Corporation.” 


POOL CAR DISTRIBUTION: York, 
Lancaster, Harrisburg, Reading. 
SCHEDULES: Daily overnight opera- 
tions between all points shown on map. 
Lebanon—S. | Ith St. & Linden Ave. SPECIAL SERVICES: In addition to 
(Tel. 1058) pone —_ we male in the han- 
Lancaster—Fountain Ave. (Tel. 2-5674) of silk and textiles. 
Harrisborg—7288, Cameron St, (Tel. 4.8248) MEMBER: A-T.A.; Penna. State C. of 
Hanover—536 Broadway. (Tel. 514) C.; Nat. Fed. of Textiles, Inc.; Certif'd 
York—11 E. Boundry. (Tel. 5591) Motor Carriers of Penna. 


li 


(petroleum company) 


Tulsa, Oklahoma 









on 








The Traffic World Guide to Motor Transport Lines 


Vol. LXI, No. 3 


Serial Page No. 180 ATLANTIC COAST 





Tidewater Express Lines, Inc. 


COMMON CARRIER—ICC Docket No. 1034 204-30 Key Highway 


INCORPORATED (MD) Established 1933 BALTIMORE, MD. 
Telephone-SOuth 1551-2 
HARRISBURG & J. T. Bennett 
Lemoyne : Traffic Manager 
New Cumberland § \ , POD ny og OFFICES 
4) cowel een, Md., Bel Air Ave. 
CHAMBERY YORK BSS ancasTER Walter 8. Wilson (Tel. 21W) 
wee = rears ne. Md., +f yo St. 
wes eae @ Red Lion . rman Murr: 
Faitheld sje cettysburs (ae pee we York, Pa., A & es Sts. 


we ¢ 


/| D. H. Brown (Tel. 6122) 
“Waynesboro” ap = D. C., 2613 E. &t., 
N. W. 


J. A. Ward, (Tel. MET. 9345) 
Lancaster, Pa., 517 N. Mulberry 
t. 


Keystone Exp. & Stge. Co. 

(Tel. 8248) 
Harrisburg, Pa., 1539 Walnut St. 
Hill Express (Tel. 3-6121) 


TARIFF AGENCIES 
Individual: D. T. Waring, J. B. 
Dempsey 
ASSOCIATIONS 
Baltimore Safety Council 
We INCA Baltimore Assn. of Com. 
THE TRAFFIC WORLO—CHICAGO |) Traffic Club of Baltimore 





, tae © cke, 27 LOCAL FACILITIES 

tractor, trailer. ru . . ey os ae : 

vans (12 carry ice Sor salsigeretion Terminals with rail sidings: 

when needed); 2 open bodies. All Baltimore, Frederick. 

company owned. SCHEDULES 
INSURANCE 


wCargo, $5,000 plus $2,500 Daily common carrier service to 
iiortiess Mewar. a of London) all points with irregular service on 
- Public ers $10,000 & truck load lots. Operating over 


$50,000 perty Damage, highways in Maryland (intra- 
$5,000.85 deductible 8 state and interstate); Pennsyl- 
ingmen’s Compensation (Lum- Vania and¥District of Columbia 


berman’s Mutual Casualty). (interstate). 










Hampton Roads Transportation:Co. 


Established 1921 I. C. C. Docket No. 19532 Incorporated (Va.) 


The Wright Line 


Est.1932  1.C.C.Doc.Ne S1116 —Inc. (Ve.) 


12 Nebraska St. NORF OLK, VA. PENNSYLVANIA 


Foret yPWweigh 65 Telephone—2-5758 
right ae 2 Manager 
T.M. J.C. Weaver, G. F. A. PHILADELPHIA 4 


COMMON AND CONTRACT CARRIERS wMncrygeA 
Vg 





















TARIFF AGENCIES: Mid. Atlantic 
States; So. Motor Carriers’ Rate Confer- 
ences; Individual Tariffs. 
BRANCH OFFICES: eet eg City, N. Soe 
Hampten, Va., Ho Va., Newpo RY; 
News, Va., New York, N. iy Piiladelphie, er 
Pa., Richmond, Va., Smithfeld, Va., Suffolk, 
Va., Virginia Beach, Va. , Wilmington, Del. 
; 20 Tractors, 20 Trailers, 7 Vans. 
INSURANCE: Cargo, $6,000-$7,500: 
Pub. Liab., $10,000-$25,000; Prop. Dam., 
5,000; Workmen's Compensation. 
SPECIAL SERVICES: Norfolk—Pool 
car dist.; consol. of cars; local cartage. 
Suffolk—local cartage. one ys wm with 
Lines serving all states ag Rneay j ao 
MEMBER: A.T.A.; Va. Users; 
niger k. 


C. of C. Norfolk; Richmond ATLANTIC 











FRANKLIN TO 
SOUTH HILL 





BAS 
PENNSYLVANIA J 


Wachingion! DEL. 


lex andr ie 


Ashland SS. H 


® “J Richmond 


wa TIN Ls To 





Philadelphia S& 
Chester 


¢ Peter son ) Ne 
New arke 


Jersey City 
New! Br unswick®Y Elizabeth 


a an 


ESTABLISHED 1933 vee CARRIER 
Incorp. (Va.) ICC Docket No. 75295 


2916 W. Marshall St., Richmond, Va. 


L. E. Keppel, few owed 
ae iddle AtlanticS.M.C.C. 
BRANCH ce MREPRESENTATION 
Mn etlnce ere, s Trsfr. & Stge. Co. 
218-20 D St., S. E. (Lincoln 4275) 
Baltimore—Davidson Trefr. & Stge. Co. 
400 Key Highway (South 2900) 
Philadelphia—W. E. Steitz, Terminal Mgr. 
Delaware Ave. & Fletcher (Nebraska 9566) 
Newark—Lueddeke’s Transportation 
102-8 Monroe St. (Market 2-0806) 
New York—cC. H. Trayford, Terminal Mgr. 
115 Watts St. (Walker 5-1850) 
EQUIPMENT: 9 tractors, 9 trailers (2 re- 
Se eration sipped —_ body trucks A 
co equip’ ). company own 
INS URANCE Cargo, $ — Pub. 
ae $25950,000. rop. Dam. $5,000. 


ue East Coast Freight Lines, Inc. 





me TRarric wom C.0.D. bond. Bond protecting inter- 


carrier shipments, $2,000. Workmen's Cemp. 


Carr’s Transfer 


COMMON CARRIER—J.C.C. Doc. No. 3799 
Established 1925 

2613 E St., N.W., Washington, D. C. 
Telephone—West 0767 

L. C. Carr, Owner 


BALTIMORE = 


hway 


al Tidewater 
Express Co., 2 
1581-2): (2) Union ae 4 


(South 


t Terminal, 


423-425 Sharp St. (Plaza 4116-17-18). 
EQUIPMENT: 7 Tractors, 5 . : 
trucks, 5 van, 2 open; 2 refrigerator Washington-Harrisburg (via Winches- 
trucks. All company owned. 


INSURANCE: Cargo, 


trailers; 


ter) 


$2,000 (Mass. Wespngten Somegten- Culpeper 


Fire & Marine Ins. Co.); * Pub. Liab., Washington-New Yor 


a $20,000; xP: rop. 
$5,000 


Damage, (via connecting line). 


; * Workm’n’s Comp., all opera- Tuesday and Friday Service: Wash- 


tions (U.S. Fidelity & 
Baltimore). 


Guar. 


Co. of ington-Luray. 


REGULAR SCHEDULES: Daily pick-up IRREGULAR ROUTES: Permits for use of 


and delivery service 
Baltimore- Washington 
Washington-Leesburg 


Novick 


tween: 


all highways in Virginia, Pennsylvania, 
1 te nd, Delaware, D. C. 


MEMBER: American Trucking Assn. 





700 N. Cameron St. WINCHESTER, VA. 


Coondle NEW yorx| Phones—430 & 78 
jenton 7 Teletype—582 


B. Belchic, Traf. Mgr. 


EQUIPMENT: 26 
tractors, 26 trailers. 
Trucks, 14 vans. 
INSURANCE: 
Cargo, $25,000. 
Pub. Liab. $25/ 
EW ilmington i 50,000. an°?: 
%, JERSEY g/ Dam., $5,000. 
- Workmen's Comp. 
CONNECTING LINES: New York City 
to New England & New York State 
points. Roanoke to Vir inia, North 
Carolina, Tennessee & . Virginia 
ae. Y Winchester to Pittsburgh & 
ichmond. 
SERVICE: Daily schedules. 
ad CAR DISTRIBUTION: Winchester. 
BER: Va. Highway Users Assn.; 
feb Transport. Assn., N.Y.; A.T.A. 








Motor Line Indexes Make Selection 
of Services Easy 


To simplify the finding of a service to fit any shipper’s requirements, 
two indexes have been prepared: 


Alphabetical Index: When a specific company is wanted, refer to 
the alphabetical index. 


Index of Motor Transport Lines by Key Distribution Areas: 
This index enables the user to find the service or services available 
between any two points without resort to a complicated system of 


codes or cross references. 
all of the key cities it serves. Before each listing is a symbol which 
shows the direction of the company’s service into and out of the city. 
The symbols, see first page of Motor Section, are simple and 


easy to use. 


Each motor transport line is listed under 
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The Norwalk Truck Line Co. 


J.E.Ernsthausen COMMON CARRIER Established 1921 
President I.C.C. Docket No. 71096 ‘Incorporated (Ohio) 
C. W. Hoke 36 Woodlawn Ave. 


Vice-President NORWALK, OHIO 


TARIFF AGENCIES 
Central Motor Freight Assn., Inc. 
Ohio Motor Frt. Tariff Bureau. 


EQUIPMENT 
115 Tractors (75 company owned), 
127 trailers (125 company owned); 
30 truck bodies (all company owned). 

INSURANCE 
* Cargo, $10/25,000 (The Connecticut 
Fire Ins. Co.). % Public Liability, 
* Property Damage, * Work- 
men’s Compensation, and Liability 
Insurance on All Terminals (The 
Travelers Insurance Co. & The Travelers 
Liability Co.). % Blanket Employees 
pons (Mass. Bonding Co.). Also 
bonded by new A. T. A. bond. Cargo 


To Milwaukee 


Telephone—71I or 244 


Policy includes all standard Cargo 
coverages and, in addition, Theft of an 
entire shipping package, Tornado, Riot, 
Strike, etc. 


Shippers are given complete insurance 
protection—all policies are with large, 
strong American stock companies. 


SERVICE & SCHEDULES 
Daily service over all lines—over night 
delivery via our own lines. 


MEMBER 
Service Member, A.T.A.; Akron 
Motor Transportation; Chicago Assn. 
of Com.; and Chambers of Com. in 
South Bend, Fort Wayne, Detroit, 
Toledo and Cleveland. 


Pintoen if 
. \\\ \) ‘chet if Lf 
oe Mice MW MICHIGAN 
avenport (i Evanston y f 
LOmohe 1 Chicago LY > 
f \\\, m vot. . tH , ¥ 
mo NS or w Michigan City 5 inie aly 
of HerveyO ‘=* oe = 
. Hammond La Porte 
BS. Lovie 


ILLINOIS | 
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Brashear Freight Lines, 


COMMON CARRIER=—ICC Docket No. 26876 
GENERAL OFFICES 


i. A. Gout ST. LOUIS, MO. 


Traffic Manager 





-_——— - 










KANSAS Salina all 


Hutchinson o~- 719) 
Wichita 








Oklahoma Cine 
\ 


RED 


@} _- 


! 
THE TRAFFIC WORLD—CHICAGO 


To Grond Rapids 


“@& Lansing 


527 S. Theresa Ave. 


Tel.—NEwstead 2250 


Twenty-five Years Without Change of Management 


-_—— = = 


“Satisfy your Customerswith - 
Norwalk Truck Line Service’? Cieveland, 33rd & Hamilton (Prospect 5350) 





SRW 
Bay City = Ww ‘SAGINAW BAY 











































Saginaw 


Jackson 


WM 


Inc. 


KANSAS CITY 
INDIANAPOLIS 


TARIFF PUBLISHING AGENCIES: 
Mississippi Valley Motor Freight Bureau, 

t. Louis. Central States Motor Freight 
Association, Chicago. : 
EQUIPMENT: 65 Tractors, 45 trailers. 
Trucks, 20 van, 5 open ies. 1 
Refrigerator units. 10 Heated units. 
All equipment, except 10 tractors, com- 


INSURANCE: Cargo, $10/20.000. 
Public Liability, $50/100,000. Fop- 
erty Damage, $5,000. Workingmen’s 


Compensation. Self insurer. 


Indianapolis |_- 
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OHIO TERMINALS 
kron, 100 Miller St. (Franklin 6195) 


Elyria, 124 N. Maple St. (Phone 3484) 
Fremont, 211 E. State St. (MAin 2825) 
Lorain, 206 llth St. (Phone 4135) 
Mansfield, 198 N. Franklin St. (Canal 2160) 
Norwalk, 36 Woodlawn (Phone 244) 
Sandusky, 1000 Maple St. (Phone 1325) 
Toledo, 145 S. St. Clair St. (Adams 4291) 
MICHIGAN TERMINALS 
Bay Gity, Foot of 1st St. (Phone 2622-R) 
Detroit, 117 N. June. Ave. (VInewd 2-1435) 
Flint, 1220 Stever St. (Phone 3-5518) 
Jackson, 404 Water St. (Phone 4028) 
Lansing, 925 S. Grand Ave. (Phone 5-3449) 
Monroe, 317 W. Front St. (Phone 1032-J) 
Pontiac, 675 S. Saginaw St. (Phone 2-0115) 
Saginaw, 303 W. Genessee Ave. (Phone 8131) 
INDIANA TERMINALS 
Auburn, 334 W. 9th St. (Phone 618-J) 
Elkhart, 1401 W. Beardsley Ave. (Phone 466) 
Fort Wayne, 805 High St. (ANthony 4363) 
Goshen, 9th & Nye St. (Phone 511) 


Detroit $34 Hammond, 1055 Ind. Blvd. (WHiting 783) 


Kendallville, 1018 Garden St. (Phone 378-J) 
La Porte, 619 Washington St. (Phone 2354) 
Michigan City, 2nd & Pine Sts. (Phone 821) 
ILLINOIS TERMINAL 
Chicago, 2443 W. 21st Pl. (CANal 7071) 








“2 ZS if 
- le land] 
4 


a 
OHIO fe 






INDIANA \ 


@ L-- 

=" TO INDIANA, OHIO 
— 1 & PENNSYLVANIA POINTS 
- —“ — 


AG 


= . 
Louisville 


a TO WEST VIRGINIA i. 
> & KENTUCKY POINTS 









/ 
KENTUCKY ie 


—_—_—s" 





a 


Daily Service Between ST. LOUIS and 


TULSA 
DENVER 


CHICAGO 
LOUISVILLE 


WHEN LOOKING FOR RELIABLE, 
YEAR-ROUND SERVICE, CALL OR 
ROUTE BRASHEAR FREIGHT 
LINES. Special circulars showing points 


Q served direct or through connecting lines 


available upon request. 


SPECIAL ST. LOUIS SERVICE— 
Pool Car Distribution—Local Cartage 
Trucks available at all times for local 
cartage and prices gladly furnished upon 
request. 
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-. Wolverine Express, Inc. 
COMMON CARRIER—ICC Certificate No. 2998 
Established 1928 Incorporated (Mich.) 1930 


659 W. Western Ave., Muskegon, Mich- 





il 
Manistee fy Cadi Hlac| 
























~ « ie C) Telephone—22-681 
—p yket Cw B. F. Deyman, President 
Het ba ds 

LAKE \\\ Ysieby i °°’ George A. Johnson, General Manager 
f Winds © Fremont TARIFF AGENCY, Central Mot. Frt. Assn., Chicago. 
Muskegon BRANCH OFFICES—Grand Haven, Oscar 
Grand Haven Ehrmann (Tel.—526)., Cnn 738 S. Clinton, 

| MICHIGAN | Art Gerkie (Tel. —Wabash 4738 
@ Holland | EQUIPMENT—31 Tractors, 22 Trailers. Trucks; 
MICHIGAN Fenaville | 17 open; 9 refrigerator. Total, 79 units—67 com- 








| pany owned. 


INSURANCE—Cargo, $10,000 and $5,000. 
_ Liab. $50,000—$100,000. Property 





alll 


Connections = 





Dam., $50, $100,000 with additional $5,000— 
10, Workingmen’s Comp. 

Pea Bw gt egg egy, Tenge Truck. Assn.; A.T.A. 
Ind. Mot. Frt.; Chicago A. of A. 


e a 


Decatur Cartage Co. 


COMMON & CONTRACT CARRIER 
(.C.C. Doc. Nos. 68909 & 76099) 


Established 1926 Inc. (ill.) 


20th St. & Wentworth Ave. 
Telephone—Victory 6000 
CHICAGO, ILL. 

TARIFF AGENCY — Central 
States Motor Frt. Bur. 

EQUIPMENT — Compan 
owned except as mten A 
90 Tractors (30 leased); 
74 trailers (30 leased); 
52 Trucks; 16 Refrig- 
ator or heated trailers; 
16 Armored trucks; 
6 heavy duty trucks. 
- cont INSURANCE—&Cargo, $15/100,000. *%Pub. 
wx ‘ a Liab., $25/50,000. % Prop. Dam., $5/50,000. 
ST. LOUIS . SERVICE FEATURES—Pool c cardist.; ; Local cartage. 
E. Fo LOUIS WATCH DISPLAY ADVERTISEMENTS 
y. OPPOSITE THE INDEX PAGE 





The Motor Guide Is Designed 
to Do These Specific Things 


This Guide has been designed by THE TRAFFIC 
WORLD in response to suggestions received from traffic 
managers to meet their exacting requirements. 


THESE ARE ITS SPECIFIC OBJECTIVES: 


To Provide a List of Dependable Motor Transport 
Lines: The procedure by which dependable motor lines 
are selected was developed from suggestions received from 
shippers. In the Guide are listed only such companies as 
meet the rigid standards established by THE TRAFFIC 
WORLD. Each company accepted has been checked 


through seven separate channels. 


To Furnish an Information Service That Will Enable 
Shippers to Select Quickly and Easily a Transport 
Company To Do a Definite Job: The indexing system 
designed for the Guide eliminates all codes and other 
complicated methods for finding a service between two 
points. 


To Furnish Shippers With a System of Uniform 
Maps Showing the Operations of Motor Transport 
Lines: The map for each motor transport line in the 
Guide shows where the line goes and the points it 
serves, the location of terminals, and whether the service 
is inter-state or intra-state in character. It shows 
graphically, and visually, these and other essential facts. 


To Organize Uniformly the Facts Regarding Facili- 
ties and Services: The facts shippers want are given 
alongside the maps. 
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Merchants Fast Freight Service, Inc. 

Inc. (La.) COMMON CARRIER—I. C. C. Docket Nos. 19690 & 28801 Est. 1935 
219 Walnut St. ee ] 

Telephone—780 & 781; Teletype—5 


MONROE, LA. | iso 
Gibslend 
N. E. Dawson 
Vice-Pres. & Gen. Mgr. 
TARIFF BUREAU:S.W. Motor Freight Bur., Dallas. 


BRANCH OFFICES: oo ta Tel. 584; Baton 
Rouge; Shreveport, Tel. 4 


EQUIPMENT: 12 scat “a trailers. Trucks— | Z 


Shreveport 








4van, | open. | heavy duty. All company owned. 
INSURANCE: Cargo, $1,000-$5,000; %Public | Pest 5 
ry $10,000-$20,000; Property Damage, Sols To ee 


Workmen’s Compensation, self-insured. Ret \} 





C. O. D. Shipments accepted. | tes era ; all 
CONNECTIONS: With responsible lines at \ 
Alexandria, Shreveport, Monroe, Baton Rouge. ih _—, 
ASSOCIATIONS: National Safety Council; aS 
Louisiana Motor Freight Bureau, Inc. more eens-eneco baton Rouge) _| 





~~ 
Gateway City Transfer Co. 
INCORPORATED (WIS.) COMMON AND CONTRACT CARRIER 
Established 1896 I.C.C. Dockets—80430 & 25550 
John F. McGrath LA CROSSE, WIS. 417-431 No. Third St. 
Vice-Pres. & Traf. Mgr. Teletype—27075 Telephone—179 & 199 
TARIFF AGENCIES: Wis. Motor Carriers Bur.; Central States Bur. 


To Grand Forks, Grafton, e Bemidji 


a a \ Gateway City Transfer Co., Inc. 
Fargo PpPerk Rapids wil (BA 
Detroit Tbk H rior s 
N.D. \e , 4 z | a Chivpoee ‘fet tedlubos 


Om eden y Spend, tas 
Breckenri sate 4 points north of Tomah on 12, 
F Fall tnsh of with no intermediate (loca!) 
ergus Falls “ss, @ i WISCONSIN service between Tomah and 
Alexandra 


ot Spooner 4 Milwaukee. j 
4 Bei Milwaukee and g 
Sauk Center >>=fap}_ ty Stvk Ravids b Rice Lobe Veler ncisdas pone cou| 
St. Cloud NA k Bloomer 2. of Richland Center on 14. 4 
~stoe Between Le Crosse and Rich- 
ee Minnespoi 1B) ST. PAUL, apRAuls land Center on Highway 14, 
Montevideo _ wm ae FAL including intermediate points. 
Oli vi GS n ere opr fy Menominee Between Madi nd } 
Nox Gat Snesgs od Gai Scns EAU CLAIRE | Between ot 
of Richland Center on 14. 


2 
Me 


Intrastate Operations 


~ 
~~ 


Little Falls 


eacccncos 
““s20 


§.D Granite Falls 
clive 


Farm:ngton| 


Sat 
*% j MINN. o> =o 
; C 


} 
So Wisconsin Dells oy at 
TE Portage ye” ( 
tae SS HILW AUKEE 


BRANCH OFFICES: Chicago, 

3115 S. Wallace St. (Calumet 

5640); Milwaukee, 1208 South 

Second St. (Mitchell 4949); St. 

Paul, 366 Ferdinand Ave. (Nes- 

tor 2806); Eau Claire, 429 

Gibson St. (Tel.9833); Chip- 

cone Falls, 818 High St. (Tel.— . 
161); Winona, 76-78 E. 2nd St. 

(Tel.—3665); La Crosse, 417-431 N. LOCAL SERVICES: La Crosse—Pool 
3rd (Tel. 179). car dist.; cartage; rail siding; afhliated 
EQUIPMENT: 52 tractors, 25 semi- with Murphy Brothers eatennes. 
a 20 heed trailers; am 9 Winona—Pool car dist.; cartage 

van, 5 open. company owned. 

INSURANCE: ame $10,000-$25- SPECIAL SERVICES: C.O.D. collec- 
000 (Ins. Co. of No. Am.) ...%Public tions. P. & D. included in rates. 
Liability, $25,000-$50,000, %Property AGENTS FOR: Universal C 

wr > . ,000 “ve Indemnity ~~ ) & Distributing Company. wenn 
i Workingmen’s Comp., complete 

coverage eae Mutual of Wausau, MEMBERS: A.T.A.; Assn. se Com.— 
Wis.) . . %&Fidelity Bonds (Am. Chicago, Milwaukee, St. Pau 

Bonding Co.). REFERENCE: Dun & = 


A Reliable Source— 


“With the great number of trucks operating at the 


present time, information from a reliable source as to the 
responsibility of truck operators is of considerable value 


to shippers. Keep this up.” 


(Stove and Range Mfr.) 
St. Louis, Missouri 








| Reems 





he 
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ice Dene 30012 1.9.C. Motor Freight Lines “itis is 


Marion Martin HOUSTON, TEX. 710 Walnut St. 
Pres. & Traffic Mgr. (P. O. Box 669) Tel.-Preston 7191 
TARIFF AGENCY: S. W. Motor Frt. Bur. INSURANCE: %Cargo, $10,000; *Pub. 
BRANCH OFFICES: Houston, Beau- Liab., $10/10,000 excess to $15/40.000; 
mont, New Orleans. *Prop. Dam., $5,000; %*Workmen’s 
EQUIPMENT: 23 tractors, 22 trailers, | Comp.; *C.O.D. Bonds, $1,000 Tex., 
refrigerator trailer; 31 van trucks. All $3000 La.: *Employees’ Bonds. 
company owned. 5 = 

POOL CAR DIST.: Houston, Beaumont. MEMBER: Tex. Mot. Transp. Assn.; 
New Orleans, Baton Rouge, Galveston. Com. Car. Mot. Fgr. Assn. 


SCHE -uULtr: : 
Noon & nig«t 
—Houston- 
Beaumont, 
Houston-Port 
Arthur. Over- 
night — Hous- 
ton- New Or- 
leans & inter- 
mediate points. 


Shippers Use the Guide 
Because They Find It— 


Accurate— 


“Because of the continual changes in motor transportation, the 
up-to-the-minute information . . . in the Guide is often referred to.” 


(mail order company) 
Denver, Colorado 


Reliable— 


“Reliable information—such as you furnish, is badly needed in 
view of conditions that exist today. The main information should be 
as to reliability. Your Guide as to responsibility is a great help.”’ 


Red Arrow Freight Lines (building supply company) 
COMMON CARRIER J.C.C. Doc. No. 2226 
Established 1928 Incorporated (Tex.) 


1415-19 Conti St. HOUSTON, TEX. Time Saving— 
Telephone—C-2291 


R. F. Sanford, Secy.-Traffic Mgr. *‘The Guide saves us time in investigation of new contacts which 
CATT Ge ee ie Wen ee tae are necessary in expanding business.”’ 

i Christi, McAllen, Harlingen. oh , f 
ingress p Aenean 40 ees 30 (p armaceutical manu acturer) 
van trucks. All company owned. . se 
INSURANCE: Cargo, $10,000; Pub. Liab. North Chicago, Illinois 
$25,000-$50,000; Prop. Dam., $5,000; ™ 

BI Workm’n’s Comp. coverage as interurban Economical— 
BEEVILLES 7 Pg Wh frt. carrier; C. O. D. Bond, $5,000; Super 
ada cuSisn Fr a a camara ay Me ma *“Guide used because of the investigation made of advertisers. 


Kepetell? LOCAL SERVICES: Pool Car Dist.—Hous- These are taken at face value, and thus eliminate much costly expense 
ani ton, Dallas, Austin, San Antonio, Corpus 


Davenport, Iowa 


Christi, Harlingen. Rail Sidings at on our part.” 
Terminals—Houston, Corpus hristi, (steel company) 
Harlingen, Austin, San Antonio. 


Chicago, Illinois 


SCHEDULES: Daily overnight service. 
MEMBER: A.T.A.; Tex. Motor Transp. Assn. 










COMMON CARRIER e ° ESTABLISHED 1931 
ecegeumeats Denver-Chicago Trucking Company "tren 
Lawrence Cohen, Manager Home Office Tariff Publishing Agency 

Felix Cohen, Traffic Manager DENVER, COLORADO Intermountain Truck Tariff Bureau 


PANY OWNED 
Branch Offices and Terminals ea ee As ppl 











CHICAGO—Denver-Chicago Trucking Co. 









401 N. Ogden Ave. (Telephone—Seeley 0330; Teletype 1092) S.D. Denver-Chicago Trucking Co. WIS. \\\ wi)! 
ST. LOUIS—Denver-Chicago Trucking Co. ch See MTN. é > IOWA WOcke Nw) 
1125 So. 6th St. (Telephone—Chestnut 4586; Teletype 146) “a r= a a gesaca § @ Sy 0,99 Chicago 
LOS ANGELES—Denver-Los Angeles Trucking Co. |WYOMING | eget. ling “aD 

1201 E. Fifth St. (Telephone—Michigan 4882; Teletype 101) NEBRASKA * 














Denver—Chicago 








‘COLORADO oa terling on : aad: ‘ 
SERVICE TO OFF ROUTE POINTS: COLORADO Denver 2% 6} _ ss ssOUR! ILLINOIS | 
—Pvints and places between Denver and Sterling within a peep esenantsen ae MISSOU: a 
one mile of Colorado highway No. 81 and U. S. Highway i < | S St. Louis 







No. 6. NEBRASKA—Omaha. ILLINOIS—Rock Linon Hj 3 ea | 
Island, Rock Falls, Rockford, Pekin, Aurora, Joliet. | ; 
East bound service with company-owned equipment— 


. . ' Points marked with stars, ©, served east-bound with company- 
west bound service through connecting carriers. 


' owned equipment and west-bound through connecting carriers.’ THE TRAFFIC WORLO—CHICAGO 






Detail oe &: Equipment 
OKLA! Tractors 26, trailers 26. Trucks, van 8; open 7. All 


equipment company owned. 


Insurance 


CALIFORNIA 


CERTIFICATE MC 661 





ARIZONA 
Williams 











Prescott] (@9} O | * Cargo—$15/30,000 (Harmonia Fire Ins. Co. of Buffalo). 
J Hefireok | *Public Liability—$10/40,000 Com OOD (Cone 
LEW ickenburg NEW Ff ;' Ins. Co.). *Property Damage— , m- 
\ | NEW MEXICO | mercial Standard Ins. Co.). Workingmen’s Compen- 
Phoenix” 8 | : sation—(Group insurance). 

| Service Features 

ie: ST Daily direct service between all points as shown. Con- 
“Pihis —_ ; eee nections from all terminals to all points. 

SAN Og | | MEXico TEXAS Through rates on file with the Interstate Commerce 


CALIFORNIA 





Commission. Tariff furnished on request free of charge. 
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INCORPORATED (Neb. 
Established 1917 


Wm. Pruner 


Commercial Agen t 
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COMMON CARRIER 
ICC Docket No. 59840 


1302 Izard St. 
Tel.—Atlantic 4919 


On Time Transfer Co. 
OMAHA, NEB. 
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Dun & Bradstreet n 
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BRANCH OFFICES: Cine 2299 S. Lumber St 
(Canal 2206); Lincoln, 130 N. 8th St. (Tel.—B-6224)- 


INSURANCE: 


*Cargo, 


$10,000; Pub. 


Liab., $10,000-$20,000; % Prop. Dam., $5,000; 


TARIFF AGENCY: 
Motor Freight Assn. 
EQUIPMENT: 12 Tractors, 
12 trailers (refrigerator bodies); 
20 trucks. 


Central 


Incorporated (Wash 
Established 1918 


Cecil Gray 
Rate Agent 


TARIFF AGENCY: Inland Empire 
Mot. Frt. De -. 337 Peyton Blidg., 
Spokane, Wash. 

BRANCH OFFICES 
Portland—100! S. E. Water Ave. 
Seattle—1565 Sixth Ave. S. 
Walla Walla—339 S. Second St. 
Lewiston—739 F St. 
CouleeCenter(CouleeDam, Wash.) 
Coeur d’ Alene—214 Lake Side Ave. 
EQUIPMENT: 6 tractors, 36 trail- 
ers. Trucks, 74 van, 5 open, 2 
heavy duty. All company owned. 
INSURANCE: * Cargo, $5,000-$10,000; 
*Pub. Liab., $25,000-$50,000; 
* Pro: .Dam.,$5,000; *Emp.Liab. 
POINTS IN SPOKANE AREA not 
served by us are served by carriers 
operating from our terminal—one 
of best in U. S., all under one roof. 
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*Workmen’ s Comp. 
Bond, $10,000. 

POOL CAR DIST.: 
on Union Pacific trackage. 
state points by reliable connecting lines. 


ASSN.: Omaha C. of C. (Mem. of Transp’n Com.) 





* Liquor 


” Inland Motor Freight :cé°o-z. 


SPOKANE, WASH. 
Teletype—94 


Transp’n 


At Omaha, Neb., located 
Distribution to out- 


mon Carrier 
No. 59077 


S. 110 Sheridan St. 
Phone—Riverside 3194 
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Guide to Motor Transport Lines 
CENTRAL AND NORTHWEST 


Random Quotations from 
Shippers About the Guide 


to Motor Transport Lines 


Business Machines Mfr. (Cleveland)—We use the information to eliminate the 
irresponsible motor carriers from our service. 


Automotive Electrical Equipment (Anderson, Ind.)—Listed lines are accepted 
by us as responsible lines. 


Battery Mfr. (Clifton, N. J.)—The guide enables us to route our shipments and to 
find information desired quickly. 


Machinery Mfr. (Beatrice, Nebr.)—Keep the good work up and eventually we 
will have a regular net work of dependable carriers. 


Iron & Steel Products Mfr. (Lynchburg, Va.)—If they are listed by you we 
will have no hesitation in using their services. 


Iron Products Mfr. (Philadelphia)—The maps are fine because they are comparable. 


Stove Mfr. (St. Louis)—With the great number of trucks operating at the present 
time, any information from a reliable source as to responsibility is of considerable 
value. Keep this up. 


Steel Products Mfr. (Detroit)—Your investigation and presentation is 100%. 


Paper Mfr. (Berlin, N. H.)—The investigations you make are more thorough than 
any we could hope to make. 


Beverage Manufacturer (Westfield, N. Y.)—There is a satisfying comfort in 
using motor lines suggested by Trafic World. Good work—keep them coming. 


Petroleum Products (Tulsa)—It is limited and the ones shown do not operate in 
all the territory we serve. 


Mfr. of Women’s Wear (New York City)—Because of the increaing volume of 
truck transportation, one has to choose those which are the most stable and depend- 
able and this guide gives you just that. 


Distiller (Owensboro, Ky.)—Knowing that you have thoroughly investigated 
carriers before accepting their ads your information is more dependable than that 
obtained in a general guide. If you would arrange to give more general coverage 
you would eliminate complaints of non-coverage in certain sections. 


Flour Miller (Great Falls, Mont.)—The maps are very helpful. 


ful, but of course is not 


Salt Company (Chicago)—Your service is very hel 
i is information in all parts 


complete. Since we are national distributors we need 
of the United States. Get more representation. 


Food Mfr. (Denver)—We feel that you do not list any lines that are not responsible. 


Consolidated Freight Lines, Inc. 


Established 1929 


Fred C. Leibold 


General Traffic Manager 
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COMMON CARRIER ICC Doc. No. 42487 


PORTLAND, ORE. 2029N-W. Quimby St. 


Tel.— Broadway 2474 


Circle Q. 


W v4, WISCONSIN ‘Y 


(2) West of Bottle Mountern, Nev , to Sen Francisco 
3) Southwest of Twin Falls, ide, to points cost of 


INTERMEDIATE LOCAL SERVICE 
OREGON: (1) South of Eugene 
(2) East of Madras vie Wapinite Highway 
(3) Eest of Hood River ve Old Oregon Trail Highway 
_._] WASHINGTON: (1) Between Seattle and Tecoma; 
(2) All pomts east of Easton from Seattle; 

(3) All points east of Lyle trom Portlend, a 
(4) Ali points west of Hamington ond south of Rite 
ville (but not including Ritzville) ‘we Spokane ond 

Domts eost 
MONTANA: Between all ports 


PRINCIPAL BRANCH OFFICES 
CHICAGO. 2400 W Madison St 

A H Richerds, DF A (Heymerket $702) 
SALT LAKE CITY, 17154 W Second S 
CC Proctor, D FA. (Wasatch 2699) 
SAN FRANCISCO, 140 Bivzome St 

JL McConnell, ATM. (Ext torook seat) 
MINNEAPOLIS. 2600 S 26th Ave 

G J Heslow, Agt (Drexel 5434) 
OTHER OFFICES AND TERMINALS. 


See termina! pomnts shown on map 
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INSURANCE: Cargo, $10, per truck or trailer limit | KANSAS 
$100,000; $5,000 theft. ete Pliability, $50/$100,000. Wichit?”? 
Property Damage, limit $50,000. 


POOL CAR DISTRIBUTION: Shipments may be con- 
signed for distribution to the Consolidated Freight Lines, 
Inc., at points on its own lines. en such shipments are 
billed to Consolidated Freight Lines, Inc., for distribution to 
points on its own lines or beyond, shippers shall furnish 
carrier with the distribution sheets at the time of cages 
shipments. Deliveries will be made in accordance with 

distribution sheets, for which service a cha will be aale 
to cover cost of unloading, segregating and reloading. 


MEMBER: Allied Truck Owners, Inc., Wash. Moter Frt. Assn. 


TO.LOS ANGELES » ? 
ANGELES HARBOR, f  / 
AND LONG BEACH ns 


EQUIPMENT: 252 straight trucks; 115 trailers; 18 semi- 
trailers; 25 tractors. 


FINEST FACILITIES: Consolidated Freight Lines, 
Inc. is known from coast-to-coast for its organ respon- 
sibility, and prompt, dependable service. Operating over 
80 of its own terminals and 134 agencies in eight states, it 
serves over 1,500 points. Shippers in increasing numbers 
- - ae nt ¢ competitive tariffs of Consolidated 

aie eentinn time saving in transit owing to our six day 
praca delivery between Pacific Coast and Middle 
West points. 
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Save Time and Expense 


BY PLACING ONE PHONE CALL 
FOR ALL YOUR TRUCK SHIPMENTS 
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Look for 
the ACME 


Pomme Ronse: 


@ The scavengers 
which feast on dead 
shipping weight, dam- 
age, pilferage, slow 
packing and shipping, 
thrive in many plants. 
But they starve to death after Doc. Steelstrap has been 
called in. A careful and expert diagnosis followed by 
the proper application of Acme Steelstrap eliminates 
them entirely. 


on the seal 


Hundreds of concerns are making important savings in 
their shipping costs by using the modern Acme Steel- 
strap method. Savings amounting to more than 33% 
are not uncommon. 





ACME STEEL COMPANY 
GENERAL OFFICES: 
2844 Archer Avenue, Chicago, lil. 


Branches and Sales Offices in Principal Cities 


| afb 
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WHEN Loc. Stechatrapr 


GETS ON THE JOB 


The application of Acme Steelstrap to your carton, box, 
bundle or crate will make possible reductions in mate- 
rials, weight, labor and time. And you will receive the 
benefit of the consequent savings in dollars. Let Doc. 
Steelstrap help you hunt and eliminate the cost vultures 
which may be devouring part of your profits. Send the 
coupon for full particulars. 


Get your copy of the book giving com- 
plete information about reducing ship- 
ping costs with Acme Steelstrap. It 
contains comparative cost figures, typical 
treatments and results. Mail the coupon 


for “My Second Strap-Book” today. 





ACME STEEL COMPANY, 2844 Archer Ave., Chicago, III. 

Gentlemen: 

[_] Send me particulars about a free diagnosis for better, 
more economical shipment of our product. 

[] Mail a copy of the illustrated booklet “My Second Strap- 


Book.” 
Name 


Address ____ 
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FIRST OF THE NORTHERN 
TRANSCONTINENTALS ! 





A WHOLESALE 
CENTER 


The Red River Valley has long been known as the “Bread 
Basket of the World” and looming large in that “basket” 
is Fargo, North Dakota, logical assembling point for farm 
produce, supplies and equipment for a large territory. 
Fast-growing Fargo is a natural commercial and jobbing 
center. Wholesaling alone, in this city, employs 1,200, pays 
$2,250,000 yearly in salaries and handles an annual sales 
volume of more than $38,000,000. Less than carload ship- 
ments from Fargo in 1936 averaged 19,735,237 pounds in a 
single month, or enough to make up 38 trains of 50 cars each. 
Livestock, poultry and dairy produce, potatoes, sugar 
beets, corn, grains and forage crops—all flow through Fargo. 
Impressive among its industries are a large and flourishing 
packing plant and excellent modern stockyards at West Fargo. 
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